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Why spend valuable time and money 
organizing privately managed branch 


house facilities? 





Why pay for fixed branch house over- 
head, when you can’t use it? 











Years of experience have enabled us to create a 
comprehensive service——broadened in scope to a point 
that it includes all of your branch house functions, 
except selling. A service that measures up to your 
most exacting requirements—yet is so flexible that 
it can be instantly expanded or contracted to fit your 
current needs as they may vary from month to month 
or year to year. A service that grows and goes along 
with your business and provides real economy on a 
per package per month basis. 

Investigate this sound, simple and economical way 
to bring your products into this great buyer’s market. 
We invite your inquiries. No obligation, we assure you. 


if you have a warehousing and distribution problem, de not 
hesitate to consult us. We are in a position to give you 
valuable assistance establishing such facilities at all key 


points throughout the country. 
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Pool car shipments are 
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Choice Locations 


















transferred directly from 
cars to our own fleet of 
motor trucks for immedi- 
ate delivery to your cus- 
tomers in Kansas City and 
points nearby. Another 
convenient and econom- 


Low Insurance Rates 
Responsible Management 
Spacious Switch Tracks 

Ample Truck Loading Doors 
Streamlined Handling Equipment 
Pool Car Distribution 

Local and Long Distance Trucking 
Railway Express—Parcel Post 
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These loading instructions are painted on because of bad flooring or spot for loading 


the linings of boxcars that do a better job 
of hauling your freight. Shippers who’ve 
used cars equipped with NAILABLE STEEL 


according to floor condition. 


Freight blocked on NAILABLE STEEL 










bd FLOORING stays blocked. Its nail-holding 
m FLOORING* have found that they better pro- power is such that the blocking gives way 
of tect goods in transit, they cut down car before the nails pull out of the nailing 
i- supply problems, and they permit full use grooves. Yet nails are easily driven—and 
s- of mechanical handling equipment. | readily removed with an ordinary claw bar. 
d 

r Here Are Some of the Reasons Why: aren enon 






Power lift trucks can’t break through 
NAILABLE STEEL FLOORING. You can use 
your five-ton fork lifts with no worry about 
weak floors. 







WRITE US if you’d like to see a 
car equipped with NAILABLE STEEL 
FLOORING. We follow the movements 
of many of the cars now in use and 
will be glad to let you know when 
there’s one in your area. 









stays in good condition for all types of 
freight. This means more useful cars; cars 
that you don’t have to kick out empty 


GREAT LAKES STEEL CORPORATION = “2: 


Steel Floor Division Ecorse, Detroit 29, Michigan 
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Guns for troops or toys for children, 
the Soo Line stands ready to roll ’em. 
Whatever you make, or may be 
called upon to make, the Soo Line 
will deliver—from Michigan to 
Montana, from Chicago to Van- 
couver—everywhere Soo Line Land. 

Supplying the freight space is the 
Soo Line’s ever-lengthening string 
of modern rolling stock; packing the 


power to move it fast and sure is an 
expanding fleet of powerful Diesel- 
electric locomotives. Providing the 
know how are trained-to-the-minute 
Soo Line freight handling teams. 

To get your shipments to the right 
spot at the right time, specify Soo 
Line—to and thru Canada and the 
7-State Soo Line Land. 


—your working partner 
7 days a week 
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A YEAR FOR AN OHIO LIME CO. 


WHEN THIS 50-TON G-E DIESEL-ELEC- 
TRIC SWITCHER replaced a 65-ton steam 
locomotive at a plant of the Kelley Island 
Lime and Transport Company, operating 
costs were greatly reduced ... $1000 a 
month! Fuel costs alone were down $12.66 
daily. In one nine-hour trick per day, the new 
diesel-electric does the work the steamer took 
two eight-hour tricks to do. 

No working time is lost in firing up, refuel- 
ing is required only about twice a week and 
maintenance is done when the locomotive is 
off duty. Acceleration is faster, locomotive 
operation is easier. In two years of continuous 


Free Bulletin—Facts on 
Low-cost Switching 
Operating Results 


Graphs Tables 


GENERAL @@ ELECTRIC! ~ 


service over the plant’s seven miles of track, 
with grades up to 1.4 percent and curves up to 
25 degrees, this locomotive hasn’t lost a day. 
Fuel savings, reduced operating time and high 
availability are producing a return on Kelley 
Island’s investment that will pay for the loco- 
motive in less than three years. . 

Are you getting smooth, economical per- 
formance like this from your own locomotive? 
G-E diesel-electrics are reducing costs in your 
industry, too. A G-E transportation specialist 
can tell you how much you can save in ad- 
vance. See him today. Apparatus Dept., Gen- 
eral Electric Co., Schenectady 5, N. Y. 


—— oe ee ee eee eee eee eee eee eee eee Gee eee Gee eee 


Section 14909 
General Electric Co. 
Schenectady 5, N. Y. 
Please send me your fact-filled locomotive bulletin. 
need it: 
For reference purposes 
To make a survey of our own locomotive requirements. 
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UESTIONS AND 


NSWERS 





Address letters to Traffic World, 815 Washington Bldg., Washington 5, D. C. 


No 


attention will be paid to anonymous communications or questions from nonsubscribers. 


In this column will be published answers to questions relating to traffic, of general reader interest. A 


specialist in interstate transportation, who is a member of our special service department, will furnish 
references to regulations and decisions and will answer questions of application of tariff schedules and 


practical traffic problems. 
work, nor 


do we undertake to render legal opinions. 


We do not desire to take the place of the traffic man, but to help him in his 


The right is reserved to refuse to answer any 


question that does not seem to be of general interest or that may appear to us unwise to answer or too 
complex for the kind of investigation herein contemplated. 


Tariff Interpretation— 
Rating Applicable on Reconditioned Bags 


Question—Arkansas 


We would appreciate your comments 
on the following problem: 

Shipments of cotton and burlap bags 
in machine pressed bales were made 
from Rogers, Arkansas, to Kansas City, 
Missouri, during the period April 11, 1950 
to June 1, 1950. These bags were “re- 
conditioned”, that is, they were used 
bags purchased from various individuals. 
Prior to shipment to Kansas City, these 
bags were cleaned and mended. The 
governing classification does not specifi- 
cally provide for “reconditioned” bags. 
However, it does provide ratings for 
cotton and burlap bags, new, and/or 
used. Our question is: Will the fourth 
class rating provided in the National 
Motor Freight Classification for old 
(used) bags apply on these shipments 
of reconditioned bags? 


Answer 


In Western Burlap Bag Co. v. Illinois 
Central R. Co., 205 I.C.C. 85, the Com- 
mission stated that reconditioned burlap 
bags are not specifically described in 
the governing classification; that they 
are, however, included in the descrip- 
tion, Burlap, old (used) bags. 


The commodity description referred to 
in the above case is no different than 
that in the National Motor Freight Clas- 
sification. ‘Therefore, it is our opinion 
that, in the absence of commodity rates 
or rates based on an exception rating, 
the rating’ on bags, burlap, old (used 
bags), as published in the National Motor 
Freight Classification, will apply on 
shipments of reconditioned bags. 





Tariff Interpretation— 


Meaning of Term “Via” in Routing 
Instructions in Tariff 


Question—Missouri 


In C. M. St. P. & P. Tariff No. 17000-F, 
I.C.C. No. B-7610, on page 92, there ap- 
pears in the fourth block of routing in- 
structions the following: 

From index numbers 2776 to 2874 and index 
humbers 2890 to 2927 to Kansas City routing 
via Sioux City, Iowa, and Council Bluffs, 
Iowa, and C. B. & Q. Railroad or via South 
a Nebraska, and Missouri Pacific Rail- 
Toad. 

This tariff names through rates from 
C. M. St. P. & P. origins in Iowa, Minne- 
Sota, North Dakota and South Dakota 
to Kansas City, Missouri, and in some 
cases the through rates named in this 


tariff, increased under the provisions of 
Tariff No. X-168, make a lower charge 
than the combination of local rates to 
Sioux City or Omaha plus the propor- 
tional rates beyond Kansas City. We 
have maintained that the item men- 
tioned above permits the routing either 
via C. M. St. P. & P., Sioux City and the 
Cc. B. & Q., or via the C. M. St. P. & P., 
Council Bluffs and the C. B. & Q., or via 
the C. M. St. P. & P., South Omaha, 
Nebraska, and Missouri Pacific. 


The Milwaukee Railroad has told us 
that this contention is wrong and that 
the mention of Sioux City in the routing 
cited above is merely to restrict the 
movement while on the lines of the C. M. 
St. P. & P. to that line moving through 
Sioux City and that the rates apply 
only via the C. M. St. P. & P. direct 
through Sioux City and Manila, Iowa, 
to Council Bluffs where they will turn 
the shipment over to the C. B. & Q. We 
do not believe that the tariff so reads. 


We are relying on the established 
principle adopted by the Interstate Com- 
merce Commission that the railroads 
themselves make the freight tariffs, and 
if there is any doubt as to their meaning, 
that doubt should be resolved in favor 
of the shipper, since the carriers have 
ample opportunity to actually say what 
their tariffs are intended to mean. The 
C. M. St. P. & P. further tell us that 
this tariff is in the process of being re- 
issued and that in the routing to be 
carried in the new tariff, the name Elk 
Point will be substituted where Sioux 
City now appears in the above item, 
which leads me to believe that there is 
also some doubt in their minds as to the 
correct interpretation of the tariff. 


Will you please advise your ideas of 
whether routing via either Sioux City 
or Council Bluffs would apply and cite 
any parallel cases that you might have 
a record of. 


Answer 


A case that seems to be in point is 
Armour & Co. v. Chesapeake & O. Ry. 
Co., 169 I.C.C. 113. In this case -the 
Commission had under consideration a 
tariff provision to the effect that rates 
did not apply on shipments routed via 
ae junctions. The Commission 
said: 


Complainant contends that the word “‘via”’ 
as used in the tariff provision, means inter- 
changed at, and that had the shipment 
been delivered to the Elgin, Joliet & Eastern 
at Minooka, Ill., a junction not named in 
the above provision, the movement would 
have been effected over a route over which 
the rate of $1.05 applied. To substantiate 
this contention reference is made to the 
language of another part of the same tariff 
providing that certain rates do not apply on 
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transportation link of 
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East, West, North and 
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@ Around the bridge table . . . over the back yard 





fence ... shopping in the stores . .. wherever the 





.» gals get together, hundreds of them are telling 





“ their friends about Mayflower Moving Service. 





Like the one above, for instance! We’re happy to 





have their recommendations and happy to pass 





them on to you because it proves that Mayflower’s 





emphasis on courtesy and helpfulness pays off. 





Mayflower Moving Service assures you and the 






family you are moving of safe and dependable 





packing, loading and transport anywhere in the 





nation or into Canada. It also assures the lady of 





the house the luxury of those little extra services 





that make a Mayflower move so easy—like re- 





moving carpet tacks, taking down drapery fix- 





, tures, and arranging the furniture in her new 





home. Yes, you can depend on Mayflower to do 





a complete job of long-distance moving . . . and 





to keep you on the grateful side of the families 





you are moving! 





AERO MAYFLOWER TRANSIT COMPANY « Indianapolis 


Le _— re ™\ Mayflower’s organization of selected warehouse agents provides on-the-spot 
= representation at the most points in the United States and Canada. Your local 
= Mayflower agent is listed in the classified section of your telephone directory. 
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shipments “passing en route through” cer- 
tain points. Such language as this instead 
of the word “via,” complainant argues, 
should have been used in restricting the 
rate of $1.05 if it was defendants’ intention 
to make it inapplicable on shipments passing 
through Illinois Junction points. 

We are not in accord with complainant's 
view. The word “via” is defined in Funk & 
Wagnall’s New Standard Dictionary as “By 
way of: said of the route traveled Over or 
any place passed through.” Clearly, the pro- 
vision refers to shipments passing through 
the junction points named, and not neces- 
sarily interchanged thereat. Even had com- 
Dlainant’s shipment been interchanged at 
Minooka, it necessarily would have passed 
through the Illinois points named. 


We see no reason for placing a differ- 
ent meaning on the word “via” as used 
in the tariff to which you refer. In our 
opinion, the carrier is justified in its 
contention that, under the tariff routing, 
shipments must move through Sioux 
City while on its line and are not to be 
interchanged with another carrier at 
that point. 








Limitation of Actions— 





Recovery by Carrier of Amount 
Erroneously Refunded as Overcharge 


Question—Wisconsin 


Will you be good enough to give us your 
opinion on the following situation? 

An overcharge claim was filed on a 
shipment moving May 8, 1948, the claim 
in question being filed January 26, 1950, 
which claim was paid by the carriers on 
April 3, 1950. It later developed that the 
claim was paid in error, and the carriers 
now demand return of the refund, al- 
though we invoked the two year statute 
of limitation on the shipment in question, 
inasmuch as the two years had expired. 

The carriers now call our attention to 
the fact that the two year statute of limi- 
tation, as provided in paragraph 3(a) of 
Section 16 of the Interstate Commerce 
Act, is not applicable when an amount is 
refunded in error through claim. The 
Federal Circuit Court of Appeals for the 
Eighth Circuit in the case of T. M. Part- 
ridge Lumber Co. v. Michigan Central, 
26 Fed. 2d 615, held that the railroad 
cause of action to recover the excessive 
refund was not a cause of action for the 
recovery of freight charges, but was one 
on an implied contract to recover money 
paid in error. 

They insist therefore that the federal 
statute is inapplicable. 


Answer 


In T. M. Partridge Lumber Co. v. Mich- 
igan Central Railroad, 26 Fed. 2d 615, the 
circuit court of appeals held that the 
action of the carrier for the recovedy of 
an amount erroneously refunded as an 
overcharge was not an action for the 
recovery of charges, but an action on 
implied contract to refund money paid 
through an error. It held that the three- 
year period of limitation provided for 
in paragraph 3 of Section 16 of the In- 
terstate Commerce Act had no applica- 
tion to the action; that it was not a 
suit or proceeding arising under any other 
class of suits of which the federal district 
courts have original jurisdiction, and for 
this reason it should have been dismissed 
by the trial court. 

If the law has been correctly stated in 
the above referred to decision, the periods 
of limitation of the several states govern 
such an action and they run from the 
date the amount was erroneously re- 
funded. 

However, following the decision above 
mentioned, the Michigan Central Rail- 
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Attention! EXPORTERS 


WHEN ROUTING YOUR TRANSPACIFIC SHIPMENTS 


Consider your “Customer 


*He wants his merchandise to move by the quick- 
est route. He is vitally concerned with the shortest 
possible time between two points: ORIGIN and 
DESTINATION, 

BECAUSE—the sooner he receives his goods from 
you, the oftener he can turn over both his stock 
and his capital—more profits for him, AND FOR 
YOU! 


**Frequency of sailings from San Francisco plays 
a most important. part in expedited delivery. 
Saves time between land- and sea-carrier. In rout- 
ing “VIA SAN FRANCISCO” you are assured an 
early sailing date for your shipment. 

AND—you will be rendering your customer a 
worthwhile service, which he can translate direct 
into: DAYS SAVED ARE DOLLARS SAVED! 


USE SAN FRANCISCO AS YOUR PORT OF EXIT 


BECAUSE NO OTHER U.S. SEABOARD CAN MATCH RAIL-OCEAN 
DAYS-IN-TRANSIT TIME TO TRANSPACIFIC DESTINATIONS 


Monthly Schedule of World Sailings Mailed on Request 


BOARD OF STATE HARBOR COMMISSIONERS 


FOR SAN FRANCISCO HARBOR. (Owned and operated by the State of California). The State Belt Railroad, with 
67 miles ‘of waterfront trackage and pier spurs alongside ships, links all the railways of America with all of the Trade 
Routes of the Pacific. 


SAN FRANCISCO 
Room 14, Ferry Building 
Telephone GArfield 1-8800 


CHICAGO 
Lawrence T. Waidell, 
Special Agent, 

35 East Wacker Drive, 
DEarborn 2-511} 


Communicate With 


TRAFFIC DEPARTMENT 







**Sailings out of the 
Golden Gate to 
World Ports average 
10 vessels per day 








the year ‘round. 












take the “fright” out of freight with 




































... the revolutionary new freight car ye 


that 


REDUCES 
FREIGHT 
DAMAGE! 


Ordinary shipping hazards 
in conventional freight cars 
(not including fire, theft, 
improper refrigeration, etc. ) 
were responsible for 54% of 
all freight damage in 1949— 
damage amounting to 

more than 61 million dollars. 





Stronger, lighter, more durable 
than ordinary steel freight cars, UNICEL as a box or refrigerator car. cre 







uses in its construction the latest developments in the modern fro 
science of cellular laminates. It carries bigger payloads, can be Pe. 
produced faster for Jess than any car now on the rails! ‘ 
® Say “goodby” to the high amount of freight-damage. Tests prove there the 
is 66% less road shock with UNICEL than ordinary cars. the 
® say “goodby” to excessive spoilage... ws 
® to many difficulties in loading and unloading .. . on 
® to long labor in cleaning .. . ~ 
€ 
® to profits lost through damage when goods are shipped in ordinary cars! to 
L 
. designed by men who know railroading and by men who have studied the 
thousands of cases of freight damage will give you... a 
GREATER CAPACITY because it is /onger than the ordinary car. the 
EASIER LOADING because doors are wider, fork-lift trucks and pallets por 
may be used. Built-in Unistrapping system enables shippers to A 
tie down any kind of a load—securely, quickly and economically, n 
Another “FIRST” for Pressed Steel Car EASIER CLEANING because entire inside and outside is continuous F 
FIRST with the all steel hopper in 1897 and smooth without sharp corners, pockets or one. one 
FIRST with the all steel freight in 1914 MORE UNIFORM TEMPERATURE — UNICEL construction reduces _ 
FIRST again with UNICEL in 1950! condensation and dehydration to a minimum. “Cold Wall” construction, ll 
9 and insulation plus new refrigerating unit quickly convert UNICEL 
from box to refrigerator car. Heat can be provided during , : 
winter weather or in cold climates! a 
port 
> Get the whole story. Write for your copy of latic 
“UNICEL—The Freight Car of the Future—Today” 
e 
or ¢ 
‘PRESSED STEEL CAR COMPANY, Ine. sub¢ 
acce 





6 No. Michigan Ave., Chicago, Ill. 
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road brought suit against T. M. Partridge 
Lumber Company in the district court of 
the State of Minnesota and that court 
held that the suit was really one to collect 
“charges in respect of a shipment of 
property” and was, therefore, barred by 
the three-year statutory period of limi- 
tation, and dismissed the case. From 
this decision, we understand, the Michi- 
gan Central did not appeal. 


See, also, Vicksburg S. & P. Ry. Co. v. 
Paup, 47 Fed. 2d 1069, and Cleveland, 
C. Cc. & St. L. Ry. Co., v. Edgewater Coal 
Co., 272 Ill. App. 149, holding that a 
railway company’s action against a ship- 
per for local inbound charges erroneously 
refunded is governed by the federal three 
year statute of limitation. See, also, Wis- 
consin Bridge & Iron Co. v. Illinois 
Terminal Co., 88 Fed. 2d 459; Delaware, 
L. & W. R. Co. v. Patterson Kelly Co., 
6 Monroe L. R. 80 (Pa. Com.Pl.); New 
York Central R. Co. v. Sauerick Lumber 
Co., 32 D. & C. 150 (Pa. Com.PI.). 


Tax on Transportation— 


Shipments to and from a State or 
Political Subdivision Thereof 


Question—Massachusetts 


We are experiencing an increasing 
difficulty with the transportation tax ex- 
emption on shipments consigned to 
schools, boards of education, municipal- 
ities and states. 


Because of the fact that few of these 
organizations have petty cash funds 
available to cover miscellaneous expenses, 
we forward shipments to these customers 
on a “prepaid” basis, and add the trans- 
portation charges to the invoice. We 
do not and can not show a transporta- 
tion tax on this charge as they will 
not pay it, but there seems to be an in- 
creasing pressure to collect such taxes 
from us. 

A letter from one of our mills says in 
part: 

We have had this up with the Motor Car- 
tier’s Association in Detroit and they claim 


that as we pay these charges, we must pay 
the tax. 


From the West Coast, one of our dis- 
tributors of pool car shipments insists 
on our payment of this tax, advising that 

“The only time that no tax applies is 


—_ the . . . School District remits direct 
O us.” 


Locally, we have had little trouble with 
these shipments, but it appears that this 
May become a serious problem with us. 

We would appreciate your version of 
the latest rulings regarding the trans- 
portation tax, application or exemption. 























Answer 













In accordance with Section 3475 (b) 
of the Internal Revenue Code, as 
amended, amounts paid for the trans- 
portation of property to or from a State, 
or a political subdivision thereof, are 
exempt from the tax. 


Shipments consigned to a State, or 
Subdivision thereof, are exempt from the 
tax regardless of who pays the trans- 
portation charges. Section 143.24 of Regu- 
lations 113 as added by Treasury Deci- 
Sion 5354, provides, in part, that where 
the shipping papers show the consignor 
or consignee to be a State or political 
Subdivision thereof, such papers may be 
accepted by the carrier as proof of the 
exempt character of the shipment. 



























































































PAS 


daily direct service between the 
important industrial centers of America 


Route that next shipment Spector—and 

relax. Our fast pickup . . . smooth, safe 
over-the-road relay . . . and doorstep delivery 
keep traffic men the nation over in good 
spirits the year ’round. Write or phone 
for point list. Spector Motor Service, Incorporated, 
600 West 25th Street, Chicago 16 
the wise selector routes it 


SPECTOR 


serving the nation 










boston 
bridgeport 
chicago 
indianapolis 
milwaukee 







newark 
new britain 









new york 







peoria 
philadelphia 
providence 










racine-kenosha 
st. louis 











trenton 
worcester 









terminals 
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WHEN YOUR FREIGHT MOVES... 


BURLINGTON 


@ When you have something to be transported 
from one place to another, you naturally want to be sure 
that it is handled speedily and efficiently, and that it 
arrives in good condition. 















Experienced shippers know the advantage of turning 
their shipments over to a railroad that has the equipment, 
the personnel, and the ‘‘know-how’’ to do the right kind of 
a transportation job. That is why more and more shippers 
insist on Burlington routing wherever practicable. 


You, too, will find that— 


You’re On The Right Track When 
Your Freight Moves BURLINGTON 


Chicago, Burlington & Quincy Railroad 
The Colorado and Southern Railway 
Fort Worth and Denver City Railway 

The Wichita Valley Railway 
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TRAFFIC AND TRANSPORTATION NEWS TOO LATE TO CLASSIFY IN THIS ISSUE 





Gass Orders Cars Sent 
To Western Railroads 


Arthur H. Gass, chairman of the car 
service division of the Association of 
American railroads, as agent of the 
Commission, issued 33 orders, effective 
February 19, to increase car supply for 
western railroads for general purposes 
and for the movement of grain. 


Under service order No. 866, Railroad 
Operating Regulations for Freight Car 
Movement, railroads were ordered, 
among other things, to observe, obey and 
comply with special car orders outstand- 
ing when the order was issued, Septem- 
ber 11, 1950. Mr. Gass was appointed 
agent of the Commission with directions 
and authority to issue such orders as 
might be necessary with respect to the 
location, relocation and distribution of 
freight cars throughout the United 
States. 


At the Commission’s Bureau of Serv- 
ice it was said that the 33 orders pro- 
vided that eastern railroads deliver to 
certain western lines 6,195 cars a week, 
or 885 a day; that certain western lines 
deliver to “deficient” western lines 2,625 
cars a week, or 375 a day. Deficit west- 
ern lines were to get 8,820 cars a week, 
or 1,231 cars a day it was said. 

Beneficiary roads, and the cars they 
were to receive each week, were listed 
in the bureau as follows: M. & St. L., 350; 
Milwaukee, 350; Rock Island, 840; Union 
Pacific, 1,750; Chicago Great Western, 
175; Great Northern, 2,030; Burlington, 
630; Soo Line, 980; Northern Pacific, 
1,540, and Frisco, 175. 

The orders expire 11:59 p.m., March 31. 


Eastern Roads Ordered to 
Return Canadian Cars Empty 


Railroads in the eastern part of the 
United States have been requested by 
the car service division of the Association 
of American Railroads to return Canadi- 
an owned box cars empty. This action 
was taken, it was stated, due to requests 
of the Canadian National and the Ca- 
nadian Pacific railways, and to the fact 
that more than the usual number of 
Canadian cars have been on U.S. lines 
recently. 

The box car supply in Canada was ad- 
versely affected by the recent strikes of 
the B.R.T. switchmen in the United 
States. There are some exceptions to the 
requirement that Canadian owned cars 
be returned empty, it was stated, it being 
Pointed out that in some instances, such 
as from points in New England, cars 
Could be loaded for destinations on the 
Canadian roads. 








Northwest Lumber Car Shortage Problem 
Studied at Conference in Portland, Ore. 


Defense Transport Administrator Knudson Asks Participants To Submit 


Suggestions by March '5. Southern Pacific Answers Lumber Shippers’ 


Allegations of Inequitable Car Distribution and Inadequate Facilities. 


Special Correspondence from Portland, Ore. 


Acting as the Commission member who 
supervises the work of the Commission’s 
Bureau of Service and as the admin- 
istrator of the Defense Transport Ad- 
ministration, James K. Knudson on Feb- 
ruary 20 held an exploratory conferénce 
with Pacific northwest lumbermen at 
Portland, Ore., with respect to the freight 
car supply situation in the northwest. 


The conference arose from a request 
of the West Coast Lumbermen’s Asso- 
ciation for institution of an I.C.C. inquiry 
on its own motion into the matter of car 
service of the Southern Pacific system 
(T.W., Nov. 18, 1950, p. 45), but was 
broadened by Administrator Knudson 
into a general session leading to sugges- 
tions as to methods for alleviating the 
car shortage. He reviewed the situation 
and said there was a possibility the 
country might be facing the greatest car 
shortage in its history. Long investiga- 
tions and complaint cases would not solve 
the present problem, he averred. 


The W.C.L.A. charged the Southern 
Pacific system with inequitable distribu- 
tion of cars furnished to that system. 
It alleged that the Southern Pacific 
favored competitive points as against the 
Portland division where the Southern 
Pacific was the sole carrier for many 
lumber points. It also contended that 
the number of cars owned by the South- 
ern Pacific was inadequate in relation- 
ship to the needs of the industrial de- 
velopments in California and Oregon. 


Cars on Line and Cars Owned 


K. C. Batchelder, traffic manager of 
the W.C.L.A., referring to a Southern 
Pacific statement in reply to the W.C.L.A. 
petition, said that the Commission should 
come to some kind of understanding of 
the relationship to be desired between 
the number of cars a railroad owned to 
the number of cars on its line. He added 
that 90 per cent of car ownership on 
line was considered about normal for 
transcontinental railroads whose origi- 
nated traffic, as in the case of the South- 
ern Pacific, predominated in proportion 
to total traffic carried. The Southern 
Pacific had indicated a ratio of origi- 
nated loads to received loads as high as 
three to one, he said, but, he added, 
many empties returned to the Southern 
Pacific through Southern gateways were 
traveling 2,000 or 3,000 miles to Oregon 
and were then loaded out for a Southern 
Pacific haul of only 100 to 800 miles. 


This, coupled with a storage factor, en- 
titled the Southern Pacific to a greater 
“on line” average, said Mr. Batchelder. 
He cited a lower “on line” average of 
northern roads which, he asserted, ex- 
isted because of a closer relationship of 
cars owned to cars of freight originated. 


The Southern Pacific charged that car 
orders by northwest lumber mills were 
inflated during car shortages, but the 
W.C.L.A. denied this. It said the South- 
ern Pacific engaged in a practice of rat- 
ing the lumber mills on the Portland 
division and limiting the cars furnished 
on a basis related to mill production 
capacity. 

An exhibit offered by the Public Utili- 
ties Commission of Oregon, based on a 
study made in a car shortage period in 
the summer of 1950, indicated that the 
mills had not ordered cars in excess of 
their rated output and that rail or water 
competitive stations fared somewhat bet- 
ter than other stations in the relation- 
ship of cars furnished to cars ordered. 


Assertions by Southern Pacific 


Denying categorically the allegations 
of discrimination, the Southern Pacific 
asserted that examination of data as to 
the relationship of the Portland division 
to the other nine S.P. system divisions 
in the matter of distribution of cars, 
covering a period longer than that cov- 
ered by the W.C.L.A. table, indicated 
that there was an equitable balance in 
the car distribution. The Southern Pa- 
cific maintained there had been no 
monetary loss to the lumber industry, 
saying that it believed the period since 
1947, in spite of car shortages, had been 
the most profitable in 25 years for that 
industry, while the net return of the 
Southern Pacific on its depreciated in- 
vestment value had been only 2.7 per 
cent in 1949. 


W. P. Ellis, attorney for the Ship- 
pers Car Supply Committee, repre- 
senting 90 lumber mills on the Southern 
Pacific, said the problem was not just 
car supply but an over-all shortage of 
railroad facilities on that carrier’s lines, 
including trackage, motive power and 
manpower. The committee filed a com- 
plaint with the Commission last No- 
vember—docketed as No. 30708, Ship- 
pers Car Supply Committee v. Southern 
Pacific Co—in which it alleged that the 
Southern Pacific had “failed to provide 
adequate trackage, motive power and 
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other facilities and equipment” (T.W., 
Nov. 18, 1950, p. 46). The Southern Pa- 
cific denied this allegation, on the basis 
of data it submitted as to anticipated 
traffic in 1951 and as to prospective 
availability to the shippers of the same 
number of cars as they received last 
year. 


Loss of Intercoastal Ship Space 


Shipping problems of the northwest 
lumber mills this year, the W.C.L.A. said, 
were further aggravated by’a prospec- 
tive reduction of 40 per cent in inter- 
coastal steamhip cargo space because 
of withdrawal of some berth services 
from lumber carriage and inability of 
the water carriers to charter extra ships 
for lumber on the world charter market. 
It said this would divert 7,000 cars of 
lumber to movement by rail. 


Curtailment of intercoastal ship trans- 
portation of lumber from British Colum- 
bia to U. S. Atlantic coast ports, for the 
reasons already stated, would add another 
24,000 cars to the national freight car 
demand, the W.C.L.A. said. 

Administrator Knudson indicated that 
additional ships for this service might 
be taken out of the national defense 
reserve fleet. 


Participants in the conference were 
asked by Mr. Knudson to state their 
views as to the possibility and effect of 
requiring northern railroads to furnish 
empties and in return be guaranteed 
loaded cars from the Southern Pacific. 
Such action, he suggested, would cut 
down empty mileage via the Southern 
Pacific, would expedite turn-around and 
would reduce loaded mileage via the 
Southern Pacific via the long haul to 
the El Paso gateway from the northwest. 

J. W. Corbett, Southern Pacific vice- 
president in charge of operations, when 
asked by Administrator Knudson whether 
the Southern Pacific would object to an 
order requiring greater routings via the 
northern lines, said that a plan had 
been in existence at Portland for many 
years for equitable return of loaded 
empties furnished by northern lines. 

“The suggestion of a directive arbi- 
trarily ordering the furnishing of more 
empties by the northern lines and the 
returning of loaded cars by the Southern 
Pacific,” he said, “is not exactly wel- 
comed, but the Southern Pacific under 
the circumstances would not take ex- 
ception to such a directive.” 


Position of Northern Lines 


Addressing representatives of the 
northern roads, Mr. Knudson asked 
whether such an arrangement would be 
satisfactory to them. 

Robert MacFarlane, president of the 
Northern Pacific, answered affirmatively, 
but stated that on his line there was 
presently an extremely severe shortage 
of cars. Statements of a similar nature 
were made by spokesmen for the Mil- 
waukee, the Great Northern, the Spokane, 
Portland & Seattle, and the Union Pa- 
cific. 

Thomas Dench, of the Oregon state 
commission, testified that in the 16- 
week period from June 12 to September 
30, 1950, Oregon mills on the Portland 
division of the Southern Pacific had 
ordered cars totaling 61 per cent of rated 
mill production capacity, and that 53 per 
cent of the cars ordered, or 32 per cent 
of the mills’ rated capacity, were fur- 
nished. 

Arthur H. Gass, chairman of the car 
service division of the Association of 
American Railroads, said that diversion 
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of empties from the northern lines was 
not practical, in view of the car shortage 
there, unless the national economy justi- 
fied special treatment for lumber. He 
explained that a function of his division 
was to put car ownership on line with 
respect to needs of originating and bridge 
and terminal railroads. He said that the 
situation this year would not be worse 
than it had been last year, because the 
bad order car situation had eased, new 
cars had been placed in service, each new 
car more than replaced an old one be- 
cause of its maintenance-free condition, 
and more and better engines were in 
service now than at the same time last 
year. 

Administrator Knudson gave the inter- 
ested parties until March 5 to submit to 
him by letter any further suggestions for 
relieving the car shortage in the north- 
west. He observed that shippers had 
certain statutory rights and that the 
Commission had statutory obligations, 
but said that as administrator of the 
D.T.A. he had broad power over both 
shippers and carriers. By implication he 
suggested that the Shippers Car Supply 
Committee might find it advantageous 
to participate in a cooperative effort to 
relieve the situation, rather than to pur- 
sue its complaint in No. 30708. Some of 
those present, however, observed that 
that case involved reparations. 





Railroad Data in General 
Rate Case Disputed by 
D. of A. Specialists 


As the railroads concluded their testi- 
mony in Ex Parte No. 175, Increased 
Freight Rates, 1951, before augmented di- 
vision 2 of the Commission, on February 
21, the third day of hearing, the Com- 
mission began receiving the testimony 
of protestants, shippers and others. 

Among other witnesses heard by divi- 
sion 2 and three state commisioners 
were representatives of the U.S. Depart- 
ment of Agriculture, who appeared in 
opposition to the proposed increases on 
behalf of the Secretary of Agriculture. 

Donald C. Leavens, transportation spe- 
cialist of that department, said he be- 
lieved that a determination as to whether 
or not a financial crisis or emergency 
was faced by the railroad petitioners at 
present, as alleged, was primarily de- 
pendent on the present trends in volume 
of traffic, revenues and earnings, operat- 
ing expenses and unit costs, working 
capital, traffic carrying capacity, and the 
“expectancy in these measures in 1951.” 

Mr. Leavens said he had prepared pro- 
jections of trends in the railroads’ finan- 
cial position and for each of the selected 
measures had shown the figures by 
months for 1950 and 1949, and computed 
the percentage increase, or decrease, as 
the case might be, 1950 over 1949. 

He said his projections, to be distin- 
guished from estimates, were compared 
with annual figures for 1949, 1950, and 
1951 as estimated by Dr. J. H. Parmelee 
of the Association of American Railroads, 
and presented earlier in the hearings. His 
projections, he said, showed reasonably 
accurately what the measures would be 
for a full year if the carriers operated on 
an annual basis as they operated in the 
three months period—August, September, 
and October, 1950, the latest period for 
which all data were available. 
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“The projection of the revenues for the 
three months, August, September, and 
October, 1950, to an annual basis,” said 
Mr. Leavens, “produces a yearly figure of 
10.7 billion, or an increase of 25.3 per 
cent over 1949. an increase of 13.5 per 
cent over 1950 and an increase of 108 
per cent over Dr. Parmelee’s estimate 
for 1951. A similar projection of the 
revenues produced in the last three 
months of 1950, based upon the available 
data, would produce approximately the 
same increases...” 


Responding to a question by Commis- 
sioner Aitchison, Mr. Leavens said he 
believed the present trends would con- 
tinue provided the defense program was 
stepped up. 

Mr. Leavens said that the trend in 
freight revenues, which had arisen even 
more sharply than the trend in total 
revenues, was of particular significance 
in this proceeding. 

“For example,” he continued, “freight 
revenues for the month of October, 1950, 
exceeded those for the same month in 
1949 by 46.6 per cent. For the three 
months, August, September, and October, 
1950, the increase over 1949 was 31.9 per 
cent. The freight revenues for this three 
months’ period extended to an annual 
basis produces a figure of 28.1 per cent 
over the freight revenues in 1949, 15.5 per 
cent over 1950, and 11 per cent over the 
estimate of Dr. Parmelee for 1951.” 

Mr. Leavens said that the number of 
serviceable freight cars shown for certain 
months of 1950 designated in his exhibit, 
while consistently below the number 
available in the same months in 1949, 
began to improve in July, and by Jan- 
uary, 1951, the number exceeded those 
for the same month in 1950. This im- 
provement, he said, resulted from a de- 
cline in bad order cars and an upward 
trend in new cars installed in the latter 
half of 1950. 

Claiborne A. Duval, also a transporta- 
tion specialist of the Department of 
Agriculture, said that his analysis of the 
evidence presented by Dr. Parmelee for 
the railways revealed that about one 
third of the volume of that evidence was 
designed to show that the rates of return 
on net railway investments and on net 
worth had been very low for many years. 

“In my opinion,” he continued, “such 
evidence has little or no bearing on exist- 
ence of an emergency situation unless 
the railways can prove that their credit 
position has been so seriously impaired 
as a result of these alleged low rates 
of return that they will be unable to se- 
cure the funds required for their opera- 
tions and necessary additions and better- 
ments during the year 1951.” 

He said he believed that the railroads 
had not shown that there had been 
deterioration in their credit position, and 
added that the fact was that the Class 
I roads’ credit position at present was 
the strongest it had been in more than 
20 years. Fundamentally, he continued, 
their credit position was stronger now 
than it had been in the entire history 
of the railroad industry. 

Mr. Duval cited an exhibit showing, he 
said, that total long-term debt was re- 
fused from about 11.2 billion dollars in 
1939 to an estimated 9.2 billion dollars 
in 1950, or a total reduction of approxi- 
mately two billion dollars. 

He said that although equipment ob- 
ligations increased in that period from 
$425 million to an estimated $1,800 mil- 
lion, the reductions in other long term 
debts more than offset these increases 
by about two billion dollars. Other long 
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1950-1951 SUGAR BOWL CHAMPIONS 


The “Prides of Peoria”, Bradley University’s Braves, 
continue their winning habit this season as they have 
for many seasons. Again, a salute to a great team, 
not only this season ranking among the top severa! 
teams of the nation but also the Sugar Bowl Champions. 

We likewise salute the coaching staff of Bradley for 
fostering clean play and sportsmanship and the faculty 
and officers of the school for their support of the team. 
And we cannot overlook Bradley’s boosters and fol- 
lowers. A salute to them for jamming the A. J. Robert- 
son Memorial Fieldhouse game after game, to capacity 
ctowds of 8300. 

_ To the right we publish the Bradley scores to date 
including their accomplishments to win the Sugar 
Bowl trophy in New Orleans. 

_ This same winning habit of the Braves is character- 
istic, too, of the men and women in our armed forces 
who despite “adversity” and “tough times”—always 
come out on top. In our present world conflict, the 
P, & P. U. likewise wants to salute these “winners”, too. 

Many factors today contribute to “business not as 
usual”, But the men and women of P. & P. U. will 
continue to do their best to keep expediting the 
defense” and “normal” freight. We “salute”, too, 
our many good customers and friends over the nation 
and hope we can “score” with them as well as the 
Braves score on the floor. 





Bradley Opponents 
94 Houston 73 
79 Wayne 50 
77 Oregon State 74 
72 De Paul 63 
88 Purdue 73 
85 Georgia Tech 53 
79 U.C.L.A. 74 
92 Centenary 64 
93 Duke 58 
64 Indiana 62 
72 *Syracuse 64 
64 *St. Lovis 59 
62 Harvard 52 
69 Detroit 65 
74 Drake 55 
59 St. Johns 68 


RECORD OF GAMES PLAYED 
Won 25, Lost 4 and 3 Games to Play 


Bradley Opponents 


78 Niagara 74 
65 Detroit 70 
76 Wichita 61 
82 Pittsburgh 59 
48 Oklahoma A&M 49 
72 San Francisco 60 
61 Stanford 58 
60 Houston 47 
59 = St._ Louis 62 
65 Wichita 44 
101 Ripon 50 
71 Drake 61 
97 St. Louis 65 


* Sugar Bowl Tour- 
nament, New Or- 
leans, La. 


PEORIA & PEKIN UNION RAILWAY COMPANY 


Room 36, Union Station, Peoria 2, Ill. 
E. F. STOCK, General Traffic Manager 


“One of America’s Railroads—In Partnership with All America” 


? 


Mascot Davie Suffield in front on 


First row: Carl Treficano (Manager), Squeaky Melchiorre, Fred Schlictman, Bill Mann, Jim Kelly, 
Elmer Behnke, Aaron Preese, Charlie Grover. 
George Macuga, Deno Melchiorre, Jack Hills, Don Alford, Don Schnahe, 
Coach Forrest Anderson. 
Wickstrand, Dick Mize, Willis Valett. 


floor. 
Buz Ott, 


Remaining Games 


Tulsa 2-24 
? 


? ? Okla. A&M 2-26 ? 


Tulsa 3-3 


i 


SO 
—s 2 


tH 
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Stan Albeck, 
Third row: Zack Monroe, Harry Gaghen, Jack Crowe, Dick Goelzer, Dick 
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YOU BET WE'RE PROUD 


The picture tells a story that warms our hearts. The employees of our 











New York Terminal put their sentiments into a bronze plaque, and 
presented this token of esteem to our founders and owners. With i 
management-employee relations like: this—no wonder Branch has i db 
operating efficiency unequalled in the industry! No wonder Branch | fs 
has the lowest claim ratio in the history of motor carrier service! : 
Thanks, fellows. You bet we’re proud! 
D 
al 
al 
MOTOR EXPRESS COMPANY = 
108 
D 
* THE MAIN STEM OF THE INDUSTRIAL EAST . 
ti 


EXECUTIVE OFFICES—/ 43 W. 18th St., New York—Phone CHelsea 3-1707 


TERMINALS: New York 


. 


Philadelphia 
Newark e Allentown e Reading e Baltimore 


U. S. Customs Bonded Carrier —I. C. C. Certificate No. MC 10875—Penna. P.U.C. No. 
A-11989 Licensed to transport liquor and specially denatured and tax free alcohol in 
Delaware, District of Columbia, Maryland, New Jersey, New York and Pennsylvania. 
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term debts, he said, decreased from 10.7 
billion dollars to 7.4 billion, or 3.3 billion 
dollars. 


Mr. Duval said the trend in market 
value of railroad stocks was one of the 
pest indicators of the earnings and credit 
position of the petitioning railroads. On 
the basis of data presented in his exhibit 
he said the financial market did not in- 
dicate an emergency situation as far as 
earnings or credit were concerned at the 
present time. 

He said “the basic error’ made by 
the railroads in estimating the effects of 
wage increases and materials prices was 
an assumption that there would be little 
or no change in operating efficiency. 


Among other things, he said that es- 
timated savings in wages effected by the 
diesel locomotive and other operating 
improvements saved approximately $356 
million -dollars in straight time alone 
for the first eight months of 1950. 

Commissioner Aitchison announced that 
oral argument would begin Tuesday, Feb- 
ruary 27. 


(See earlier story on page 45) 


1.C.C. Motor Carrier Field 
Staff to Do D.T.A. Work 


The Defense Transport Administration 
has entered into an arrangement with 
the Commission’s Bureau of Motor Car- 
riers by which the field staff of the 
bureau will take care of the work of the 
D.T.A. division of street and highway 
transport. 


In the World War II period, the 
greater number of the employees of the 
Office of Defense Transportation, which 
correspond in nature with the D.T.A., 
were those engaged in various activities 
in connection with highway transporta- 
tion. 


Herbert Qualls, assistant director of 
the Bureau of Motor Carriers, said that 
the bureau had 325 people on its field 
staff, including clerical workers. 

Under the arrangement, an additional 
53 employees will be hired initially and a 
working fund will be assigned to the 
Commission for the payment of these 
additional employees. However, Mr. 
Qualls said, those workers and the present 
staff would be used interchangeably on 
Commission and D.T.A. duties, and the 
present employees would continue to be 
paid by the Commission. All will work 
under the bureau’s district directors. 
There will thus be no need to take addi- 
tional office space for a separate D.T.A. 
group, or to obtain office equipment. 

Under the terms of the agreement, the 
bureau’s field staff, as increased, will 
conduct surveys and furnish reports on 
the adequacy of motor transportation 
and on the available supply or shortage 
of manpower, equipment, and parts. It 
will organize and supervise industry com- 
mittees, and check applications made to 
D. T. A. for authority to accelerate the 
amortization of new equipment. The 
augmented field staff will give informa- 
tion to the public, and perform any 
other activities that may be required 
under general or special orders of the 
. te. 

he agreement also provides that ad- 
ditional employes will be hired if neces- 
sary, and that for such employes addi- 
ional amounts will be placed in the 
working fund to be furnished by D.: T. A. 

The bureau has 80 offices in operation 
and Mr. Qualls observed that industry 
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was accustomed to dealing with those 
offices. 


While the larger number of O.D.T. em- 
ployees were engaged in activities in 
connection with transportation by high- 
ways, Mr. Qualls said that they had 
duties which were not, as yet, included 
in the D. T. A. duties, such as the fur- 
nishing of certificates of war necessity 
used in the allocation of new vehicles. 


Present War Conditions 
Make Seaway Construction 
Urgent, House Group Told 


In view of the trend of present inter- 
national developments, there was greater 
urgency now than ever before for com- 
pletion of the St. Lawrence seaway and 
power project, two Cabinet members told 
the House public works committee. 

The witnesses before the committee, 
as it began hearings February 20 on pro- 
posed legislation to authorize the so- 
called Great Lakes-St. Lawrence Basin 
project, were Secretary Acheson, of the 
State Department, and Secretary. Sawyer, 
of the Commerce Department. Repre- 
sentative Dingell, of Michigan, author 
of H. J. Res. 3, one of the joint resolu- 
tions considered at the hearing, also 
testified as an advocate of the proposed 
seaway and power development. 

Large expenditures had been made by 
the governments of the United States 
and Canada for construction of locks 
such as the MacArthur Lock at Sault 
Ste. Marie, Mich., and the Welland Canal 
locks, as well as in deepening harbors 
and river channels, said Secretary Ache- 
son. He averred that maximum use of 
these works could not be achieved until 
a 27-foot channel in a 46-mile stretch of 
the International Rapids section and cor- 
responding work in the Canadian section 
downstream to Montreal had been com- 
pleted. 

Secretary Acheson stated that an 
agreement could be negotiated with Can- 
ada providing for making the seaway 
self-liquidating through the charging of 
tolls for its use. He had received as- 
surances, he said, that the Canadian 
government was prepared to agree to the 
principle of making the seaway pay for 
itself through imposition of toll charges. 

Secretary Sawyer asserted that the 
question of time for construction of the 
seaway had become critical. He con- 
tended that the seaway was needed as 
soon as possible because, he said, only by 
means of the seaway could the United 
States safeguard an adequate supply of 
iron ore in event of war. 

“At the same time that we are con- 
cerned that the railroads shall have 
enough freight cars to carry the in- 
creasing traffic that mobilization means,” 
he said, “we need to assure ourselves 
that transportation by water is simi- 
larly strengthened. Replacement of the 
existing 14-foot channel on the St. 
Lawrence by one of 27-foot depth would 
powerfully strengthen our transporta- 
tion system.” 

Studies made by his department, Sec- 
retary Sawyer said, indicated that the 
potential traffic through the seaway 
would be between 27 million and 84 mil- 
lion tons a year and that, under fair 
and equitable toll charges, the resulting 
revenue would range from $36.5 million 
to $49 million a year. 

On an over-all basis, the estimates 
made in his department’s study indicated 
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that the seaway would be self-liquidat- 
ing by a very large margin, he said, 
adding: 

“In fact, it will take only a little more 
than half of the anticipated traffic to 
pay off the investment. At present cost 
levels, revenue of $22 million a year will 
be sufficient to cover maintenance ex- 
penses, interest at 2% per cent, and 
amortization of the investment in 50 
years. Our minimum estimate of toll 
revenue of some $36 million a year is 
two-thirds again as large as the ex- 
pected annual charge for maintenance, 
interest, and amortization and our maxi- 
mum estimate is nearly 2% times the 
annual charges that must be met in 
liquidating the investment.” 

E. W. Wollmuth, executive vice-presi- 
dent of the Chamber of Commerce of 
Newark, N.J., made public the text of a 
letter in opposition to the St. Lawrence 
seaway project that he addressed to 
Governor Driscoll, of New Jersey, and 
to members of the New Jersey delegation 
in Congress. He said that Venezuelan 
ore was being imported to supplement 
the native Mesabi ores and that, as a 
consequence, New Jersey, through erec- 
tion of steel plants, “becomes a capital- 
goods state, worthy of economic protec- 
tion aS we commence mobilization.” 

“We see no question of ‘national in- 
terest’ in favor of huge construction 
and annual subsidization costs,” he said, 
“in a sectional seaway paid for by the 
federal tax drain on the region the sea- 
way will damage the most, our industrial 
northeast.” 

Additional testimony favoring the St. 
Lawrence seaway legislation was pre- 
sented before the House public works 
committee February 21 by Secretary 
Marshall, of the Department of Defense; 
Charles E. Wilson, director of the Office 
of Defense Mobilization, and John D. 
Small, chairman of the Munitions Board. 

Mr. Wilson said expansion of steel 
production to the point where 130 mil- 
lion ingot tons a year would be produced 
by 1960 was now contemplated. He 
averred that such expansion could not 
materialize if ores could not be obtained 
to keep the steel mills operating at ca- 
pacity. Without the seaway, he said, the 
United States would become “steadily 
more vulnerable in this most strategic of 
all strategic industries.” 


Rogers Reappointment to I.C.C. 


The Senate interstate and foreign com- 
merce committee announced, after an 
executive session it held February 20, 
that it would conduct a public hearing, 
at a date to be announced later, on the 
nomination of John L. Rogers for re- 
appointment as a member of the Inter- 
state Commerce Commission (T.W., Feb. 
17, p. 64). 


Orders for Locomotives 


Class I railroads had 1,641 new loco- 
motives on order on February 1, 1951, 
the Association of American Railroads 
announced. These included 1,616 diesel, 
21 steam and 4 electric locomotives. Class 
I railroads on February 1, 1950, had 1,142 
new locomotives on order, of which 1,126 
were diesel, 12 steam and 4 electric. 

Installation of new locomotives in Jan- 
uary this year totaled 219, of which 218 
were diesel and one steam. In January, 
1950, they installed 101 locomotives, 100 
of which were diesel and the other one 
steam. 
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util“ EIGHTEEN YEARS EXPERIENCE—Specializing in the Transportation 
$i982-1950 = of Foods Requiring Refrigeration. 


LARGEST FLEET of refrigerated trailer-trucks in the world— 
designed and insulated in the Mathews plant. Six (6) inches of 
an insulating material proven best by scientific test and actual 
operating experience is used, as well as Rubatex sub- 

flooring. The refrigerating units are capable of maintaining zero 
temperature under all conditions. 


Bocuancey NO ADDITIONAL CHARGE for mechanical refrigeration. 


OFFICES STRATEGICALLY LOCATED in principal cities 
east of the Mississippi. 


—<S 
CONTINUOUS TELETYPE HOOK-UP between all offices enables 
4 the Mathews organization to keep customers informed on movement 
and location of shipments at all times. 


<> 


EFFECTIVE SAFETY CONTROL assures speediest possible deliveries— 
delays due to accidents reduced to the minimum. 


ENTIRE MATHEWS ORGANIZATION devoted to the principle of 
delivering the product in perfect condition—thereby maintaining the 
shipper’s standard of quality. 


The Pioneer Madniarccted Sistem Serving the Teed Industry 
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THE WEEK IN TRANSPORTATION 


B.R.T. Fined $75,000 in 
D.C. Court After Plea of 


Guilty in Contempt Cases 


Edward B. Henslee, of Chicago, gen- 
eral counsel of the Brotherhood of Rail- 
road Trainmen, unexpectedly. pleaded 
guilty on behalf of the brotherhood to 
charges of both criminal and civil con- 
tempt in the federal district court for the 
District of Columbia the morning of 
February 19. 

The contempt proceedings against the 
B.R.T., five of its officers and five B.R.T. 
lodges had been instituted by the De- 
partment of Justice because of the recent 
walkout of Potomac Yard switchmen 
represented by the Trainmen’s brother- 
hood, in defiance of an anti-strike in- 
junction issued by the court last De- 
cember (T.W., Feb. 10, p. 27). 

Judge Edward A. Tamm fined the 
B.R.T. $50,000 on the criminal contempt 
charge and $25,000 in the civil action for 
contempt, a total of $75,000. Another 
fine of $25,000 having been imposed on 
the brotherhood at Chicago (T.W., Feb. 
17, p. 25), the grand total of fines to 
which the B.R.T. was subjected became 
$100,000. 


When asked by Judge Tamm what the 
government proposed to do about the 
five individual officers and five lodges 
named as co-defendants with the B.R.T. 
in the contempt cases, United States 
Attorney George Morris Fay said that 
the government would move for dismissal 
of charges against the other defendants. 
Counsel for the B.R.T. agreed to with- 
draw its appeal from the decision of 
Federal District Judge Michael J. Igoe 
at Chicago requiring payment of a $25,- 
000 fine by the brotherhood for the De- 
cember walkout of its members. 


After Judge Tamm had imposed the 
fines, Justice Department attorneys said 
that they would ask dismissal of addi- 
tional contempt cases still pending 
against the Trainmen in the federal dis- 
trict courts at Chicago and Cleveland, 
O., inasmuch as the cases there were 
related to the cases in Washington, D.C. 
Mr. Fay was reported to have stated that 
the government had instituted contempt 
proceedings in three different courts for 
the reason that, if its action might be 
dropped in one court because of some 
technicality, the cases in the other courts 
would remain to be prosecuted. 


The second contempt action at Chicago 
against the B.R.T. was dismissed on gov- 
ernment motion by Judge Igoe Feb- 
ruary 20. 


Negotiations between rail manage- 
ment representatives and the chiefs of 
the four operating employe unions in- 
volved in the so-called 40-hour-week dis- 
pute continued, in the presence of Na- 
tional Mediation Board members, on 
February 17, but without any indications 
of progress toward settlement of the dis- 
pute, and were resumed at the N.MB. 
the afternoon of February 19. 


Head of Senate Commerce Unit Has Tried 
To Coerce I.C.C., Union Pacific Alleges 


Railroad Files Petition in Ogden Gateway Case, Asking That Radio 


Address by Sen. Johnson, of Colorado, Hostile to Position of U.P., 
Be Placed in Record. Charges ‘Improper’ Action by D. & R. G. W. 


Counsel for the Union Pacific on Feb- 
ruary 20 filed with the Commission, in 
the so-called Ogden Gateway Case, a 
petition in which they alleged that a 
radio address broadcast over a Denver 
station January 27 and February 2 by 
Senator Johnson, of Colorado, Senate 
interstate and foreign commerce com- 
mittee chairman, was “intended for the 
purpose of intimidating and coercing the 
commissioners” of the I.C.C. 


The Union Pacific asked the Com- 
mission to reopen the record in the 
Ogden Gateway Case—No. 39297, The 
Denver & Rio Grande Western Railroad 
Co. v. Union Pacific Railroad Co. et al— 
“solely for the purpose of receiving in 
evidence the transcript of a speech 
broadcast by Senator Edwin C. Johnson, 
of Colorado, on January 27, 1951, and 
rebroadcast February 2, 1951, over Radio 
Station KFEL at Denver, Colorado.” 


A certified copy of the transcript of 
Senator Johnson’s radio address con- 
cerning the Rio Grande’s complaint 
about refusal of the Union Pacific to 
join with the Rio Grande in establish- 
ment of through routes and joint rates 
via the Ogden, Utah, gateway, was at- 
tached to the petition. Among state- 
ments made in Senator Johnson’s radio 
address to which the Union Pacific re- 
ferred in its petition was the following: 

“It is high time that action be taken 
to remove the economic shackles im- 
posed upon the people of my state of 
Colorado by the selfish interests of the 
Union Pacific, and I am, and will con- 
tinue to do all that I can to rid my 
people of such economic tyranny.” 


Charge Against Rio Grande 


One of the charges made in the Union 
Pacific petition was that the broadcast 
by Senator Johnson was “another timely 
maneuver instigated by the Rio Grande 
iv force a decision favorable to it 
through the deceptive resort to and 
pretense .of public interest.” The UP. 
attorneys whose names appeared on the 
petition said they strongly felt that “the 
maneuver is of such extraordinary nature 
that it is our duty to ask the Commis- 
sion to receive the speech in evidence 
officially so that the Commissioners and 
the public may know of the methods by 
which the Rio Grande seeks to mislead 
the Commission into thinking there is 
a public interest in its financial needs 
case and to ‘high-pressure’ the Commis- 
sion into adopting the report which the 
chief examiner has issued.” 

The Union Pacific attorneys named 
on the petition were: W. R. Rouse, F. J. 


Melia, L. W. Hobbs, John J. Burchell, 
and Elmer B. Collins. 

A statement explaining contents of 
the petition and summarizing develop- 
ments in the Ogden Gateway Case was 
issued by Mr. Collins, under the head- 
ing, “Shall Politicians Degenerate the 
Interstate Commerce Commission Into 
Another Reconstruction Finance Cor- 
poration Scandal?” 


Sees Jeopardy for I.C.C. Integrity 


He said the petition disclosed “a situa- 
tion which, if not stopped through pub- 
licity, editorial comment and public dis- 
approval, gives promise of jeopardizing 
the historical integrity of the Interstate 
Commerce Commission and degenerating 
that independent agency of Congress 
into the predicament of scandal and 
aroma of political high-pressure which 
today envelops the Reconstruction 
Finance Corporation.” 

After noting that the complaint of the 
D. & R. G. W. had been filed August 1, 
1949, against the Union Pacific and 200 
other railroads, Mr. Collins stated that 
hearings had been completed April 18, 
1950; that briefs had been filed by all 
interested parties; that a proposed re- 
port had been issued by the Commis- 
sion’s chief examiner November 20 (T.W., 
Nov. 25, 1950, p. 45), and that exceptions 
and arguments in support thereof were 
due to be filed with the Commission on 
March 1, 1951. 

“The complaint,” said Mr. Collins, 
“requests the Commission to compel the 
Union Pacific to join with the Rio 
Grande in through routes and joint rates 
so that the latter can divert to its line 
a potential of over 157,000 carloads of 
traffic annually originated and termi- 
nated by the Union Pacific in the states 
of Idaho, Oregon, Washington and Mon- 
tana and moved to and from that area 
over its direct and 200 miles shorter 
route between that area and the eastern 
termini of the Union Pacific at points on 
the Missouri River. 


Purpose of Rio Grande Complaint 

“The president of the Rio Grande ad- 
mitted at the hearings that its purpose 
in filing the complaint was ‘to improve 
the financial condition of our railroad’ 
although the interstate commerce act, 
which authorizes the Commission under 
certain evidential showings to compel 
through routes and joint rates, expressly 
provides in section 15 that except under 
specific conditions named by Congress, 
no through routes and joint rates that 
short-haul the carrier having possession 
of the traffic shall be compelled by the 
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Commission to enable a participating 
carrier to meet its financial needs. The 
testimony of record in that case shows 
that to overcome this positive provision 
of the interstate commerce act, the Rio 
Grande sought to turn its financial im- 
provement case into a case of ‘public 
interest’ by combing the four states 
named, as well as Colorado and Utah, for 
shipper and other witnesses to support its 
side of the case, although no shipper has 
ever filed any complaint or made any re- 
quest on the Union Pacific for joint rates 
with the Rio Grande on traffic to and 
from the northwest. 

“With a proposed report in which the 
chief examiner recommends that the 
Commission give the Rio Grande all it 
seeks in the case, Senator Edwin C. John- 
son, of Colorado, who is chairman of the 
Senate committee on interstate and for- 
eign commerce which has the prerogative 
of approving or disapproving candidates 
for positions on the Commission, injects 
himself into the picture through a radio 
broadcast . . . from which it will be 
noted that he violently champions the 
Rio Grande’s position in the case, but 
does so under the guise of public interest 
of his constituents.” 

Mr. Collins averred that this was an 
“obvious attempt to intimidate and coerce 
the Commission,” and added: 

“Those who are familiar with the 
Commission’s record know that through- 
out its existence of more than 60 years, 
the Commission has had the confidence 
and trust of the public and those over 
whose affairs the Commission has juris- 
diction and concerning which it must 
make fair and just decisions based upon 
the merits of controversies before it, as 
displayed in official and open public rec- 
ords. This and any other effort at 
intimidation and coercion of the Com- 
mission by powerful public officials in 
strategic positions of authority should, 
in protection of the commissioners and 
the integrity of its official status as an 
independent arm of Congress, be given 
the widest publicity .. .” 


‘Unseemly Methods’ Alleged 


In its petition the Union Pacific al- 
leged that throughout the proceedings in 
No. 30927 the Rio Grande had “resorted 
to various improper and unseemly meth- 
ods” of attempting to stimulate and create 
the showing of a public interest in its 
case in the face of the fact that no ship- 
pers or representatives of the public 
have complained of the fact that the 
Union Pacific wants to retain the haul 
over its 200-mile shorter and direct line 
on traffic to and from the northwest in- 
stead of turning the traffic over to the 
Rio Grande’s 200-mile longer route as 
a@ result of establishment of through 
routes ‘and joint rates which the Rio 
Grande seeks to compel in this case. 

Among other assertions in the Union 
Pacific petition were the following: 

“Inasmuch as this is the Rio Grande’s 
complaint and no shippers have filed 
any complaint at any time to accom- 
plish the Rio Grande’s purpose, and 
since neither Senator Johnson nor any 
of the other five Congressional repre- 
sentatives of Colorado manifested 
publicly or otherwise during the hear- 
ings any interest whatever in the joint 
rates sought by the Rio Grande, and 
did not bother to testify in behalf of 
the Colorado people for whom Senator 


Johnson purports to speak in his radio 
broadcast, it seems plain that the ‘tim- 
ing’ of this broadcast after the record 
has been closed and the proposed re- 
port issued, is for the sole purpose of 
attempting to influence the commission- 
ers to adopt and affirm the chief ex- 
aminer’s report regardless of the testi- 
mony of record. No doubt the Rio 
Grande will see to it that this broadcast 
of Senator Johnson’s will come to the 
attention of the commissioners in- 
formally or otherwise... 


Power Over I.C.C. Appointments 


“In view of the fact that Senator 
Johnson is chairman of the powerful 
Senate committee on interstate and for- 
eign commerce, before which committee 
the candidates for the six commissioner- 
ships which will become vacant ‘before 
Senator Johnson’s present term expires, 
must be reviewed and approved or dis- 
approved, we submit that no other con- 
clusion is tenable than that the speech 
was intended for the purpose of in- 
timidating and coercing the mem- 
bers. .. 

“Unless Senator Johnson expects his 
broadcast and other things he ‘will con- 
tinue to do’ will have something other 
than evidential effect, his broadcast was 
futile as will be his continued efforts 
to obtain a ‘just decision’ for the Rio 
Grande, because the record was closed 
April 18, 1950. The Rio Grande over- 
looks no political angle for whatever 
benefit it might realize. The lawyer 
who represented its employes in this 
case is the son of one of Colorado’s 
representatives in Congress. . . 


Dilemmas for Commission 


“Strategic as the instigators might 
have thought this maneuver (the radio 
broadcast by Senator Johnson) to be, 
logically and actually it necessarily en- 
tangles the commissioners with these 
dilemmas: 

“First, if the Commission should de- 
cide for the Rio Grande, Senator John- 
son’s constituents and the general pub- 
lic including that part of it which is 
supporting the Union Pacific and other 
defendants, will have ground for belief 
that the Senator’s off-record efforts have 
succeeded. 

“Second, if the Commission should 
decide for the Union Pacific and other 
defendants, the public . . . might well 
conclude that the Commission rightly 
preferred risking the senator’s displeas- 
ure to public suspicion that it yielded to 
the senator’s off-record efforts to obtain 
a decision for the Rio Grande. 


“Third, if the Commission should de- 
cide partly for the Rio Grande and part- 
ly for the Union Pacific and other 
defendants, then the conclusion would 
be entirely justified that the Commission 
indulged in such fence-straddling in the 
hope of yet demonstrating its historical 
integrity to the public and, at the same 
time, avoiding the appearance of af- 
front to Senator Johnson for refusing 
to be guided to any extent by his off- 
record efforts. 


*‘Clean-Cut Way Out’ 


“Fourth, since the instigators of this 
unfortunate maneuver have placed the 
Commission in a position of such dis- 
comfort and embarrassment, the clean- 
cut way out of it would be to dismiss the 
complaint, leaving the parties to start 
over again, if they so desire, upon the 
respective merits of the matter and 
without any resort to agitation of ship- 
pers who have made no complaint or to 





TRAFFIC WORLD 


the influence of senators or others than 
those who have actual and sufficient in- 
terest to submit into the record rele- 
vant facts under oath. 

“Senators and congressmen have en- 
acted laws to protect themselves from 
improper influences of ‘lobbyists,’ but 
we are not aware of any written law 
enacted to protect the - commissioners 
from extraneous and political influences. 

“We believe that the exertion of such 
political influence upon the commis- 
sioners covertly, informally, by public 
speeches, radio broadcasts or in any 
manner is improper and indefensible and 
is productive of such unfortunate atmos- 
pheres as that which now envelops the 
Reconstruction Finance Corporation. We, 
therefore, believe that the Commission 
should have the protection that would 
be afforded by receiving Senator John- 
son’s speech in evidence, making it an 
official matter of record... . 

“Anticipating that the case may reach 
the courts, we request that the Commis- 
sion officially receive in evidence the 
speech of Senator Johnson . .. so that we 
may demonstrate to the courts by evi- 
dence of record that in its determina- 
tion to force a favorable decision for 
itself out of the Commission, the Rio 
Grande and Senator Johnson have cre- 
ated a situation in which, despite the 
Commission’s many decades of great 
integrity, it is almost too much to expect 
due process in the fullest sense, un- 
affected and untainted, at least by the 
psychological influence of Senator John- 
son’s pronouncements... .” 


Senator Johnson’s Address 


In his radio address about the Ogden 
Gateway Case, according to the certi- 
fied copy of its text attached to the 
U.P. petition, Senator Johnson said he 
had been “called upon to say something 
about the Ogden Gateway controversy 
and to explain why an early and just 
decision to this problem is so vital.” 
Continuing, he said, in part: 

“Theoretically, the Ogden Gateway 
has been open physically since the Den- 
ver & Rio Grande Railroad was built 
connecting Ogden, Utah, and Denver; 
but for all practical purposes it has been 
closed for arbitrary economic reasons... . 
The Interstate Commerce Commission 
examiner . . . recommended that the 
Union Pacific be required to establish 
joint freight rates with the Denver & 
Rio Grande Western on_ shipments 
through Ogden, Utah. 


“This is a great victory for Colorado 
shippers so far as it goes. We realize, of 
course, that the Union Pacific will fight 
the recommendation, and that there 
may be more hearings before the full 
Commission. Perhaps the entire case will 
eventually wind up in the Supreme 
Court. However, we feel that the recom- 
mendation itself is most encouraging. . . 


Ogden Gateway Problem 


“The gist of the Ogden Gateway prob- 
lem is this: Much freight moves from the 
northwest area of the United States to 
the east and the southeast, and vice 
versa. But most of it does not go through 
Colorado. This has been going on for 
years and years... Just why is the bulk 
of this freight being routed through 
Wyoming and Montana? The reason is 
that it is cheaper to.ship by way of the 
Union Pacific to and from the northwest 
than it is to ship over the Denver & 
Rio Grande Western Railroad—for the 
very simple reason that the Union Pa- 
cific Railroad Co. refuses to honor joint 
freight rates at Ogden with the Denver 
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& Rio Grande Western. Nevertheless, 
we have a national transportation policy 
which states clearly that there shall be 
fair and impartial regulation, and there 
shall be the establishment and mainte- 
nance of reasonable charges for trans- 
portation services. The failure to use 
joint rates is in direct contravention of 
our national policy because fair and im- 
partial regulation is not permitted by 
the Union Pacific Railroad; and our 
transportation system in Colorado is not 
being developed as it should to meet the 
economic needs of the country. 

“There’s a lot of difference between 
combination rates, which the Union Pa- 
cific uses and insists that we use at 
Ogden, and joint rates, which Colorado 
shippers are entitled to have... 

“There are thousands of acres of land 
in the state of Colorado which are suit- 
able for grazing sheep and cattle, the only 
possible use for this land is grazing—but 
due to the fact that the Ogden Gateway 
is closed to joint rates it is not being 
fully utilized. 


Rates of U. P. and D. & R. G. W. 


“Feeding cattle or sheep in transit 
always has been used_ extensively 
throughout the country; but today it is 
not profitable to purchase livestock in 
Idaho to be routed through the Delta 
and other grazing areas because the 
combination rates are out of line. As a 
result, our land may not be used to the 
best advantage, and feeding operations 
which should be done in Colorado are 
carried on in areas where joint rates ex- 
ist. The same condition prevents packers 
from moving beef from the northwest 
through Ogden, Utah, via the Denver & 
Rio Grande to Denver. The rates 
charged by the Denver & Rio Grande 
under combination rates exceed the Un- 
ion Pacific joint rates by as much as 
$70 to $80 per car—and, of course, this 
livestock moves over the Union Pa- 
cific. . : 

“As a result of the Ogden Gateway 
being closed, Colorado consumers pay 
higher prices for many commodities and 
must continue to lose considerable busi- 
ness to other states and the Denver & 
Rio Grande Railroad hauls less freight. 
Under our national transportation policy 
the state of Colorado is given the same 
opportunity to expand and grow as other 
states—and the examiner’s report which 
I mentioned a moment ago points out 
that the Union Pacific Railroad violated 
that policy. . .” 





Cox Succeeds Baxter in 


.C.C. Bureau Position 


Secretary Bartel, of the Commission, 
has announced the appointment of Ed- 
ward H. Cox to the position of assistant 
director of the Bureau of Traffic, to fill 
a vacancy caused by the recent transfer 
of C. S. Baxter to the staff of the De- 
fense Transport Administration. 

Mr. Cox has been with the Commission 
since 1927, in the Bureau of Traffic and 
the Bureau of Motor Carriers. For 
Several years he was assistant to the di- 
rector of the Bureau of Traffic and for 
the last two and one-half years has been 
chairman of the Board of Suspension. 

To succeed Mr. Cox as chairman of 
the Board of Suspension, Ralph D. 


Hagerman has been transferred from 
the Section of Rail Tariffs. Mr. Hager- 
man has been with the Bureau of Traffic 
and in the section of rail tariffs since 





1936, and for the past several years has 
been assistant chief of the section. 

Mr. Hagerman’s successor as assistant 
chief of the section of rail tariffs is 
Grayson B. Robinson. Mr. Robinson 
came to the Commission and to the Bu- 
reau of Traffic in 1936. For twelve years 
he has been with the fourth section 
board as report writer, chief report 
writer and, since 1945, as a _ board 
member. 





Transport Committee of 
National Chamber Adopts 


New Policy Proposals 


Taking action that, it said, was aimed 
at strengthening all forms of transpor- 
tation in the defense mobilization effort, 
the Transportation and Communication 
Committee of the Chamber of Commerce 
of the United States on February 20 
adopted final recommended policies for 
consideration by the Chamber member- 
ship at the annual meeting ,of the 
national Chamber in May. 

Some of the recommendations were 
based on reports developed in subcom- 
mittee meetings held the previous day 
and submitted to the main committee, 
headed by Evans A. Nash, of Oklahoma 
City, a director of the Chamber. 

High on the list was the controversial 
St. Lawrence seaway project. After care- 
ful consideration of its navigation as- 
pects, the committee recommended that 
the Chamber membership oppose this 
project. 

Also studied was the subject of motor 
vehicle size and weight regulations. The 
committee recommended that action in 
this field remain as a state and not a 
federal responsibility, and that the states 
be urged to cooperate in eliminating such 
regulations as would unnecessarily restrict 
interstate traffic. The related problem of 
so-called “gypsy trucks” was approached 
through recommending employment of 
adequate Interstate Commerce Commis- 
sion personnel to do the needed job of 
enforcing safety regulations applicable to 
interstate carriers. 

In the field of federal regulation, it 
was voted (with airline representatives 
dissenting), to recommend establishment 
of a permanent single transportation 
regulatory agency, except for emergency 
transport functions, reporting to Con- 
gress, with the Civil Aeronautics Board, 
Interstate Commerce Commission and 
the Federal Maritime Board kept free of 
control by the executive branch of the 
government, pending establishment of 
the single agency. 

In the railroad field, consideration was 
given to present and future supply of 
freight. cars. In furtherance of present 
Chamber policy, it was asked that the 
National Production Authority be urged 
to support the Defense Transport Ad- 
ministration’s recommended program of 
10,000 freight cars monthly. 

Revised urban transportation policies, 
based on recommendations by a special 
subcommittee, were approved. One of the 
numerous changes adopted called for 
recognition of the need for improving the 
economic climate in which local public 
transit operated. Other changes involved 
improvement of traffic engineering, local 
cartage, and off-street parking, plus a 
recommendation for emphasis on im- 
provement of highways essential to the 
national mobilization program. 

After full consideration by a special 
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subcommittee, the Chamber’s civil avia- 
tion policies were similarly revised and 
clarified. Federal encouragement of civil 
air transportation development, an ad- 
equate civil aviation training program, 
federal regulation of all common and 
contract air carriers, continual modern- 
izing of navigational facilities, and en- 
couragement of private flying by state 
and local governments, were among the 
items recommended in this policy. 

It was agreed that the committee 
should continue to explore ways and 
means of bringing about a study to de- 
termine adequate user charges, and also 
to continue to study possible amend- 
ments to the railway labor act. 

The committee heard a report on the 
January 19-20 regional transportation 
conference held in Oklahoma City, and 
it was voted to hold a similar conference, 
in another region, in the near future. 





W. S. Franklin Says Public 
Bodies Have Caused Plight 
Of Long Island Railroad 


Inadequate fares, heavy local and state 
taxation and heavy charges for grade 
crossing eliminations were among factors 
responsible for the plight of the Long 
Island Railroad, Walter S. Franklin, 
president of the Pennsylvania Railroad, 
charged in a letter he sent to stockhold- 
ers of the Pennsylvania, February 19. 

In an announcement by the Pennsyl- 
vania it was stated that in this letter Mr. 
Franklin dealt for the first time with 
“the whole Long Island Railroad situa- 
tion from the viewpoint of the Pennsyl- 
vania Railroad stockholder. 

He asserted that public regulatory and 
taxing authorities were responsible for 
the Long Island Railroad’s bankruptcy, 
effected early in 1949; that charges of 
“milking” of the Long Island by the 
Pennsylvania were without basis in fact, 
and that, in the period in which it owned 
and controlled the Long Island, the Penn- 
sylvania had “poured many millions into 
Long Island Railroad improvements.” 


Criticism of Public Bodies 


Public bodies under whose jurisdiction 
the Long Island was operated, said Mr. 
Franklin, had shown “arbitrary short- 
sightedness and lack of imagination and 
reasonable cooperation.” 

“When the Pennsylvania acquired con- 
trol of the Long Island in 1900,” he 
said, “there were sound reasons to expect 
that the property would, after an initial 
period of improvement and expansion, 
become not only a beneficial public serv- 
ice but also a profitable investment for 
the Pennsylvania and its stockholders. 

“With these prospects in mind, it was 
the Pennsylvania’s policy during the pe- 
riod of its ownership and control of the 
Long Island and particularly during the 
initial period of expansion of the Long 
Island’s facilities from 1900 to 1920, to 
pour capital into the-Long Island to 
increase both its usefulness to the public 
ag and its value to the Pennsyl- 
vania. 


“In pursuance of this policy, the Penn- 
sylvania was responsible for the invest- 
ment of a total of about $110,000,000 of 
capital in the Long Island. Of this 
amount, $12,000,000 represented the pur- 






























































20 


| TRANSPORTATION WEEK 


chase price of the stock of the Long 
Island acquired by the Pennsylvania 
from prior owners, $26,000,000 represent- 
ed bonded debt of the Long Island 
guaranteed by the Pennsylvania and 
subsequently paid off by it, and $72,000,- 
000 represented new and additional capi- 
tal stock made available to the Long 
Island by the Pennsylvania after its ac- 
quisition of control .. .” 


Grade Crossing Project Costs 


Mr. Franklin said that in the period 
of P.R.R. ownership and control of it, 
the Long Island had had to spend about 
$32,000,000 on grade crossing elimination 
projects and to undertake additional 
projects that ultimately would cost pos- 
sibly as much as $10,000,000, “for the 
benefit of highway users.” 

Real estate taxes in the 1934-1948 pe- 
riod ranged from 25 to 63 per cent of the 
Long Island’s net operating revenues, 
while corresponding taxes on the Penn- 
sylvania Railroad system in the same 
period absorbed from 6 to 23 per cent 
of its net operating revenues. 

If the Long Island had been allowed 
by the New York Public Service Com- 
mission to charge the commutation fares 
in effect 0s »ther important commuter- 
carrying railroads entering New York, 
said Mr. Franklin, it would have received 
enough additional revenue to wipe out 
its deficits of the 1930’s and 1940’s and 
“would have come through the depres- 
sion years and the war and post-war 
years with a substantial margin of earn- 
ings with which to improve the service 
to its patrons and build for the future.” 

Challenging a contention that the 
rental paid by the Long Island for its 
use of the Pennsylvania Station in Man- 
hattan and its auxiliary terminal facili- 
ties was unfair to the Long Island, Mr. 
Franklin said that, “apart from direct 
reimbursement for operating and main- 
tenance expenses incurred by the Penn- 
sylvania for the benefit of the Long Is- 
land, the rental paid by the Long Island 
. .. for the use of the station and ter- 
minal facilities is on the basis of 4 per 
cent of the value of the facilities used.” 
He added that, in 1948, passengers of the 
Long Island constituted 70 per cent of 
the traffic using the Pennsylvania Sta- 
tion, “whereas its rental payments in that 
year represented only 17 per cent of the 
total costs of ownership (including taxes) 
and operation of phe station and its aux- 
iliary facilities.” 

Mr. Franklin told the Pennsylvania 
stockholders that their management was 
preparing, for presentation in the Long 
Island bankruptcy proceedings “at the 
proper time,” a plan for operation of the 
Long Island under private ownership. 


Essence of State Socialism 


“Any public or governmental action to 
transfer the Long Island from private to 
public ownership, which would fail to 
recognize the value of the property of the 
Long Island under the conditions of just 
regulation which would be granted to a 
public authority,” he said, “would be a 
direct and undisguised confiscation of 
private property for the purpose of ad- 
vancing the policy of public ownership by 
unjust means. 

“For government to destroy the earn- 
ing power of private property by oppres- 
sive regulation and taxation, and then 
attempt to expropriate the property at 
a depressed price brought about by the 








government’s own acts, would be the es- 
sence of state socialism at its worst .. .” 

He maintained that the Long Island 
had been and was capable of operating 
and of continuing to operate as a self- 
supporting enterprise “if permitted to do 
so under just regulation.” 


A.T.A. Customer Relations 
Council to Hold Spring 
Meeting April 2, 3 and 4 


About 400 persons are expected to at- 
tend the spring meeting of the Customer 
Relations Council of the American 
Trucking Associations, Inc., to be held 
April 2, 3 and 4 at the French Lick 
Springs Hotel, French Lick, Ind., ac- 
cording to an A.T.A. announcement. 

“The three-day meeting,” said the 
A.T.A., “will include talks and discus- 
sions on sales, advertising, sales pro- 
motion, and related subjects by some of 
the country’s leading experts, including 
H. A. Bergdahl, manager of dealer sales 
for the Crane Co., Chicago; James 
Harley, general traffic manager, United 
States Rubber Co., Akron, O., and 
Mendel Keith, traffic manager, Columbus 
Coated Fabrics Corp., Columbus, O. 

“One of the highlights of the meeting 
will be a discussion of ‘Government 
Traffic’ by leading representatives of the 
Army, Navy, Air Force, and the General 
Services Administration.” 

The A.T.A. anticipated that a “Hot 
Spot Forum,” in which open criticism of 
trucking industry practices by industrial 
traffic executives would be invited, would 
attract much interest at the meeting. 
It said that the trucking industry, 
through its Customer Relations Council, 
had been one of the first groups na- 
tionally to attempt such a “self-exami- 
nation” and that its members had found 
the result extremely helpful. 

Men who will preside at various 
luncheons and -other sessions in the 
course of the French Lick meeting, ac- 
cording to the A.T.A. announcement, 
are: Charles Hoke, chairman, Customer 
Relations Council, and vice-president, 
Norwalk Truck Lines, Norwalk, O.; Don 
Maentz, chairman of the council’s plan- 
ning committee and vice-president, As- 
sociated Truck Lines, Grand Rapids, 
Mich.; Rudy Baensch, vice-chairman of 
the council and vice-president, Decatur 
Cartage Co., Chicago; John Kluttz, vice- 
president, Johnson Motor Lines, Inc., 
Charlotte, N.C.; Fred Daniel, public re- 
lations director, Mid-States Freight, 
Chicago; John Cochran, Lyons Trans- 
portation Co., Erie, Pa.; William Myrin, 
Consolidated Freightways, Inc., Port- 
land, Ore.; John Viking, Webber Cartage 
Lines, Inc., Waukegan, Ill., and Robert 
E. Lee, vice-president, Lee-Way Motor 
Freight, Oklahoma City, Okla. 

Officers will be elected by the council 
in the final session of its spring meeting, 
April 4. 


Rails Cooperate to Cut 
Tank Car Shortage 


The Defense Transport Administra- 
tion has announced that in response to 
an urgent request by the D.T.A. for a 
quicker turnaround of empty railway 
tank cars, the Association of American 
Railroads has written the car service of- 
ficials of all its member lines emphasizing 
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the need and requesting cooperation. The 
D.T.A. added: 

“Richard H. Lamberton, special tank 
car consultant for D.T.A., pointed out 
that the greatest need for tank cars at 
the moment is to transport butane and 
propane. These liquefied petroleum 
gases are in short supply at both military 
and industrial plants in many parts of 
the country. The recent switchmen’s 
work stoppage, which stopped tank cars 
in transit, and the extremely cold 
weather, have both caused a shortage 
which, in some cases, reaches disastrious 
proportions. Ony a speed-up in the 
movement of tank cars, Mr. Lamberton 
said, can relieve the situation. 

“*We feel sure this letter from the 
association will have the desired effect,’ 
he added, ‘and that the railroads will 
realize the gravity of the situation and 
take the indicated steps to remedy it.’” 





Order Sets Up Internal 
Organization of D.T.A.; 


Salaries Announced 


By amendment 1 to Defense Transpor- 
tation organization order 1, the D.T.A. 
administrator has amended Paragraph 3 
of the original order, which set up the 
internal D.T.A. organization “pro tem”, 
to provide, effective February 15, for the 
following permanent organization: 

“3. The internal organization of the 
Defense Transport Administration shall 
consist of the following: (1) Office of 
the Administrator; (2) Office of the 
Deputy Administrator; (3) Office of 
the Executive Assistant; (4) Office 
of the General Counsel; (5) Rail- 
road Transport Division; (6) Street and 
Highway Transport Division; (7) Inland 
Water Transport Division; (8) Ware- 
housing and Storage Division; (9) Port 
Utilization Division; (10) Equipment and 
Materials Division; (11) Manpower Divi- 
sion; (12) Tax Amortization and Defense 
Loan Branch; (13) Information Officer; 
and (14) Administrative Officer.” 

Aside from Defense Transport Admin- 
istrator Knudson, who, as a member of 
the Interstate Commerce Commission, 
has a salary of $15,000 a year, the Bureau 
of the Budget allocated the following 
job ratings to the executive positions in 
D.T.A.: Deputy Administrator, GS 18, 
salary $14,000 a year; executive assistant, 
and general counsel, GS 17, salary $12,- 
200; and GS 17 to the position of direc- 
tor of each of the following divisions: 
Railroad transport, street and highway 
transport, inland water transport, ware- 
housing and storage division, port utili- 
zation division, equipment and materials 
division, and manpower division. 

As of February 15, when the amend- 
ment to the organization order was 
made effective, the following appoint- 
ments had been made by Administrator 
Knudson: Homer C. King, deputy ad- 
ministrator; W. S. Rainville, executive 
assistant; F. A. Silver, general counsel; 
F. B. Robins, director of the equipment 
and materials division, and P. L. Sie- 
miller, director of the manpower di- 
vision. 

Bureau of the Budget approval of the 
aforementioned ratings was necessary 
because they were known as “super rat- 
ings,” that is, ratings,above GS 15, up 
to which rating agencies were permitted 
to make appointments at their own dis- 
cretion, it was explained at D. T. A. 
In addition to the appointments men- 
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tioned, the administrator had appoint- 
ed C. A. Barker as his administrative 
officer, and C. S. Baxter as information 
officer. The administrative job has a 


rating of GS 14, salary $8,800 a year. 


The information officer was given a GS 
15 rating, salary, $10,000 a year. 


It was explained at D. T. A. that, of 
the seven divisions set up in the organ- 
ization, five were as yet being served 
by one or more consultants and spe- 
cialists, some of whom were serving on 
a per diem basis, some on an expense 
basis, and some without remuneration, 
pending the appointment of directors 
for those five divisions by the D. T. A. 
head. 





Social Security Payments 
To Rail Wreck Victims’ 
Survivors Estimated 


Social security insurance payments 
will total at least $1,160,000 in eventual 
benefits to survivors of victims of the 
Woodbridge, N.J., railroad disaster, ac- 
cording to a report issued February 18 
by the Social Security Administration 
of the Federal Security Agency. 


“This figure, released by Oscar R. 
Ewing, Federal Security Administrator, 
less than two weeks after the February 
6 wreck of the Pennsylvania Railroad’s 
‘Broker’, in which 84 people died,” the 
S.S.A. said, “is based on the average 
social security wage account and the 
family status of 20 of the 73 commutor 
victims who had federal old-age and 
survivors insurance protection. These 
first 20 survivor cases handled by the 
Asbury Park and Perth Amboy field 
offices are now being processed for steady 
payment. Surviving families of the 
other 53 persons known to have been in- 
sured have not yet filed claims. 


“The Social Security Administration 
estimates that the average monthly bene- 
fit payment will be $45 to widows and $44 
to children. This is close to the maxi- 
mum now payable and reflects the gen- 
erally high earnings credited to the 
social security accounts of the insured 
victims. The average lump-sum which 
under the recently amended social se- 
curity act is payable in all death cases 
will be $180. 

“The total of the estimated eventual 
payments is not high, in comparison with 
other similar disasters. This is due to 
the relatively small number of dependent 
children. In the 20 cases now processed 
for social security insurance payments 


‘only 11 of the 18 widows have minor 


children. The total of child beneficiaries 
in these 20 cases is 17. 

“In commenting on this phase of the 
disaster, the Federal Security Adminis- 
trator called attention to the mature 
age of the majority of the victims. Among 
61 for whom data have been established, 
18 were in the 40 to 50 age group; 27 
were more than 50 years of age, including 
20 over age 55 and one was age 73. Of 
the total casualties only 9 are known 
to have been under 30 years of age. 

“Payments to all of the insured sur- 
vivors will reflect the increased benefit 
rates provided by the recent amendments 
to the Social Security Act. Thus the 
average family payment to a widow with 
2 children, among the survivors of this 
disaster, will be about $133 per month 
and may total as much as $28,000. Two 
cases of dependent parents are included 
among the early claims of social security 





beneficiaries. One widow and her infant 
may be getting payments for the next 
17 years. 

“As in similar catastrophes in the past, 
such as the Texas City disaster, the 
Centralia, Ill., mine explosion, the Long 
Island Railroad wreck of last November, 
and the nearby Perth Amboy munitions 


21 


| TRANSPORTATION WEEK 


blast, the Social Security Administration 
has mobilized extra resources to handle 
the large number of claims and to insure 
early payments.” 





P.O. Official Announces Policy to 
Divert Short-Haul Mail to Trucks 


Says First Bids for Truck Routes Out of Boston and St. Louis Will 
Be Asked Shortly. Estimates Savings Will Be Made In Mail Transport 
For Which Post Office Now Pays Railroads $100,000,000 a Year. 


Assistant Postmaster General John M. 
Redding, late February 19, announced 
what he said was “the most important 
basic change in basic postal policy since 
the institution of the air mail.” 


It involved, he said, the diversion, “by 
and large,” of short-haul mail from the 
railroads to trucks. 


He said the change in policy, according 
to surveys, was in a field where some- 
thing like $100,000,000 a year in trans- 
portation charges were involved, and in 
connection with which savings would be 
made. 

Mr. Redding said he did not know 
whether the department would “switch” 
the entire $100 million, or $50 million, or 
$25 million, but added that the $100 mil- 
lion was the “area where we can make 
savings and improve service.” Whatever 
the savings, he said, one important factor 
would be the expediting of the mail. 

He said the department knew from its 
surveys of the past two or three years 
that much of the savings would be in the 
delivery of mail by truck in a radius of 
200 miles from the large postal terminals. 

However, he added that “it is by no 
means confined to that’ radius as, in 
some areas, he asserted, it might go 
“well beyond that.” 

“But we know that, initially at least,” 
said Mr. Redding, “we can make signifi- 
cant changes in the 200-mile radius that 
will create economies in transportation 
of the mail and will do much to expedite 
the mail.” 

Surveys Made 


Mr. Redding said that two crews had 
been sent, one to St. Louis, Mo., and the 
other to Boston, Mass., to gain expe- 
rience in gathering the kind of informa- 
tion needed to set up specific routes. He 
later indicated that routes had been set 
up out of those two points, on which the 
first bids would probably be taken with- 
in two or three weeks. 

In effect, he said, it was an expansion 
of service under the “star route” act, 
passed in the late 1880’s, by which the 
department was authorized to transport 
mail over the highways under the lowest 
bids of responsible carriers who would 
guarantee faithful performance of the 
service for which bids were asked. 

Mr. Redding also said that complete 
information was at hand on routes out 
of Chicago, but that the difficulty at that 
point was for the arrangement of dock 
space for trucks. There, and at other 
points, he said, it would probably be 
necessary to lease dock space to which 
the mail would be trucked by the Post 
Office Department. He said New York 


City presented a case where dock space 
would have to be leased. 


Eight other points at which routes 
would be laid out, said Mr. Redding, 
were Indianapolis, Pittsburgh, Phila- 
delphia, New York City, Harrisburg, 
Cincinnati, Birmingham, and Seattle. 

He said each did not represent an area 
where the department would expect the 
short-haul trucking to “pay out” imme- 
diately, but he added that a national 
pattern was desired and that the depart- 
ment had deliberately gone outside the 
most profitable areas. While crews 
would go “this week” to those cities for 
the purpose of gathering information to 
lay out routes, Mr. Redding said, 172 
other terminal points across the country 
would be asked for the type of informa- 
tion developed by the “pilot crews” at 
Boston and St. Louis so that the depart- 
ment might set up a control enabling it 
to determine where to extend the pro- 


gram after the eight cities had been 
taken care of. 


Idea to Be Developed 

On March 19, said Mr. Redding, there 
would be a meeting of the superintend- 
ents of the 15 postal districts of the 
country. At that time, he said, the de- 
partment would have the “control in- 
formation,” from the eight cities, and 
from St. Louis, Boston, and Chicago, 
and would give further and complete in- 
structions “on what we want done, where, 
and how.” 

Among the factors that must be 
developed, Mr. Redding said, were the 
feasibility of short-haul traffic from 
designated cities where volume of mail 
and other conditions warranted the 
change; highway conditions; specific 
schedules to take care of heavy-mail pe- 
riods; train and star route connections 
that would have to be made. 

He said the superintendents would be 
asked to check volumes of mail to be 
handled on individual routes, preferably 
by means of a one-week count, to work 
out competitive costs and thus determine 
“Tr we actually want to put a route into 
service.” 

Mr. Redding said that truck routes 
had grown up over the years and that 
one of the objectives of the department 
was to develop a coordinated star route 
system in place of the “patchwork” now 
in existence. 


Cost Compariso 
Observing that the greatest mtn c of 
mail to be affected would be the fbulk, 


or parcel post mail, but that first&\class 
mail would also be carried on the “new 
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routes, Mr. Redding compared the rail 
and truck transportation costs to the de- 
partment. 

He said that, at 1,000 miles, in a 
60-foot storage car, the lowest cost which 
the department thought might be au- 
thorized in the railway mail pay case 
now pending before the Commission 
would be $520, or 52 cents a mile. At 
200 miles, he said, the cost became 80 
cents a mile; at 50 miles, $1.85 a mile; 
and at 25 miles, $3.35 a mile. He at- 
tributed the increasing cost a mile to the 
terminal charges of about $70 a car. 

For a truck haul, with a 30- to 32- 
foot vehicle, hauling about half the 
amount of mail contained in a 60-foot 
railway car, Mr. Redding said, the cost 
to the department would be 25 to 30 
cents a mile, plus dock and terminal 
charges. 

Mr. Redding said that the railroads 
were operating some trucks for the de- 
livery of mail at way stations in order 
to avoid stopping through trains. But he 
said that, over the years, there had been 
an “attrition” in the form of abandon- 
ment of short-haul rail services. 

He said he could make no dollars-and- 
cents, or percentage, guess at what sav- 
ings the department might achieve 
through trucking mail for the short 
hauls, but asserted that the savings 
would be substantial, with the added 
factor of expediting the mail. 

In connection with questions concern- 
ing the rate selected by the Post Office 
Department in developing the $520 cost 
at 1,000 miles, another official of the de- 
partment estimated that the proposed 
future scale which the railroads had 
placed in the record in No. 9200, Railway 
Mail Pay, represented an increase of 
about 119 per cent over the base rate 
in effect in February, 1947, when the 
railroads filed their petition for increased 
rates of mail pay. 

Mr. Redding said that bids for the 
transportation of the mail were on a 
four-year basis, but that carriers had the 
privilege of asking for relief if their 
costs increased too*-much. He obtained 
from an official present a statement that 
the Post Office Department was now op- 
erating 229,000,000 miles a year over 11,500 
star delivery routes. 


Publication of Uniform 
Package Car Directories 
Wins Approval of Shippers 


Officials of the Chain Store Traffic 
League have commended the issuance by 
several railroads of uniform merchandise 
car schedules, the pattern for which was 
drawn up following conferences between 
the league’s railroad contact committee 
and freight representatives of the rail- 
roads (T.W., Dec. 23, p. 19). 


The Baltimore & Ohio, Erie, and 
Wabash railroads have already distrib- 
uted new merchandise car schedules con- 
forming to the approved plan, and other 
railroads will complete their directories 
within a few weeks, according to league 
spokesmen. 

League members are furnishing lists of 
their traffic men to each carrier, so that 
efficient distribution may result. 

Publication and use of the standardized 








merchandise car directories—which can 
be filed in loose-leaf binders—are ex- 
pected to permit industrial traffic officials 
to do a faster, more accurate job of 
routing orders and constructing routing 
guides. 


Wampler Made Head of D.P. 


Program and Requirements 


Defense - Production Administrator 
William H. Harrison has announced the 
appointment of Charles E. Wampler, of 
New York, N.Y., as director of program 
and requirements. 

Mr. Harrison said that Mr. Wampler 
and his organization would perform the 
central programming functions of D.P.A. 
This includes analysis and review of 
over-all data on requirements and re- 
sources, program evaluation, and neces- 
sary determinations providing for au- 
thorized programs, including essential 
civilian requirements. 

Mr. Wampler is on temporary leave of 
absence from the American Telephone 
& Telegraph Company, where he is as- 
sistant vice-president in the operations 
and engineering department. Previously, 
he was general.manager of the Long 
Lines department. Mr. Wampler is ac- 
cepting government service for the sec- 
ond time, having served from 1941 
through 1945 with the Office of Produc- 
tion Management, the War Production 
Board and the Army. 


Defense Transport Agency 
Appoints Three to Staff 


The Defense Transport Administration 
has announced its appointment of Dr. 
John H. Frederick, professor of trans- 
portation in the College of Business and 
Public Administration, University . of 
Maryland, as special consultant; Charles 
L. Pursell, of Silver Spring, Md., as staff 
assistant in the office of the executive 
assistant to the administrator; and John 
H. Middlekamp as consulant and special- 
ist for the D.T.A. street and highway 
division. 

John H. Frederick 

Dr. Frederick’s duties at D.T.A. will 
be to supervise the study of requirements 
for transportation equipment and facili- 
ties within the field delegated to D.T.A. 

“A nationally recognized transportation 
authority, Dr. Frederick is a native of 
Illinois and received his bachelor’s mas- 
ter’s, and doctor’s degrees from the Uni- 
versity of Pennsylvania,” said D.T.A. 

“He served actively in World War TI. 
His long college teaching experience fol- 
lowed some years of practical business 
activity. He is the author of eight books 
which are widely used as school and col- 
lege texts, and of hundreds of magazine 
articles. 


“As congressional transportation con- 
sultant, he served from 1946 to 1949 with 
the House committee on interstate and 
foreign commerce. 

“Dr. Frederick is also a consultant on 
research and education to the Transpor- 
tation Association of America and is a 
member of many other transportation 
organizations.” 


Charles L. Pursell 


Mr. Purcell, a native of Nebraska, has 
resided in the Washington area since the 
beginning of World War II. He came to 
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Washington, directly from Detroit, Mich., 
in March, 1942, and became associated 
with the Office of Defense Transporta- 
tion, where he assisted in setting up the 
allocation section which ultimately con- 
trolled the allocation of all new commer- 
cial vehicles. He served as assistant chief 
in that section for the duration of the 
war. Following the close of the war, Mr. 
Pursell resumed his pre-war relationship 
with the trailer manufacturing industry. 
Later, he became associated with the 
automobile industry in the District of 
Columbia. 


John H. Middlekamp 


Mr. Middlekamp, a native of New York, 
is a specialist in the truck and bus pro- 
duction and operations field. He is a 
civil engineer and served years as an ex- 
ecutive of the Brooklyn & Manhattan 
Transit Corporation. During World War 
II, he was a lieutenant colonel in the 
Army Ordnance Department. Later, he 
became director of the automotive divi- 
sion of the War Production Board. Since 
that time, Mr. Middlekamp has been vice- 


president of the Mack Motor Truck Cor- 


poration. 


States’ Size-Weight Limits 
On Trucks Eased Since ‘45 
Agricultural Bureau Finds 


Interstate truck operators are “faring 
somewhat better under state regulation 
than they did before World War II,” ac- 
cording to an article written by Mar- 
garet R. Purcell, of the Agriculture De- 
partment’s Bureau of Agricultural Eco- 
nomics and published in the February 
issue of “The Agricultural Situation,” a 
monthly publication of that bureau. 

The writer said that some of. the state 
regulations now in effect—particularly 
those governing sizes, weights and taxes 
—were regarded by many, including 
agricultural haulers, as more restrictive 
than necessary, and added: 

“Because of their concern over pro- 
tecting the investment in both old and 
new highways, many states are begin- 
ning to question the wisdom of postwar 
liberalization of truck size and weight 
allowances, to say nothing of making 
further concessions. ‘ 

“Gross weight limits on the largest 
commercial motor vehicle combinations 
range between 35,000 and 110,000 pounds, 
as against 18,000 and 108,000 before the 
war. Thirty-four states allow at least 
60,000 pounds maximum gross weight... 


“Gross weight allowed 
semi-trailer combinations, the most com- 
mon type used in over-the-road hauling, 
range between 35,000 and 60,000 pounds, 
as against 18,000 and 60,000 pounds in 
1951. Forty-one states permit at least 
45,000 pounds. Consequently, these ve- 
hicles can move with full payloads over 
large areas. 


“Truck height and length allowances 
also have been increased. 


“All states now permit combinations to 
be at least 45 feet long. Before the war 
individual state limits were as low as 30 
feet. In 1941, the lowest allowance on 
height was 138 inches. All states now 
permit at least 150 inches. However, dif- 
ferences in length and height allowances 
are still troublesome. 

“Improvement in vehicle design in re- 
cent years has helped operators over- 
come some of the difficulties resulting 
from restrictions on size and weight. 
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Use of more axles makes possible greater 
gross weights in most states. Use of light- 
er materials in vehicles has enabled 
them to carry greater payloads without 
exceeding gross weight maximums... . 

“Many states have raised motor ve- 
hicle taxes since the war; others are 
contemplating increases. .. . 

“A recent study by the Bureau of 
Agricultural Economics, which compares 
pre-war and current individual state 
taxes for a typical three-axle semi- 
trailer combination under a standard set 
of operating conditions, shows that taxes 
on this vehicle are up, on the average, 
12 per cent over pre-war. Today this 
vehicle, without reciprocity, would pay 
an average individual state tax of $490 
as against $441 pre-war. It would pay as 
little as $186 in Massachusetts, and as 
much as $1,081 in Louisiana. . . 

“With all states searching for new 
sources of tax revenue for all functions 
of government, including highways, the 
trucking industry is concerned over the 
new types of taxes being added to the 
usual state motor vehicle tax schedules. 
Some—particularly franchise and gross 
receipts taxes—have already been chal- 
lenged in the courts as discriminatory 
against interstate commerce. However, 
not enough cases have been decided to 
remove much of the uncertainty in the 
field of state taxation affecting inter- 
state motor vehicles.” 


T-M-K Shippers Board 
To Meet March 22 


The Trans-Missouri-Kansas Shippers 
Board will convene March 22, in the De 
Soto Hotel, St. Louis, General Chairman 
G. W. Thompson, general traffic mana- 
ger, Missouri Portland Cement Co., St. 
Louis, has announced. 

A change in the customary order of 
business will bring reports of the na- 
tional and local transportation situa- 
tions early on the docket, to permit 
ample time for questions from the floor, 
according to Chairman Thompson. 

He urged members of board commit- 
tees to attend meetings of the commit- 
tees, March 21. 

‘Due to the unsettled conditions pre- 
vailing ... it is glaringly evident that 
we are going to be confronted with some 
serious situations with respect to car 
supply and service during the year 1951,” 
Mr. Thompson wrote to board members. 
‘It is most important that all of us 
attend these meetings . . . to advise our 
railroad friends in person of our pro- 
spective car requirements and the na- 
ture of service expected.” 

Chairman Thompson has urged ship- 
pers in the territory to load on Sat- 
urdays, Sundays and holidays, when 
possible, as a means of conserving 
freight cars, and promptly to perform 
billing on such cars. 





Air Tourist Transport 
Ruling Made in Canada 


Special Correspondence from Ottawa, Canada 


The Canadian Air Transport Board is 
going to keep on refusing operators of 
posh hunting and fishing camps the 
right to provide air services for their 
guests which cut in on the business of 
commercial air lines. 

That is the effect of a recent report 
by the board on a public hearing held 








at Kenora, Ontario, in which camp op- 
erators and air line operators locked 
horns. The situation dealt with pertains 
especially to Northwestern Ontario, a 
hunting and fishing paradise where the 
airplane. is the only means of access to 
many camps. 

Camp operators had complained that 
their customers, mostly American sports- 
men, required better air service than the 
licensed operators were providing. It 
was claimed that guests arrived by rail 
or car at points such as Kenora at all 
hours of the day and night. They wanted 
a plane available to carry them on to 
their destination without delay, and not 
have to wait until the regular air serv- 
ices could lay on a plane. 
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The board said the licensed carriers 
performed a service for the general pub- 
lic in that roadless and railless area. 
The tourist business was an important 
part\of their revenue and to deprive them 
of that by allowing camp operators to 
fly their own services would prejudice 
the service the licensees were able to 
provide to others. 

It suggested that if the air carriers 
and the camp operators got together and 
discussed their problems in good faith 
they could work out arrangements that 
would be satisfactory. 





British Nationalized Transport Shows 
1949 Deficit Four Times That of 1948 


Figures for 1950 Expected to Put British Transport Commission 
Deeper ‘in Red,’ According to Study by A.A.R. Economics Bureau. 
Rail Employes’ Average Weekly Earnings in Britain $18.67 in ‘49. 


Financial results of nationalized 
transport operations in Great Britain 
showed a final deficit for 1949 of 20,721,- 
233 pounds, or more than four times the 
deficit of 4,732,824 pounds reported for 
1948, the first year of government opera- 
tion. 


Those figures and other statistical 
data and information about the record 
made by the British Transport Commis- 
sion since the effectuation of government 
acquisition of British inland transport 
other than air on January 1, 1948, were 
presented in a study issued this week by 
the Bureau of Railway Economics of the 
Association of American Railroads. 
(British air transport, it was shown, was 
nationalized in 1946 and was now being 
operated under the supervision of the 
Minister of Civil Aviation.) 

Commenting on the showing that the 
1949 deficit had been more than four- 
fold the deficit of 1948, the A.A.R. bu- 
reau said that that situation existed 
“despite ‘economies’ and ‘improved ef- 
ficiency.” It remarked that higher 
wage and price levels and declines in 
both passenger and general merchandise 
revenue were experienced, and added: 

“Available data do not permit detailed 
income accounts for individual activities 
of the (British Transport) Commission, 
such as railway operation, because the 
central charges are not allocated to the 
various activities, but are regarded as in- 
curred for the national undertaking as 
a whole. These central charges con- 
sist of interest payments, administration 
expenses, the annual sinking fund 
charge, and certain special items. They 
totaled 52.1 million pounds in 1949, 
compared with 49.9 million pounds in 
1948. 


Causes of Deficit 


“According to the commission, the 
deficit for 1949 may be primarily ascribed 
to: (a) A short-fall in receipts derived 
from railway and London transport serv- 
ices as a contribution toward the central 
charges; and (b) an actual excess of 
expenditures over receipts in the case of 
docks, inland waterways, hotels, and res- 
taurant cars, before any contribution to- 
ward such charges.” 


Gross receipts of the British Trans- 
port Commission were reported as 508,- 
789,811 pounds for 1949 as against 490,- 
554,759 pounds for 1948, while working 
expenses were reported as 485,185,375 
pounds for 1949 compared with 452,050,812 
pounds for 1948, leaving net receipts of 
23,604,436 pounds for 1949 and 38,503,947 
pounds for 1948. The net operating in- 
come figuers were recorded as 23,600,066 
pounds for 1949 and 36,128,521 pounds 
for 1948, and the totals of net income 
available for charges were shown as 
31,294,613 pounds for 1949 and 45,205,585 
pounds for 1948. Charges for interest, 
administrative expenses, etc., were 48,- 
582,653 pounds in 1949 and 46,920,203 
pounds in 1948, leaving “deficit for year” 
figures of 17,288,040 pounds in 1949 and 
1,714,618 pounds in 1948. 

Further deductions, for “special items” 
and for “sinking fund charge,” made the 
“final deficit” 20,761,233 pounds for 1949, 
compared with a “final deficit” of 4,732,- 
824 pounds for 1948. 


Estimate of 1950 Deficit 


“The deficit for 1950 has been variously 
estimated,” said the A.A.R. bureau in its 
study. “The Transport Commission in 
May, 1950, ventured an estimate that. the 
deficit would be 15.1 million pounds, and 
higher estimates have been made by 
others. If the commission estimate is 
substantiated by the final results of the 
year, when they are made available, the 
accumulated deficit for three years of 
nationalized transport in Great Britain 
would be roughly as follows: 

Deficit for 1948, 4.7 million pounds; 
deficit for 1949, 20.8 million pounds; 
1948-49 total deficit, 25.5 million pounds; 
estimated deficit for 1950, 15.1 million 
pounds; grand total, 1948-50, 40.6 mil- 
lion pounds. 

“As to any prospect of future reduc- 
tions in the growing cumulative deficit,” 
said the A.A.R. bureau, “the Transport 
Commission entertains no __ illusions. 
After emphasizing the continuing in- 
crease in wage rates and material prices, 
the commission report for 1949 .. . says 
that ‘only the most strenuous endeavors 
will bring about a disappearance of the 
deficit on net revenue account carried 
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forward into 1950 and amounting to 
25.5 million pounds—a figure likely to 
be much increased by the end of that 
year.’” 


‘Road Transport’ Executives 


Under the heading of “General Devel- 
opments.” the A.A.R. bureau said that 
the Transport Commission in 1949 ex- 
panded its program of acquiring both 
highway freight and road passenger en- 
terprises. As part of this program, it 
continued, the Road Transport Executive, 
set up in 1948 as one of the Executives 
in charge of the several types of trans- 
port, was replaced by two Executives, 
the Road Haulage Executive being as- 
signed the duty of operating the road 
freight enterprises as they were ac- 
quired, and the Road Passenger Execu- 
tive being set up as a planning rather 
than an administrative body. 

“For the time being at least,” said the 
bureau, “road passenger enterprises that 
have been acquired are operated under 
their own managements, subject to the 
general supervision of the Road Pas- 
senger Executive and under Transport 
Commission control. 

“The commission reported progress in 
its general policy of integrating and 
coordinating the various types of trans- 
port operated under its jurisdiction. This 
was particularly true of the transporta- 
tion of freight by rail, by road, and by 
inland waterway. 

“The Transport Commission is directed, 
under section 3 of the transport act. of 
1947, to provide ‘an efficient, adequate, 
economical and properly integrated sys- 
tem of public transport and port fa- 
cilities.’ At the same time, the act 
allows shippers freedom to choose the 
type of service most suitable to their 
needs, whenever and wherever duplicate 
services between the same points exist. 


Integration Policy Pushed 


“According to the commission’s report 
. .. the policy of integrating rail, road, 
and inland waterway services is being 
pressed forward as rapidly as circum- 
stances allow. The policy is to coordi- 
nate services ‘where economy and ad- 
vantage can be gained and where over- 
lapping or uneconomic services can be 
eliminated.’ 

“In carrying out this policy, the com- 
mission itself makes the decision as to 
the type of facility most suitable and 
efficient for handling a particular kind 
of traffic. Thus, the shipper retains free- 
dom to choose among existing facilities, 
but has little voice as to continuance of 
an overlapping service or a_ service 
which has proved unprofitable.” 

The A.A.R. bureau said that employ- 
ment of the British Transport Commis- 
sion and the various Executives under 
its control totaled 894,791 at the end of 
1949. It added that, when the number 
at the beginning of the year was adjust- 
ed by adding the employes of undertak- 
ings acquired in the year (comprising 
mostly personnel of trucking companies) , 
the change in 1949 was a net decrease 
of 21,693. 


Railway Receipts 


After stating that the British railways 
supplied about 70 per cent of the total 
revenues of the principal carrying ac- 
tivities of the British nationalized trans- 
port system, the bureau showed that net 
receipts of the railways for 1949, totaling 


12,660,809 pounds, were 51.8 per cent 
lower than the net receipts of 26,257,737 
for 1948. Gross receipts totals were shown 
as 325,488,445 pounds for 1949 and 336,- 
135,396 pounds for 1948. 

“No changes were made during 1949 
in the general level of rates and fares 
effective on the British railways,” said 
the bureau. “Both rates and fares re- 
mained at 155 per cent of their pre-war 
levels. 

“The Transport Commission and its 
various charges committees are develop- 
ing an integrated rates. structure 
(charges scheme) as required by the 
transport act. The date set for submis- 
sion of such a scheme or schemes to be 
confirmed by the Transport Tribunal is 
August, 1951. Meanwhile, the commis- 
sion applied to the Minister of Trans- 
port for a transitional (or interim) in- 
crease of 16%, per cent in railroad freight 
rates. The request was granted and 
made effective on May 15, 1950, raising 
rail freight rates to 181 per cent of the 
pre-war level.” 

According to the A.A.R. study, the 
number of employes on the British rail- 
Ways was reduced in 1949 by 24,212, in- 
cluding 1,061 transfers to other ”Ex- 
ecutives,” and totaled 624,528 at the end 
of 1949, and the railway proportion of 
total Transport Commission employes 
was reduced from 74.2 per cent in 1948 to 
69.8 per cent in 1949. 


Rail Workers’ Earnings 


“Average weekly earnings of all rail- 
way employes, exclusive of officers 
(based in $2.80 as the exchange rate for 
the devaluated pound) ‘in 1949 was $18.67, 
compared with $70.02 for employes of 
U.S. railroads,” the A.A.R. bureau ob- 
served. 

In 1949 the Transport Commission 
greatly expanded its ownership of long- 
distatnce highway carriers of freight, 
the bureau noted. It said the commis- 
sion acquired 1,632 road freight under- 
takings and increased its ownership of 
vehicles by 26,686. It added that, at the 
end of 1949, the total number of “under- 
takings” acquired was 1,880; that the 
vehicle ownership then totaled 34,894, and 
that the road haulage staff, having been 
increased 190 per cent in the year, totaled 
67,289. 

“The number of privately operated ‘C’ 
licensed road freight vehicles also grew 
rapidly during the year,” the bureau’s 
study continued. “These vehicles are 
operated by their owners, as private car- 
riers, to haul their own goods. From 
January 1, 1948, to the end of 1949, the 
number of such vehicles increased by 38 
per cent. 

“The number of road passenger vehi- 
cles operated under Transport Commis- 
sion control at the end of 1949 was 
12,259 ... 

“The commission . . . decried the fact 
that it possesses no general reserve which 
can be utilized for the purpose of leveling 
out the ups and downs of traffic and 
earnings from year to year.” 


Policy Statements on Integration 


In its study the A.A.R. bureau called 
attention to what it called “a significant 
statement of policy” issued by the Trans- 
port Commission in July, 1950, concern- 
ing integration of rail and road freight 
service. According to the commission’s 
summary of this policy, it said, rail trans- 
port was regarded as especially suitable 
and efficient for: 

(a) Traffic forming complete train- 
loads, such as cdal; (b) serving private 
sidings; (c) regular traffic which can be 
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carried long distances without switch- 
ing; (d) traffic such as minerals, where 
handling costs are clearly less than by 
road; (e) traffic such as grain and feed- 
ing stuffs for which the railways provide 
storage; (f) traffic such as imports or 
industrial output of large bulk which 
must be cleared at once. 

“On the other hand,” the bureau con- 
tinued, “road transport is regarded as 
specially suited to and efficient for: 

“(a) Local haulage; (b) longer dis- 
tance hauls where the costs would be 
higher by rail after allowing for extra 
handling, packing, etc.; (c) loads re- 
stricted by the rail gauge; (d) removals, 
etc., requiring skilled packing and han- 
dling. 

“The commission issued a_ supple- 
mentary statement in regard to integra- 
tion of waterway services with rail and 
road services on October 14, 1950. ... 
This statement regards transport by in- 
land waterways as being specially suit- 
able and efficient for: 

“(a) Traffic imported and for ship- 
ment in the ports connected with the 
inland waterway system, particularly in 
those instances where overside delivery 
from ship to barge, or vice versa, takes 
place; (b) traffic which can be carried 
from point to point in barge loads; (c) 
traffic conveyed to and from waterside 
premises; (d) petroleum and liquids in 
bulk; (e) traffic requiring bulk move- 
ment and storage in the warehouses of 
the Docks and Inland Waterways Exec- 
utive; (f) trunk haul to river or canal 
waterheads with subsequent delivery by 
the Road Haulage Executive. 

“Those stated policies of the commis- 
sion deal with coordination or ‘integra- 
tion’ of freight services, rather than ‘in- 
tegration’ of rate structures.” 





A.A.A. Official Comments 
On Truck Tests in Maryland 


“Whether or not frequent pounding by 
heavy and overloaded trucks contributes 
substantially to the destruction of the 
nation’s most important highways is a 
question now undergoing scientific deter- 
mination in the Free State of Maryland,” 
says Robert P. Gilbert, manager, road 
service department, D. C. division, Ameri- 
can Automobile Association. 

“For many years,” the A.A.A. executive 
added, “it has been popularly believed 
that heavy trucks speeding along—par- 
ticularly on the downgrades—are re- 
sponsible for much of the deteriorated 
condition of many important travel lanes 
throughout the nation. 

“The truckers claim that much of this 
highway damage has come about because 
of failure of highway engineers to an- 
ticipate the types of traffic that would be 
handled by these roads and to plan and 
to design accordingly. But motorists, who 
foot the major portion of highway build- 
ing and repair bills, feel that much of 
their tax payments are being eaten up to 
meet the needs of the larger trucks. 

“In an effort to resolve this contro- 
versy, extensive tests are now being 
carried out on selected sections of. high- 
way in La Plata, Md. Deep in the heart 
of this tobacco-growing section, trucks 
with different wheel and axle loads are 
being driven over similar sections of 
highway pavement on around-the-clock 
schedule. 

“These tests have not progressed to the 
point where any definite conclusions can 
be drawn. But when completed, they can 
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be counted upon to shed a lot of light on 
a controversy that, to date, has produced 
a great deal of heat. Certainly it may 
have its effect on the final decision of 
whether or not heavy trucks may use the 
new Shirley Memorial Highway in Vir- 
ginia. 





New A.A.R. Car Service 


District Managers Named 


Appointment of new district man- 
agers of the car service division of the 
Association of American Railroads at 
San Francisco, Detroit and Minneapolis, 
effective March 1, has been announced 
by Arthur H. Gass,-chairman of the 
division. 

George D. Davis, of 2258 West Grand 
Boulevard, Detroit, and former district 
manager of the A.A.R. Great Lakes 
area, is promoted to district manager 
of the A.A.R. Pacific Coast area at San 
Francisco. Mr. Davis, who entered rail- 
road service in 1916 and has served with 
the car service division since 1921, was 
district manager at Omaha prior to 
moving to Detroit in 1948. He takes the 
place of William C. Griffin, of 540 O’Far- 
rell Street, San Francisco, who is retiring 
after more than 45 years in the railroad 
industry, almost 30 of which have been 
with the car service division. 

Walter L. Harvey, of 3953 Chicago 
Avenue, Minneapolis, formerly district 
manager of the A.A.R. northwest area, 
was promoted to district manager of 
the A.A.R. Great Lakes area at Detroit. 
He entered railroad service in 1913 and 
joined the staff of the car service di- 
vision in 1923. 

Bruce W. Taylor, of 7124 Moorland 
Lane, Bethesda, Md., and formerly as- 
sistant to the manager of the closed 
car section in the A.A.R. car service di- 
vision, has been promoted to district 
manager of the northwest area at Min- 
neapolis. Mr. Taylor joined the staff of 
the A.A.R. in 1939, and served as car 


service agent at Dallas for two and a 
half years. 





Barge Line Embargo Lifted 


Federal Barge Line officials at Chicago 
announced lifting of embargo No. 1-51, 
effective February 20, on freight from 
Chicago and Peoria, Ill. The embargo 
had been declared February 9, due to 
operating difficulties caused by ice on 
the Illinois Waterway. 


Customs Brokers to Meet 


The Customs Brokers & Forwarders 
Association of America will hold a din- 
ner meeting February 26 in the Fraun- 
ces Tavern, New York City, John F. 
Budd, executive secretary, has an- 
nounced. 





Motor Supervisor Seminar 


A two-day advanced seminar for motor 
fleet supervisors will be conducted at 
The Pennsylvania State College, State 
College, Pa., April 12 and 13. 

“The purpose of the seminar is to give 
fleet managers, supervisors and other 
Management representatives an oppor- 
tunity to discuss some of the more critical 
problems confronting them at this time,” 
Says the college. 

“The program is planned primarily 


for those who have previously attended 
courses for supervisors or who have had 
several years’ experience in the motor 
fleet management field.” 

Additional information concerning the 
seminar may be obtained by writing Pro- 
fessor Amos E. Neyhart, Administrative 
Head, Institute of Public Safety, The 
Pennsylvania State College, State Col- 
lege, Pa. 

The Institute of Public Safety of The 
Pennsylvania State College is embarking 
on a new type of project in the motor 
fleet field, it is also announced. 

The Institute has. scheduled a two- 
week course for driver trainers. The 
course is for supervisors of drivers, senior 
drivers, driver trainers and others re- 
sponsible for training drivers. It is 
not meant for training persons who have 
not driven commercial vehicles. 

Additional information may be ob- 
tained from Professor Neyhart. 





Rep. Judd Suggests Ways to 
Stop Communism in Asia, at 
N.Y. Traffic Club Banquet 


Representative Walter H. Judd, of 
Minnesota, principal speaker at the an- 
nual banquet of the Traffic Club of New 
York the night of February 15 in the 
Commodore hotel, New York City, urged 
that the United States encourage and 
build up resistance movements within 
the Communist areas of mainland China: 

About 2,500 members and guests at- 
tended the banquet. Charles H. Beard, 
general traffic manager, Union Carbide 
and Carbon Corp., arranged for the ap- 
pearance of Mr. Judd as the banquet 
speaker. Joseph W. Brennan, eastern 
traffic manager of the Burlington Rail- 
road and president of the Traffic Club 
of New York, presided and introduced 
the speaker. Harry H. Meyer, traffic 
manager, Chicago & Illinois Midland 
Railway, had charge of the banquet ar- 
rangements. 

Mr. Brennan pointed out that Rep- 
resentative Judd had practiced medicine 
for many years before his election as 
a Republican member of the House and 
had spent a number of years in China 
as a medical missionary. 

One effective way to build up resistance 
movements in China, Mr. Judd said, 
would be to furnish supplies to Chinese 
guerillas so that they could make “maxi- 
mum trouble” for the Communists there. 
He advocated, also, that the United 
States encourage, support and supply the 
free non-communist areas of Asia by 
rearming Japan, the Philippines and 
Formosa so that they could defend them- 
selves. 

“The mainland of China,” he said, “is 
the weakest link in the Communist world 
set-up, and the place where we can hit 
the communists the hardest and most 
effectively. We must expose to the people 
of Asia the phoniness of the Soviet Union 
promise of land reform and better con- 
ditions, none of which it can deliver... 
We have the answer, and not the Rus- 
sians, but the trouble is we have not 
presented our answer and the Russians 
have.” 


Export Traffic Meeting 


John C. Hilly, executive vice-president 
of Security Bureau, Inc., will speak on 
“Commerce in the Port of New York,” 
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at the next regular meeting of the Na- 
tional Export Traffic League, Inc., sched- 
uled to be held February 28, at 7:30 p.m., 
at the Park Sheraton Hotel, New York 
City, the league has announced. There 
will be a question and answer period fol- 
lowing his address. The meeting will 
be open to the public. 





Turney Addresses New York 
Practitioners on I.C.C. 


And Association Problems 


In an address prepared for presenta- 
tion before the Metropolitan Chapter of 
the Association of Interstate Commerce 
Commission Practitioners, at New York 
City, February 20, John R. Turney, pres- 
ident of the association, among other 
things, called for a streamlining of pro- 
cedure before the Commission, or “a 
complete decentralization of the Com- 
mission into a number of regional com- 
missions with only a relatively small 
central appellate branch, as has been 
suggested and urged upon the Congress 
in the last several years.” 

Mr. Turney dealt with two classes of 
problems—those pertaining to the ad- 
ministration of the interstate commerce 
act by the Commission, and those relat- 
ing to the members of the association. 

Observing that two members of the 
Commission were past the compulsory 
retirement age and were serving under 
Presidential orders permitting them to 
continue in office, Mr. Turney said that 
a number of other commissioners were 
nearing the age of retirement. He said 
it was “only a question of a very few 
years before most of our present com- 
missioners will be replaced.” 

He said the country was fortunate in 
the character and ability of the men 
serving on the Commission, but asserted 
that, in many instances, the presence on 
the Commission of men who would be 
outstanding in any phase of professional 
or governmental work, had been “due 
primarily to accident rather than to de- 
sign.” Reciting the few statutory quali- 
fications for a member of the Commis- 
sion, Mr. Turney added that “no pro- 
fessional or expert qualifications of any 
sort are prescribed.” 


“Any President is handicapped in nam- 
ing members of the Commission by the 
fact that members of the Commission’s 
bar, a logical source of supply, are so 
closely identified with particular inter- 
ests that their ability to function irre- 
spective of that background would be 
subject to question whether justly so or 
not,” Mr. Turney asserted. 

Referring to the committee on inter- 
state commerce commissioners which he 
had appointed, Mr. Turney said they 
were selected from every section of the 
country. so that the committee might 
be able to investigate and report on any 
nominee or proposed nominee quickly 
and authoritatively. 


Asks Suggestion of Candidates 


He said he believed, however, that the 
individual practitioners should make 
suggestions to the committee of men 
qualified “for this responsible position.” 
What he had in mind, he said, was the 
suggestion of men who would take the 
office at a personal sacrifice and only 
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out of a sense of public duty. The of- 
fice did not need any man who coveted 
it, Mr. Turney said. 

In connection with the increased sal- 
ary of the Commissioners, Mr. Turney 
said thought might be given to recom- 
mending legislation under which com- 
missioners would be appointed for life 
with compulsory retirement as at pres- 
ent. This, he said, would make the 
office attractive to many qualified per- 
sons who could not accept the hazard of 
beginning a professional life over again 
after a seven-year interim. 

“Tt also would eliminate the repetition 
of those disgraceful spectacles of : dis- 
gruntled suitors seeking to intimidate 
one or more commissioners by exertion 
of bloc pressure upon the President of 
the Senate,” Mr. Turney added. 


Commission Budget 


Mr. Turney said a real problem was 
the maintenance of an adequate budget 
for the Commission. Observing that, un- 
der executive orders, neither the Com- 
mission nor its staff were permitted to 
make any effort to influence the action 
of congressional committees with respect 
to the Commission’s budget, Mr. Turney 
said that rule indicated the desirability 
of at least an investigation by represen- 
tatives of the public. 

Mr. Turney said that the executive com- 
mittee of the association, being unani- 
mously of the opinion that some such 
representation was essential in order to 
protect the work of the Commission, had 
created a committee on the budget of the 
Commission, with Carl B. Callaway, of 
Dallas, Tex., as chairman. 

He then referred to a proposal he said 
was pending in Congress for the estab- 
lishment of a fee system to apply gen- 
erally in the federal administrative agen- 
cies. He said much could be said for a 
proposal that would assess fees for the 
performance of duties by the Commission 
that had as their primary result the im- 
mediate benefit of the carrier, “provided 
that these fees could be used to supple- 
ment the Commission’s budget rather 
than covered into the general Treasury 
as would be true under present law.” 


Delay a ‘Serious’ Problem 


By far the most serious problem, and 
one which “at times threatens the very 
existence of the Commission,” said Mr. 
Turney, was the delay in the determina- 
tion of matters before it. It was in this 
connection that he suggested overhaul- 
ing the administrative procedures used, 
or decentralization of the Commission 
into a number of regional commissions 
with only a relatively small central ap- 
pellate branch. If that latter “drastic 
step” was not to be taken, he said, an 
effort should be made to eliminate, or 
reduce, the delay, by streamlining the 
procedure. He said that this was a mat- 
ter it was particularly appropriate for 
the practitioners themselves to handle. 
If improvement was to be made, he said, 
it must be instigated and vigorously 
prosecuted by the association, and he re- 
ferred to some suggestions he said had 
been made. 


Association Problems 


As to the problems of the association, 
Mr. Turney said its primary purpose, the 
promotion of the proper administration 
of the interstate commerce act, could be 
achieved only by the establishment of 








additional local chapters. In that con- 
nection he suggested that consideration 
might be given to making membership 
in local chapters a requirement for mem- 
bership in the association rather than 
vice versa. In the present arrangement, 
he said; “we may have the cart before 
the horse.” 

Mr. Turney said it was hoped to dis- 
tribute shortly to every member a tabu- 
lating card on which each member would 
be asked to give complete information 
concerning himself. If the information 
was obtained, he said, it was hoped to 
publish a roster of all members. Whether 
or not it would be published, he said, 
would depend on how many of the mem- 
bers were willing to “pay a couple of 
dollars or more for a copy.” 

He asked members to inform the as- 
sociation ‘if the practice of publishing 
a current index to the Commission’s de- 
cisions released in the month preceding 
the issue of the association’s Journal was 
helpful. He also asserted that, following 
the publication of Commission decisions, 
they should be subjected “to the acid 
test of objective criticism,’ and that the 
men most competent to provide that 
criticism were members of the Commis- 
sion’s bar. Generally, he said, “we have 
fallen down on this job.” He asserted 
that Commission decisions should be 
subjected to critical and objective review 
by disinterested members of the pro- 
fession “in appropriate comments in our 
Journal.” 





Bayer to Address Pacific 
Advisory Board March 16 


Robert J. Bayer, editor, TRAFFIc 
Wor.pD, Chicago, will speak on “Trans- 
portation and the National Emergency,” 
at the luncheon session of the March 16 
annual meeting of the Pacific Coast 
Transportation Advisory Board, in the 
Bellevue Hotel, San Francisco. The 
Pacific Traffic Association of San Fran- 
cisco will sponsor the luncheon. 

J. W. Witherspoon, general chairman, 
who is assistant general traffic manager, 
U.S. Rubber Co., Los Angeles, will call 
the board’s business session to order at 
9 a.m. Officers for the coming year will 
be elected. Working committees of the 
board will meet March 15. 

Mr. Witherspoon has written all board 
members to urge that shippers work 
“not only day and night but Saturdays 
and Sundays in unloading freight cars 
to avoid a serious handicap to our war 
effort as well as our national economy.” 
He referred to the situation created by 
the recent switchmen’s strike. 


Crump Discusses Canadian 


Travel Promotion Efforts 


Travel promotion was the most im- 
portant single form of merchandising 
conducted on behalf of Canada abroad, 
and particularly in the United States, 
N. R. Crump, vice-president, Canadian 
Pacific Railway, said recently in an ad- 
dress to the Advertising and Sales Execu- 
tives Club, Montreal. 

In 1950, the railway companies, other 
transportation systems, and government 
travel bureaus spent over $3,500,000 alone 
in promoting travel to Canada in the 
newspapers and magazines in the United 
States, said Mr. Crump. 

“The transport facilities of ... the 
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Canadian Pacific have a capacity well in 
excess of the demands of 14,000,000 Cana- 
dians,” he said. “In other words, our 
physical plant and facilities have been 
built to serve many millions more than 
our domestic population and conversely, 
because of these conditions, we both have 
to operate and promote our various serv- 
ices in foreign lands.” 

Promotion of his railway’s resort hotels, 
particularly those in the Canadian 
Rockies, had been a major factor in de- 
veloping Canada’s tourist trade, said Mr. 
Crump. 

“The movement of 24,000,000 visitors 
from the United States into this country 
last year is proof positive that Canada 
has done a good cooperative job in pro- 
moting the important tourist industry,” 
he said. 





Uses of Traffic Men’s Skills 
Discussed by E. F. Hamm, Jr., 
Before A. of A. T. Alumni 


Progress in transportation was so 
rapid and change in it so constant that 
“the expert of today literally becomes 
the antiquarian of tomorrow unless he 
remains all his life a student,” E. F. 
Hamm, Jr., said in an address at the 
February meeting of the Alumni Asso- 
ciation of the Academy of Advanced 
Traffic, of New York City. 


Mr. Hamm, president of The Traffic 
Service Corporation, publisher of 
TRAFFIC WORLD, was guest of honor and 
was elected an honorary member of the 
association at the meeting, held in the 
Statler hotel, New York City. The pro- 
gram included an informal reception for 
new graduates of the academy, election 
of officers of the association, and a forum 
discussion of interstate commerce act 
amendments enacted in 1950, with Ar- 
thur Arsham, dean of the academy, as 
moderator. About 200 were present, set- 
ting an attendance record for meetings 
of the association. 


Men who had obtained education in 
traffic and transportation used this 
training, first, for their own advance- 
ment, said Mr. Hamm, adding that “that 
should properly be the first use and the 
most important use you make of the 
tools you have acquired.” 


“The man who acquires skill in the 
use of wood-working tools, for instance, 
and then purchases a good set of those 
tools,” he continued, “should use them 
for the building of a good house for 
himself. But after the house has been 
built he still has the skill and the tools. 
Indeed, while he is building it, he has 
some leisure in which he can use them 
for other purposes. 


Three-Fold ‘Side-Obligations’ 


“There exist, then, obligations for the 
educated and skilled traffic and trans- 
portation man beyond those he has 
toward himself—side-obligations, so to 
speak, that he ought not overlook. They 
are obligations exactly because someone 
else, or some other group, accepted them 
in an earlier day and so made it possible 
for the traffic and transportation man of 
today to advance to the place where he is. 


“These obligations are three-fold: They 
extend toward the younger men and 
women who are just embarking on the 
journey over which the educated and 
experienced traffic man has travelled; 
to the transportation field in which he 
works and in which he has attained 
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whatever success has come to him to 
date, and to his country. 


“One of the finest traits of the traffic 
fraternity is its free assumption of the 
first obligation. I have yet to meet a 
successful traffic man who is not inter- 
ested in the welfare and education of the 
younger men in the field. However busy 
he may be... your top-flight traffic 
and transportation executive is invari- 
ably willing to drop what he is doing 
when the opportunity arises to help the 
young and the ambitious, either as a 
group, or as individuals. 


“The top strata of traffic men, today, 
are made up largely of the self-educated. 
Perhaps some of the eagerness of these 
men to support any movement that 
promises sound fundamental learning 
for beginners in the field springs from 
a knowledge of how much such oppor- 
tunities would have been of help to 
themselves had they been available in the 
far-off day when they were struggling 
to acquire these fundamentals without 
outside assistance. 


Change in Top Strata Pattern 


“To a greater degree, however, as the 
years pass, we find the educated traffic 
men supplanting the rugged, self-edu- 
cated pioneer as he lays down his tasks 
and retires to well-earned honors and 
leisure. The pattern of the top strata 
is changing. More and more are the edu- 
cated traffic men moving into important 
traffic positions and, beyond them, to 
positions of high administrative re- 
sponsibility. From these we should look 
for more, not less, assistance in foster- 
ing education in the fundamentals for 
beginners. They have demonstrated in 
their own careers the importance of the 
solid foundation of fact they got in 
school as the basis for the attainments 
that have won recognition for them in 
the industrial world. 

“It is because of this that such projects 
as the educational programs of the Asso- 
ciated Traffic Clubs of America and the 
American Society of Traffic and Trans- 
portation have had full support from 
the traffic fraternity. In the develop- 
ment and progress of such movements 
we see the assumption of the obligation 
of the educated traffic man to his begin- 
ning colleagues at its best. 

“In the organized field, too, the traffic 
man has, for the most part, cheerfully 
assumed his obligations. The industrial 
traffic man, through the National Indus- 
trial Traffic League, has built an organi- 
zation, aimed largely at the welfare of 
his group, but exhibiting statesmanlike 
qualities when it considers transporta- 
tion matters generally. In traffic clubs, 
and particularly in the various regional 
advisory boards, we have a unique ex- 
ample of an industrial field working 
cooperatively. In them the distinction 
between shipper and carrier, user and 
producer, buyer and seller disappears 
entirely, and we have a unified group 
the success of the work of which is at- 
tested by the development of the finest 
transportation system in the world, mov- 
Ing goods and people efficiently at the 
lowest cost anywhere.” 


Transport and National Strength 


Discussing the concept of the obliga- 
tion of the educated traffic man toward 
his country, Mr. Hamm suggested that, 
“if we are not right now in the midst 
of a terrible global war it is only because 
our potential enemy is afraid of us.” 
This potential enemy, he said, had the 
manpower and might even have the in- 
dividual weapons he needed, but did not 





have the productive capacity or the trans- 
portation that the United States had. 


“He is wise enough to realize,” Mr. 
Hamm continued, “that twice within 30 
years we demonstrated conclusively that 
we cannot be conquered as long as they 
can be maintained on a basis of efficiency 
he can never hope to match... 


“If a layman like myself is any judge, 
our enemy is waiting for only one thing: 
The day when we shall falter in our 
own effort at home—the day when the 
production line will slow down, or when 
the transportation system will break 
down. Perhaps the latter is more im- 
portant than the former, because it is 
more vulnerable... 


Responsibility of Individual 


“Cooperatively, the users and makers 
of transportation have built the finest 
system of its kind ever known in any 
land. Cooperatively they can keep it 
that way. That means, if it means any- 
thing, that the responsibility rests pretty 
plainly on the individual. It makes no 
difference whether a man works in in- 
dustrial traffic or in a position with a 
transportation agency. The continuing 
peace and prosperity of our country rests 
pretty certainly on how he handles his 
job as an individual. 


“Certainly, here we have the right to 
look first to the educated man in trans- 
portation. He ought to be able to see 
this thing more clearly, to understand 
it more promptly than the man who has 
not had the advantage of coming into 
the field with a full appreciation of what 
it is and what it means to the American 
economy ... In a very real sense we 
meet as individuals who have an obli- 
gation to our country and who, if we 
realize that that obligation is ours as 
individuals, can carry on with our tasks 
in a new dedication .. .” 


Officers Elected 


_Elected as officers of the alumni asso- 
ciation were: John J. McBride, assistant 
to traffic manager, Mutual Chemical Co. 
of America, president; John J. Dent, 
traffic department, General Foods Cor- 
poration, vice-president; Miss Loraine 
Manadrill, traffic department, Barrett Di- 
vision of Allied Chemical & Dye Corpo- 
ration, secretary; James Harley, assistant 
to traffic manager, Oakite Products, Inc., 
treasurer. 


The following were elected to member- 
ship of the association’s board of gov- 
ernors: Michael Leahy, traffic depart- 
ment, Lily Tulip Corporation; George H. 
Blohm, traffic department, Cities Service 
Oil Co.; Edward MacKey, freight traffic 
agent, Union Pacific Railroad, and E. 
Albert Ovens, director of research and 
training, Academy of Advanced Traffic. 





Pavement ‘Pumping’ Inquiry 
Report Made in Indiana 


That pavement “pumping”—the emer- 
gence of subsoil through seams in con- 
crete pavement, with consequent dam- 
age to the pavement—occurs only where 
“a, fine-grained soil, excess moisture, and 
heavy wheel loads” are present at the 
same time is a finding made by a special 
committee of the Senate in the Indiana 
General Assembly, according to the Na- 
tional Highway Users Conference, of 
Washington, D.C. 


The road investigating committee con- 
cluded that, in the absence of any of 
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the three conditions specified, there 
would be no “pumping,” the conference 
said. In the committee’s report it was 
stated that the Indiana Highway Com- 
mission had been placing a granular 
blanket base course under concrete pave- 
ments built since World War II and had 
used a limited amount of this type of 
treatment before that time, and that the 
results in general had been satisfactory, 
so that “pumping” had been practically 
eliminated up to the present time on 
highways so constructed. 





Hopkins Asks for Equal 
Competitive Opportunity 
For All Public Carriers 


Unless public policies are established 
permitting equal competitive opportunity 
for all public carriers, some elements of 
the nation’s transportation system will 
be weakened to the point of sapping the 
strength of the whole system. 


This was the declaration made Feb- 
ruary 20 by Z. G. Hopkins, Chicago, 
special representative of the Association 
of Western Railways, before the Down 
town Lions Club in San Francisco. 


“Regulatory controls over the conduct 
of all public transportation is essential 
to sound public policy,” said Mr. Hopkins. 
“Regulation of all, in such ways as to 
encourage development of each form of 
transportation in fields in which it nat- 
urally possesses economic advantage, is 
imperative to protection of the broadest 
public interest.” 


Each of the several types of public 
transport performed services required by 
the common good, said he. 


“We could not get along well without 
all of them,” he said. This does not 
alter the fact that no type should be 
encouraged to pursue its own immediate 
advantage at the expense of interests 
common to all.” 


Record of Public Aid 


Public aids were extended in the pio- 
neer period to encourage railroad con- 
struction, but such aids did not extend 
beyond the construction stages, said Mr. 
Hopkins. . 

“There is no dispute that railroads 
are now wholly supported by revenues 
drawn from rates and fares,” said he. 
“The facts as to other transport, in this 
respect, are otherwise. 

“Airway transport is subsidized beyond 
all dispute. So is inland waterway 
transport. The situation with respect to 
highway transport perhaps is less clear, 
but it is becoming increasingly plain 
that highway transportation is not as 
cheap as everybody once thought it was. 

“We have developed the most exten- 
sive system of improved highways in all 
human experience. We ought not, un- 
der any avoidable conditions, sacrifice 
any of the advantages it has brought, 
but highway engineering reports uni- 
formly agree that heavy trucks, many 
of them overloaded, are largely respon- 
sible for deterioration of our roads. 
These users should be required to con- 
tribute more relatively to highway costs 
than they are now doing. Overloading 
of highway vehicles does not serve the 
common interest as greatly as it serves 
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the interests of the over-loaded truck 
operators.” 

Mr. Hopkins said the railroads were 
interested in establishing policies that 
would equalize competitive traffic con- 
ditions. 

“We believe that interest is legiti- 
mate, and we make no apology for it,’ 
he said. “We do contest the charge 
that we started current discussion of 
highway conditions. We didn’t start it. 
Actual highway conditions, and interest 
of highway authorities in correcting 
them, prompted discussion which, we 
freely admit, the railroads have not dis- 
couraged.” 


Contest for Truck Fleet 


Safety Directors Planned 


A national contest for truck fleet safety 
directors has been announced by the 
safety department of the American 
Trucking Associations, Inc. 


“Three merchandise prizes will be 
awarded in the contest, based on the 
best letters describing individual efforts 
in promoting the A.T.A. ‘Sights-On- 
Safety’ campaign,” said the A.T.A. “The 
safety directors submitting letters to the 
contest judges must have charge of their 
company’s activities in the Sights-On- 
Safety campaign. 

“Merchandise awarded in the contest 
may be selected from the catalogue of 
Cappel, MacDonald Company on the fol- 
lowing basis: first prize, 20,000 points; 
second prize, 12,000 points; and third 
prize 8,000 points. 

“Letters entered in the contest are 
limited to 750 words and must be post- 
marked not later than April 16, 1951. 
The letters also should: (1) Indicate the 
type of operaiton of the carrier; (2) 
describe how the ‘S.O.S.’ plan was set 
up and administered, and how the idea 
was sold to the drivers; (3) outline the 
cost of operating the plan; (4) report 
accident rates and insurance costs be- 
fore and after establishment of the plan, 
and (5) estimate the annual savings the 
plan has provided for the company. 

“The judging will be by a panel selected 
by A.T.A.’s department of safety. Win- 
ners are to be announced at the spring 
meeting of the A.T.A. Council of Safety 
Supervisors in San Francisco, May 18. 


“Entries must be submitted to the 
S.0.S. Contest, Department of Safety, 
American Trucking Associations, Inc., 
1424 Sixteenth Street, Washington, 6, 
D.C. All entries become the property of 
A.T.A. and Cappel, MacDonald & Co.” 


M.S.T.S. Space on U.S. Liners 


“American steamship operators main- 
taining regular liner service have been 
guaranteed by the Military Sea Trans- 
port Service that it will henceforth use 
5,000 measurement tons per vessel per 
sailing,” says the American Merchant 
Marine Institute, Inc. 


This arrangement, the institute said, 
was designed to replace a previous agree- 
ment under which the M.S.T.S. reserved 
space on scheduled sailings but was 
obligated to pay for only the amount of 
cargo actually shipped. It added that 


the new agreement provided that the 
M.S.TS. would pay for the space whether 
or not it had sufficient cargo for each 
sailing, and that it covered all areas. 





Railroad Retirement Board 


Reviews December Activity 


New Railroad Retirement Board retire- 
ment and survivor benefit awards in De- 
cember numbered nearly 6,600, approxi- 
mately 800 lower than in November and 
the smallest figure for any month since 
July, 1949, the board reported. 

The 2,400 new retirement benefits 
awarded in December brought the total 
number of this type of benefit being paid 
at the end of the month to 255,600, for 
a total cost in December of $21,436,000, 
the average annuity being $82.75 a 
month. About 1,800 annuities terminated 
in the month. 


The survivor benefits awarded in De- 
cember consisted of 1,800 monthly and 
2,400 lump-sum benefits, both substan- 
tially lower than in November. Awards 
were well in excess of terminations, so 
that the number being paid rose by 700 
for the month. Lump-sum benefit awards 
in December consisted of 1,600 insurance 
benefits and 800 residual payments, av- 
eraging $305 and $557, respectively. 

Unemployment benefit activities 
showed a moderate seasonal increase, but 
remained at levels below any other De- 
cember since 1945, said the board. The 
board received 21,700 applications for un- 
employment benefits in the month, made 
77,300 payments to 47,100 beneficiaries, 
the unemployment benefits totaling $2,- 
091,500. 

There were 12,900 applications re- 
ceived for sick benefits. In the month 
the board made 71,100 sickness benefit 
payments to 39,000 beneficiaries, the pay- 
ments totaling $2,511,000. 

The board reported that sickness bene- 
fits paid to railroad employes since the 
beginning of the sickness program in 
July, 1947, passed the $100,000,000 mark 
in December. Benefits for maternity 
sickness represented about Seven per 
cent of the total. 


U.S.-Owned Merchant Ship 
Sales in Year Total 1,829 


Approved for sale in the calendar year 
1950, pursuant to provisions of the mer- 
chant ship sales act of 1946, were 1,829 
government-owned vessels, according to a 
report transmitted to Congress by Mari- 
time Administrator Cochrane. Of that 
total, he said, 716 were sold for American- 
flag operation; the remaining 1,113 were 
for foreign-flag operation. . 

“The 716 vessels approved for sale for 
American-flag operation,” he _ stated, 
“comprise 459 dry-cargo vessels, one pas- 
senger vessel, and 256 tankers. The dry- 
cargo vessels comprise 430 of the larger 
types, including 241 of the C types (23 
C-1, 124 C-2, 88 C-3, and 6 C-4), 139 Lib- 
ertys, and 50 Victorys, together with 29 
coastal types. Tanker approvals comprise 
202 of the larger T type, 49 of the Liberty 
type and five coastal tankers.” 

Included in the report was information 
showing that on December 31, 1950, 184 
government-owned vessels were under 
bareboat charter or allocated for charter 








TRAFFIC WORLD 


under all authorities of law. That total, 
it was shown, was 15 less than the num- 
ber under charter as of September 30, 
1950. The December 31 figure included 
121 vessels chartered to the Military Sea 
Transport Service for use in off-shore 
trades, it was stated. 





Boilermakers, Blacksmiths 


Unions Propose Merger 


Officials of the International Brother- 
hood of Boilermakers and the Inter- 
national Brotherhood of Blacksmiths met 
recently in Chicago to discuss plans for 
merger of the two unions. A tentative 
merger agreement was approved by gen- 
eral chairmen and officers of the two 
organizations, and will be submitted to 
a convention of the Blacksmiths, to be 
held April 30 in Chicago. 

The merger proposal stems from the 
fact that work of the two unions “is 
closely related on the railroads, in com- 
mercial shops, fabrication shops and 
shipbuilding,” said officials of the unions. 


Transport Tax Collections 


The Bureau of Internal Revenue has 
announced collection of taxes imposed on 
transportation charges in the calendar 
years 1950 and 1949 as follows: 


Transportation of property (3 per cent 
of amount paid except coal 4 cents a 
ton), 1950, $350,321,209.66; 1949, $321,- 
718,442.81. 

Transportation of persons (15 per cent 
of transportation charges), 1950, $222,- 
364,610.80; 1949, $237,'707,735.52. 

Transportation of oil by pipeline (4% 
per cent of transportation charges), 1950, 
$21,875.071.41; 1949, $18,764,628.67. 


The federal tax of 1% cents a gallon 
on gasoline brought in $551,449,723.02 in 
1950 as against $504,063,429.18 in 1949. 


S.M.C. Rate Group Election 


R. A. Goodling was reelected president 
of the Southern Motor Carrier Rate 
Conference, Atlanta, Ga., at a meeting 
of its board of governors on February 13. 
Other present officers were also re- 
elected, the association announced, 
which included the following: H. L. 
Spring, vice-president and _ treasurer; 
W. M. Miller, general manager, and R. 
L. Steed, assistant treasurer and secre- 
tary. The executive committee likewise 
was reelected, which consists of the 
president, vice-president, and Harwood 
Cochrane. 


Truck Driver of Year 


A meeting will be held March 2 in 
Washington, D.C., at the National Press 
Club, by the three judges who will select 
the trucking industry’s driver of the year 
for 1950. The judges are Major General 
Fleming, Under Secretary of Commerce 
for Transportation; W. Y. Blanning, di- 
rector of the Commission’s Bureau of 
Motor Carriers; and Arthur C. Butler, 
director of the National Highways Users 
Conference. 


* * * 


One out of every three freight cars on 
American railroads transports coal. 
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NUMBER 10 OF A SERIES 


How do you get started 


on service selling? 


HE third article of this series (No- 
vember 11, 1950), quoted a railroad 
Official who pointed out that “. .. the 
only reason a railroad exists is because 
of its customers and we have to do our 
best to run the railroad to suit them.” 


That statement wraps up in a nutshell 
the essential philosophy of what these 
articles have been drilling on so per- 
sistently—Service Selling, which is noth- 
ing more nor less than selling that starts 
with the realization that it pays to keep 
the prospect’s interest in mind. 

There is. nothing new or novel about 
this idea. Consciously or unconsciously, 
outstandingly successful salesmen in all 
branches of industry, including freight 
solicitors, have made themselves pro- 
ficient in its techniques. A Chicago solici- 
tor quoted in Article 5 (December 9, 
1950) is an example. 

“Tm not a salesman,” he said. “I’m 
just a guy who has studied this business. 
All I do is figure out how to save them 
(shippers) money. At the end of each 
year I ask myself not ‘How much busi- 
hess have I gotten out of this shipper?’ 
I ask myself ‘How much have I saved 
him?’ ” 

Another example is the freight solici- 
tor for a steamship line a shipper told 
us about. 

“He takes personal interest in seeing 
that I get good service,” said the shipper. 
“He’s voluntarily helped us several times 
In packing, for instance.” 

But why is it that men like this seem 
to be the exception rather than the rule? 
Why is it that the composite picture of 
a freight solicitor that haunts the minds 


By W. SCHUYLER HOPPER 
President, The Schuyler Hopper Company 


of shippers seems to be characterized by 
the “any rags, any bones, any bottles 
today” stamp? And why in our probing 
about among shippers, have we run 
across so few who could remember any 
railroad advertisements or promotion 





This is the tenth of a series of 
articles on the problems of selling 
transportation today. Their ob- 
jective is to explore the possibility 


that the efficient methods of 
American industry could be ap- 
plied by the carriers to help them 
increase tonnage at lower unit 
sales cost. They have been pre- 
pared by Mr. Hopper, president 
of The Schuyler Hopper Com- 
pany, advertising and marketing 
firm, after field research by mem- 
bers of the company’s staff. 
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pieces that have been of constructive 
use to them? 

The importance of selling by serving 
is not exactly unheard of in the trans- 
portation industry. We talked to the top 
Official in charge of freight sales for a 
—— railroad not long ago, who 
said: 

“The solicitor must know his cus- 
tomers’ wants and problems. It makes 


<< 


it easier for the salesman to sell if he 
does a helpful job, and that sort of a 
job works both ways, because if a cus- 
tomer knows a salesman is making an 
effort to be helpful to him, and that 
he’s trying to see that he gets good 
service, the customer will overlook some 
of the petty problems that occur, and 
also a difference in rate, if it isn’t too 
great.” 


Yet nowhere among shippers “served” 
by this line could we find anyone who 
had a good word to say for the solicitors: 
in terms of Service Selling. Fine fellows, 
sure. But decidedly not helpful, 


We have before us a splendid book on 
freight transportation selling by Roy H. 
Burgess, Jr. Under his chapter “Con- 
sider The Customer,” he says: 

“Place your customer’s interests first; 
worry about his problems as though 
they were your own; spend his money as 
though it were your own; do it consist- 
ently—and never let him down! Securing 
traffic is only an end product of service, 
and when you have evidenced sufficient 
interest in your customer’s problems, he 
will have confidence in you; confidence 
that is the bedrock of selling. 

“The traffic manager who realizes 
that you are anxious to be as helpful 
as possible in aiding him to perform his 
work finds he has a definite need for 
you and your freight services. Once 
he does know that you have his prob- 
lems at heart; knows that you are 
more interested in a long range business 
friendship and association than in a hit- 
and-run sale, he will give you business— 
and he will continue to give you business 
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as long as you maintain your interest in 
his behalf.” 


In a nice little booklet entitled “So 
You’re a Salesman Now” by L. E. Clara- 
han, under the chapter, “How Intelli- 
gently Do You Work?”, the author says: 


“Do you know your customer’s busi- 
ness? Next to himself, any business 
man’s favorite subject is his business. 
How can you intelligently ask for what 
you want if you don’t know what he has 
or what he needs?” 

Obviously, the transportation industry 
generally recognizes the power of the 
Service Selling approach. But why is 
it that we see Service Selling (or sales 
engineering) growing by leaps and 
bounds in the manufacturing industries, 
but getting little more than enthusiastic 
endorsement—without much action—in 
the transportation industry? 

Is it because the shipping problems of 
the variety of shippers served by most 
railroads are so diverse as to discourage 
individual attention? Or is it because 
some carriers have long accommodated 
their thinking to the idea that, if there’s 
any shipping to be done between points 
on their lines, they’ll get their share of 
it without too much of a selling effort? 

Has railroad management become so 
concerned with government relations and 
labor relations that customer relations 
have taken a back seat in the chapels of 
their minds? Or is it that management 
is still in the process of evaluating the 
various means of developing the oppor- 
tunities inherent in improved customer 
relations? 

We don’t know. Maybe we’re not even 
asking the right questions. But we think 
we have perceived enough of a similarity 
between the customer relations (or 
freight soliciting) problems of the rail- 
roads and the customer relations (or 
product selling) problems of the manu- 
facturing industries to point up one or 
two constructive observations. 

For instance, the selling activities of 
the most progressive manufacturing 
companies evidence an _ accelerating 
trend toward Service Selling. The “per- 
sonality boy” salesmen of twenty-five 
years ago are sales engineers today. 

And the more we check back into the 
histories of manufacturing companies 
that gradually switched to real Service 
Selling, the more we see that this pat- 
tern was part and parcel of a trend 
toward specialized selling. 

For instance, years of tough experi- 
ence taught-a well-known manufacturer 
of recording and control instruments 
how costly it was to expect a salesman 
to be able to demonstrate their products 
to the great variety of chemical indus- 
tries, petroleum refineries, and power 
plants. No matter how well the sales- 
man knew his instruments, it was ex- 
ceedingly difficult for him to talk to 
prospects about them in terms of their 
particular needs. 

Prospects did not want instruments. 
They only wanted to do something, to 
perform some process or operation more 
efficiently. Not until the salesman could 
uncover that need, and understand it, 
could he begin to succeed in selling his 
instruments successfully. Then he be- 
came a sales engineer. Then he became 
a@ specialist in certain chemical processes 
or in certain refining operations. Today 
the company’s force of sales engineers 
works on an industry basis and not on 
a@ territorial basis. Each man is an ex- 
pert in the problems of his particular 
species of prospects. 

Any salesman can know his product. 





But a real Service Salesman is a man 
who knows his prospects’ problems and 
how his product or service can help solve 
them. A freight solicitor is a man who 
knows rates and routes and regulations. 
A transportation engineer is a man who 
can interpret this knowledge into advan- 
tages for shippers—a man who can “fig- 
ure out how to save them money.” That’s 
tough, if you try to do it for all shippers 
on your beat—shipping everything from 
bobby pins to farm tractors. 


Even to this day many industrial sales 
people are salesmen and not sales en- 
gineers. But the salesmen are gradually 
passing out of the picture. Their lot is 
too hard. Their customers and prospects 
may love them as persons, but they’re 
a nuisance—until they make themselves 
useful; until they exhibit some capacity 
to help the customer do something he 
wants to do faster, better, at less cost. 


And under today’s semi-wartime con- 
ditions of shortages, priorities, alloca- 


Selling 
Freilil 
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Because of the interest in “’Sell- 
ing Freight Services” and the 
demand for extra copies of 
TRAFFIC WORLD containing 
this series; we have made a 
booklet of the first six articles 
(issues of Oct. 14 and 28, Nov. 
11 and 25, Dec. 9 and 23). 
You may obtain a copy without 
charge by writing our Wash- 
ington office. 





tions, and problems thrice compounded, 
the buyer’s patience with the ordinary 
salesman gets shorter and shorter. But 
opportunities expand for the sales engi- 
neer, as a conservator of time, money 
and materials and an expediter of de- 
liveries. 

At least the traffic manager for one 
large chemical company suggests that the 
same opportunities for Service Selling 
that reside in the manufacturing indus- 
tries, also exist in the transportation in- 
dustries. He says: 

“T would like to see the freight solicitor 
become more of a transportation engi- 
neer.” 

Now, here’s the crux of this deal, we are 
coming to believe. The traffic manager 
for that chemical company didn’t mean 
he’d like to see the freight solicitor be- 
come a general transportation engineer. 
He’d like to see him become a trans- 
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portation engineer specializing in the 
movement of chemicals. Or, at least, 
specializing in the movement of chemi- 
cals and similar products. 


So, if the man selling freight services 
has been told by his officers that he has 
to cover a territory regardless of the 
infinitely wide variety of the types of 
products shipped by various companies 
in that area, how can he go about doing 
a real Service Selling job? 


Except for adopting a true attitude of 
helpfulness (and believe us, that atti- 
tude in its own right has great power) — 
except for trying to be helpful wherever 
he can, the only way he can give Service 
Selling a real trial is to pick out one 
product classification for specialized 
treatment. One at a time, that is. If 
he finds he has the time, after having 
really put it to work for one group of 
manufacturers shipping kindred types of 
products, there’s no reason he can’t move 
on to another group and do the same 
for them. 


Maybe he shouldn’t pick the biggest 
category of shippers to start on. If 
he’s on a line that gets most of its ton- 
nage from coal mines, perhaps he’d better 
assume that he’s going to get a good load 
of that anyway and set out to develop 
greater volume from some other classi- 
fication. Then really dig into their 
problems, study their business, study the 
rates and regulations that apply—keep 
abreast of all changes in rates and ‘reg- 
— and be the first to come in with 
ideas. 


In short, concentrate your extra-cur- 
ricular studying in this one product 
group—and do a real job of gaining their 
confidence and learning their business. 


Who knows? You may get to be such 
a specialist in this one field that your 
bosses will take you off all the rest of 
the accounts in your territory and let 
you broaden your activity among this one 
product classification. That’s the way 
at least one district freight agent. we 
met worked himself up to a key position 
and makes himself a very, very nice 
living. 

The solicitor is on his way to be- 
coming a transportation engineer the 
first time he asks himself, “What can 
I do to help this shipper do what he 
wants to do?”, instead of “How much 
traffic can I get out of this guy?” 


Ask yourself, “How is he shipping now? 
What suggestions can I make by way 
of improving his present routes, rates, 
method of handling, warehousing, pack- 
aging?” 

It’s a simple matter of taking the ship- 
per’s viewpoint, of constantly studying 
his problems and how the facilities and 
specialized experience your railroad has 
to offer can be applied to solving those 
problems. 

One way to get in the right frame of 
mind for sincere Service Selling has 
been found effective by industrial and 
commercial salesmen. Make believe you 
have just been appointed assistant to 
the man you’re calling on. In the role 
of assistant traffic manager your first 
chore would be to find out what they’re 
doing now and how they’re coping with 
their problems. You’d want to get the 
boss to tell you what a swell job he’s 
doing and what his plans are for im- 
proving the efficiency of the department. 

This approach has the great advantage 
of avoiding asking impertinent questions 
and, instead, getting the man talking 
about his department and his ideas and 
how he solves problems and what he 
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hopes to accomplish—in other words, get 
him talking about himself. 


Once a solicitor adopts that viewpoint 
and makes it an inherent part of his 
work with shippers, all questions of 
gaining their confidence and cooperation 
quickly evaporate. There are few ship- 
pers indeed who have solved to their 
complete satisfaction all their shipping 
headaches. And there are few human 
beings who will remain unwilling to ex- 
amine their problems and methods with 
another who exhibits a genuine interest 
in them and demonstrates, even slightly 
and only occasionally, some capability 
of suggesting improvements. The pivot 
upon which this seller-buyer relationship 
revolves is genuineness of interest on the 
seller’s part. 

We have seen some salesmen try the 
Service Selling approach as a “gimmick.” 
They just weren’t so built as to ever 
become truly interested in the welfare 
of others. But they thought that the 
Service approach was good sales psychol- 
ogy—put up a good front of pretending 
to be genuinely interested—got the pros- 
pect to tell them what they were doing 
and why— 


And then came back in a couple of 
weeks with bigger and better arguments 
bolstered by the things they had learned. 
In effect, they threw the man’s words 
right back in his face to prove that he 
was wrong, and our guess is that a traf- 
fic manager, after such an experience, 
would hesitate a long while before ever 
again revealing information about his 
shipping activities to another solicitor. 


What is the outcome of a sincere Serv- 
ice Selling approach? Why is it worth the 
time and trouble, the persistent effort 
and study involved? The answers are 
suggested in the statement of one ship- 
per quoted in the fifth article of our 
series (December 9, 1950). He said this, 
you may recall: 


“The first thing I’d suggest to a freight 
solicitor who really wanted to do a good 
solid job of selling, would be to study the 
shippers he calls on. T’ll give you an 
example of how that pays off. There’s 
@ prize railroad solicitor in Chicago... 
(who) ... Knows everything about the 
shipping problems of his customers. He’s 
built a reputation helping them solve 
those problems. So they depend on him. 
So he gets the business.” 


The results of Service Selling are just 
that sure. Unalloyed interest in the oth- 
er fellow’s problem blazes a straight trail 
to his confidence and regard. Implement 
that interest with specific, helpful knowl- 
edge that contributes to his benefit and 
the blazed trail to his confidence proves 
also to be the path upon which more 
business returns to you. 


Any solicitor who becomes dissatisfied 
with the peddler’s “any rags, any bones, 
any bottles today” role, because it fails 
to challenge his capacities and because 
the future it promises seems unattractive, 
can train himself, single-handed, in the 
Simple viewpoint and principles of 
Service Selling. He will quickly experi- 
ence encouraging results the limit of 
which will be defined by the seriousness 
of his intent and the zeal of his effort. 

He may find, however, that the inten- 
Sive effort required to ground himself in 
the requirements and problems of his 
prospects will limit the scope of his call- 
ing. He will have to devote himself to 
fewer prospects, carefully picked. He will 
have less time for “bush-beating.” But 
his management can overcome this limi- 
tation of scope in large measure by back- 









ing his Service Selling effort with the 
mechanical tools of selling—booklets, 
direct mail, publication advertising, 
which cover the prospects he can call on 
less frequently and develop those among 
them who become prime for his services. 

As we leave you with a promise of 
further discussion of freight solicitation 
opportunities in our next article, let us 
paraphrase a statement in our second 
article (October 28, 1950): 

The solicitor’s value to his carrier, and 
to himself, lies in his ability to provide 
the personal touch between his carrier 
and its shippers, present and potential; 
to meet and overcome specific solicitation 
obstacles; and to apply his carrier’s serv- 
ices, facilities and experience to shippers’ 
specific needs and problems. 





Illinois Central Railroad 
And Its Friends Observe 


Road’s Centennial Year 


The Illinois Central Railroad, which 
was incorporated on February 10, 1851, 
as a 705-mile road to open up the interior 
of Illinois, keynoted its centennial year 
February 16 with a dinner in the Palmer 
House, Chicago. 

This was the first of a series of din- 
ners and appropriate ceremonies to be 
held at some 150 places on the 6,500-mile 
railroad which now extends to 14 states. 

The Chicago dinner, attended by. of- 
ficials and friends of the road, featured 
a presentation of “The Song of Mid- 
America,” a story in revue form of the 
first hundred years of the Illinois Cen- 
tral. 

Earlier this month the railroad was 
given a centennial salute by a gathering 
of the nation’s financial and industrial 
leaders at a national Newcomen dinner 
in New York Citv, at which the speaker 
was Wayne A. Johnston, sixteenth presi- 
dent of the Illinois Central. 

“The history of the Illinois Central is 
the history of mid-America,”’ Mr. Johns- 
ton told an audience that included rail- 
road presidents, members of the Com- 
mission, industrial and commercial lead- 
ers, and members of the board of direc- 
tors and officers of the Illinois Central. 

“When the railroad was organized,” he 
said, “there were only seven cities or 
towns on the 921-mile route from Chi- 
cago to New Orleans along what is now 
the main line of the railroad. Chicago 
then was little more than a trading post 
with a population of less than 30,000.” 

The proposal for a central Tllinois 
railroad project was supported before 
Congress bv such statesmen as Henry 
Clay, Daniel Webster, Abraham Lincoln, 
Stephen A. Douglas, and Jefferson Davis. 

The land grant act of 1850. which gave 
the State of Illinois some 2,500,000 acres 
of federal land for a railroad, “was one 
of the milestones in American history,” 
declared Mr. Johnston. 


“It established a new national policy 
which led to the building of other land 
grant roads in the far west of the United 
States,” said he. 


The I.C., built as a private company 
under the leadership of eastern business- 
men, was projected not as a system of 
transportation local to Illinois but as the 
grand stem of a system of railroads 
which ultimately would connect the rail 
thoroughfares of the entire country, ac- 
cording to Mr. Johnston. Today it has 
physical connections with nearly every 
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railroad that reaches into the mid-conti- 
nent area. 

The road attracted many distinguished 
men to its service. Abraham Lincoln from 
1853 to 1860 represented the Illinois Cen- 
tral and received from the railroad the 
largest fee earned in his professional 
career—$5,000. Other noted names asso- 
ciated with the early road were those of 
General George M. McClellan, General 
Grenville M. Dodge, and Colonel Ros- 
well B. Mason. 


As a result of railroad development, 
the growth of Illinois was rapid. From 
1850 to 1860, the population of the state 
doubled and that of Chicago more than 
trebled. After the Civil War the Illinois 
Central entered upon a program of ex- 
pansion that by 1870 led its lines west- 
ward to the Missouri River at Sioux City. 
By 1877 it was in control of the New 
Orleans line. The opening of the bridge 
at Cairo, Ill., in 1889, completed the last 
link in this Lakes-to-Gulf rail route. 

“Throughout its history the Illinois 
Central has been aggressive in promoting 
the development of its territory agricul- 
turally, industrially and commercially,” 
said Mr. Johnston. “Following World War 
I, the Illinois Central entered upon one 
of the greatest improvement programs 
ever undertaken, involving expenditures 
exceeding $300,000,000. Again, after 
World War II, the railroad entered upon 
an extensive program to strengthen its 
facilities. ... 

“The Illinois Central is deeply con- 
scious of its heritage from the past and 
its obligations to the future, and is de- 
termined in its second century to seek to 
justify in every way its right to be called 
the Main Liue of Mid-America.” 


Centennial Flags Raised 


The railroad’s centennial flag was 
raised February 10 on the tower flagpole 
of Central Station in Chicago. Simul- 
taneously centennial flags were raised 
on every flagstaff over the entire rail 
system, as bells and whistles on every 
locomotive, roundhouse and shop sound- 
ed a half-minute salute. 

The February issue of the Illinois Cen- 
tral Magazine is a centennial issue con- 
taining many illustrated historical ar- 
ticles on the railroad. 

George M. Crowson, assistant to the 
president, Illinois Central, is chairman 
of the road’s centennial committee. 





National Truck Roadeo 
To Be Held in Chicago 


The 1951 National Truck Roadeo, an- 
nual driving-skill competition sponsored 
by the American Trucking Associations, 
Inc., will be held in the International 
Amphitheater, Chicago, October 22-25. 

G. D. Sontheimer, safety director. for 
the association, announced completion 
of contract negotiations with the Amphi- 
theater management. 


“The arena seats 7,500 and has ample 
parking facilities for the many specta- 
tors who attend the annual contest 
of truck driving skill,” said he. “More 
than 75 of the nation’s best truck drivers, 
each one a state Roadeo champion in 
one of the four classes of competition, 
are expected to compete in the 1952 
finals.” 

This year’s national competition will 
be held in conjunction with the annual 
convention of the American Trucking 
Associations, scheduled for October 22-26 
at the Stevens Hotel, Chicago. 

























































Exclusive Agency Under 
Pooling Arrangements of 
Railway Express Approved 


The Commission has found, on further 
consideration, that uniform operiting 
agreements between the Railway Express 
Agency, Inc., and rail carriers partici- 
pating in the express business, as ap- 
proved in its original report, 150 I.C.C. 
423, involve a pooling of service and of 
traffic, of which exclusive agency pro- 
visions are an essential ingredient. It 
has also found that such pooling will 
not unduly restrain competition and is in 
the interest of better service to the 
public and of economy in operation. 


It issued a report on further considera- 
tion in Finance No. 7316, Express Con- 
tract, 1929, and a supplemental order. 
Commissioner Alldredge dissented. 


“The consideration for the pooling 
here approved is necessarily the same as 
that which was found to be just and 
reasonable in the original report,” said 
the Commission. 


The Commission referred to pending 
antitrust proceedings against the Agency 
by the government in the federal dis- 
trict court for Delaware with respect to 
its uniform operating agreements with 
the railroads by which the Agency was 
appointed the exclusive agent of each 
rail carrier for the conduct of express 
transportation. The agreements extend 
until February 28, 1954, it said. 


On April 1, 1949, it said, the Agency 
filed a petition with the Commission in 
the instant case, calling attention to 
the antitrust action ‘and requesting re- 
opening for a clarification with respect 
to the pooling and exclusive agency ar- 
rangements, among other things. The 
Commission said it deferred action on 
the petition pending determination by 
the court of a motion filed by the Agency 
asking the court to stay the antitrust 
proceedings until conclusion of the Com- 
mission case. It quoted the court, in 
granting the motion, as saying: 

“It seems clear that one of the is- 
sues which will have to be determined in 
this suit is whether the exclusive agency 
provisions of the uniform operating 
agreements are exempt from the opera- 
tion of the antitrust laws, on the ground 
that they constitute a necessary or es- 
sential ingredient of or adjunct to the 
pooling arrangement and division of 
earnings agreement. Whether they are 
necessary in that sense is one of the 
issues presented to the Commission by 
the defendant’s petition of March 31 
1949. If the Commission proceeds to act 
on the petition, that question and other 
administrative issues which have a bear- 
ing on these proceedings may be passed 
on by the Commission, and it appears 
reasonable, therefore, to stay this ac- 
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tion until the Commission has had an 
opportunity to do so, thereby making 
available to this Court the findings with 
respect to matters with which it is pe- 
culiarly well qualified to deal.” 


The Commission said it accordingly 
reopened the proceeding for further 
hearing by order of May 18, 1950. The 
government, it said, later intervened 
and filed a petition in which it asked 
that the questions presented be con- 
sidered on brief and oral argument only 
“for the particular purpose of assisting 
the Commission in finding and deter- 
mining that the exclusive agency pro- 
visions . . . have not been previously 
approved by the Commission,” and “do 
not constitute a necessary or essential 
ingredient of or adjunct to the pooling 
arrangement and division of earnings 
agreement approved as aforesaid.” The 
Commission said the further hearing was 
cancelled. 





Sale of Sulzberger Motor 
Rights Approved by I.C.C. 


McKay and MacLeod Corp., of Sal- 
amanca, N.Y., and Willard Sulzberger 
Motor Co., of Passaic, N.J., have obtained 
authority from the Commission, division 
4, for purchase by the former of common- 
carrier operating rights of the latter 
for $10,000. 


By a report in MC F-4605, Bruce Mac- 
Leod—Control; McKay and MacLeod 
Corp. — Purchase (Portion) — Willard 
Sulzberger Motor Co., the Commission 
also approved acquisition by Bruce Mac- 
Leod of control, through the purchase, 
of the operating rights involved in the 
transaction. 


It was shown in the report that Sulz- 
berger had certain motor contract car- 
rier authority and that the common car- 
rier rights to be acquired by McKay and 
MacLeod Corp. covered transportation of 
general commodities, with exceptions, 
between New York City, on the one 
hand, and, on the other, points in four 
New Jersey counties, restricted against 
transportation of lumber between New 
York City and Passaic and points within 
15 miles of Passaic, and of bakery goods 
and roofing material between Passaic 
and points within 15 miles thereof, on 
the one hand, and, on the other, points 
in New Jersey and New York, over ir- 
regular routes. McKay and MacLeod, 
the Commission said, had regular-route 
motor common carrier rights for trans- 
portation of general commodities be- 
tween Jamestown and New York, N.Y. 
It said that that carrier was aware that 
“through operations under the unified 
rights must be performed through New 
York City as a gateway, and that a clear 
distinction must be maintained between 
the regular and’irregular-route services 
authorized under rights held.” 
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1.C.C. Withdraws Earlier 
Grant of Rights to Two 


Oil Trucking Companies 


By a report on reconsideration the 
Commission has withdrawn from two oil 
trucking companies the operating rights 
granted to them in a prior report, leaving 
E. Brooke Matlack, Inc., as the sole holder 
of the considered motor common carrier 
authority to transport petroleum products 
in bulk, in tank vehicles, from Eagle 
Point, N.J., over irregular routes to 
points in Delaware, Maryland, Pennsyl- 
vania and the Washington, D.C., com- 
mercial zone. 

Commissioner Rogers wrote a dissent 
to which Commissioner Mahaffie sub- 
scribed. 

The report on reconsideration was 
issued in MC 107403, Sub. 80, E. Brooke 
Matlack, Inc., Extension—Eagle Point, 
N.J., embracing MC 104347, Sub. 59, 
Leaman Transportation Corp., Extension 
—Eagle Point, and MC 102616, Sub. 463, 
Coastal Tank Lines, Inc., Extension— 
Eagle Point, N.J. Reference was made 
to the prior report, decided April 28, 
1950, by division 5. 

The Commission said the proceedings 
were reopened for reconsideration “on 
the present record” on petition of inter- 
vening Trunk Line Territory Railroads 
except the Chesapeake & Ohio. It noted 
that division 5 had stated, in the prior 
report, that The Texas Co., was building 
a refinery at Eagle Point that, when 
completed, would consist of five incre- 
ments, each to be a complete production 
unit with a clearing capacity of about 
40,000 barrels daily, and that the shipper 
contended its volume of traffic on com- 
pletion of the refinery at Eagle Point 
would be beyond the capacity of any one 
motor carrier and so desired to have the 
services of Matlack, Leaman and Coastal 
made available to it. 

“In the prior report herein,” said the 
Commission, “the division stated that 
in its opinion Matlack might at the out- 
set be able to handle the involved traffic 
but that when full production was 
reached at the refinery the services of 
all three applicants would be required. 
We have reviewed the evidence and are 
now of a different opinion in the matter. 
While the shipper’s plans call for the 
construction of five increments at the 
refinery, each with a clearing capacity of 
40,000 gallons daily, only one increment 
will be immediately constructed and the 
other four, if and when they are needed. 
The record does not disclose the amount 
of traffic that will be shipped from the 
refinery nor to what extent, if any, it 
will exceed. the present volume which 
will be diverted from the storage facilities 
serving the area. Furthermore, the 
shipper proposes to use all forms of trans- 
portation from the refinery and will 
utilize the proposed services of the three 
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applicants only when it finds it expedient 
and advantageous to do so... Matlack 
has been able to supply substantially all 
of the shipper’s motor transportation 
needs within the area sought and has 
additional equipment available to handle 
its traffic if needed. The shipper has 
failed to show by affirmative evidence 
that motor carrier services in addition 
to Matlack’s are needed to handle its 
transportation requirements at Eagle 
Point. In the circumstances we shall 
authorize Matlack to conduct the pro- 
posed service to the extent shown in our 
findings herein, and deny the applications 
of Leaman and Coastal...” 

The Commission said the interveners 
maintained that, since the destination 
territory was presently served by Matlack 
from storage facilities at Baltimore, Md., 
Bayonne, N.J., and Claymont, Del., the 
diversion of traffic from these points to 
Eagle Point (about 10 miles south of 
Camden, N.J.) would idle certain of Mat- 
lack’s equipment that would be available 
to serve the new location, and that Mat- 
lack should be the carrier to receive any 
authority the Commission might grant. 

Commissioner Rogers said in his dissent 
that a majority of division 5, in the prior 
report, had construed the evidence of 
record in this proceeding to justify grant- 
ing each of the applicants authority to 
serve Eagle Point. 

“This evidence,” he continued, “showed 
that motor carrier service was not avail- 
able at that point and that Matlack ad- 
mitted that during peak periods addi- 
tional motor carrier service is needed. 
We concluded that the service of three 
carriers was required by the public con- 
venience and necessity. On reconsidera- 
tion of the record I see nothing to change 
this evaluation of the evidence.” 


M.P. Reorganization Claims 
Halved by I.C.C. 


By a report and order in Finance No. 
9918, Missouri Pacific Railroad Co. Re- 
organization, the Commission, division 4, 
has fixed $763,763.36 as the maximum 
allowances to be paid out of the debtors’ 
estate as compensation for services 
rendered and reimbursement of expenses 
incurred by parties in interest and their 
counsel in connection with the proceed- 
ing and the plan in the period, generally, 
from January 8, 1945, to March 27, 1950. 

A total of $1,510,529.50 had been asked 
by the parties. 

The major reductions in the amounts 
claimed were as follows: Manufacturers 
Trust Co., corporate trustee, M. P. first 
and refunding mortgage, and counsel, 
from $88,173.85 to $38,173.85; Alleghany 
Corporation, majority common stock- 
holder, counsel, and expert, from $148,- 
517.24 to $86,545.88; Missouri Pacific Rail- 
roads Co., debtor, chairman of the board, 
secretary-treasurer, and counsel, from 
$254,513.59 to $110,575.95; Comstock 
group of secured serial bondholders and 
counsel, $122,455.12 claimed, nothing al- 
lowed; International-Great Northern 
first mortgage bond committee, secretary, 
counsel, and expert, from $134,787.96 to 
$63,783.84; convertible bondholders group 
counsel, from $92,773.53 to $15,191.04. 


Motor Authority Correction 


In the digest of the first six grants 
or denials of authority under “Commis- 
Sion Motor Reports” in the February 10 
Issue of the TRAFFIC WoRLD, page 45, the 


words “permit proposed” or “certificate 
proposed,” or “denial of certificate pro- 
posed,” were used. 

As the reports named were those of 
the Commission, the language should 
have been “permit granted,” or “cer- 
tificate granted,” or “certificate denied,” 
since the reports indicated the action of 
the Commission and not the proposals 
of examiners or of joint boards. 

The six proceedings were: MC-15167, 
Sub. 14, Paul F. Cullum, dba Cullum 
Trucking Co., Jersey City, N.J., Exten- 
sion—Washington, D.C.; MC-107496, Sub. 
18, Ruan Transport Corporation, Des 
Moines, Ia., Extension—Carler Lake; 
MC-107515, Sub. 29, Refrigerated Trans- 
port Co., Inc., Atlanta, Ga., Extension— 
Poultry; MC-107831, Sub. 1, Keystone 
Express & Storage Co., Lancaster, Pa., 
Extension—New England Points; MC- 
109490, Sub. 2, H. W. Heding, dba H. W. 
Heding Truck Service, Union Center, 
Wis., Extension—General Commodities; 
and MC-111103, Protective Motor Serv- 
ice Co., Inc., Philadelphia, Pa., Contract 
Carrier. 


Strike Demurrage Charges 
In Brewers’ Case Held 
Inapplicable in Pait 


The Commission, division 3, has found 
demurrage charges collected on numerous 
carloads of grain, malt, and other com- 
modities held at Cincinnati, O., during 
a teamsters’ union strike, inapplicable 
in certain instances. In a proceeding 
brought by three Cincinnati brewing com- 
panies it has found the applicable 
charges not shown unreasonable, and 
has awarded reparation. 

A report and order were issued in No. 
30468, Burger Brewing Co. et al. v. 
Baltimore & Ohio Railroad Co., in which 
Burger, and the Hudepohl and Red 
Top brewing companies alleged that de- 
murrage charges sought to be collected 
for detention of numerous carloads of 
grits, hops, rice, malt and other brewers’ 
materials at Brighton Station, Cincin- 
nati, in and after the strike, in Novem- 
ber and December, 1947, were inapplica- 
ble and unreasonable. 

The Commission said the issues in- 
volved two questions: (1) The method of 
computing the number of days of deten- 
tion; and (2) the measure of the demur- 
rage charges properly assessable during 
the strike. The issues were interrelated, 
it said, adding that the first issue was 
directly dependent on whether the tracks 
on which the shipments were placed for 
unloading were public delivery tracks or 
“other than public delivery tracks” as 
the latter term was defined in the rail- 
road’s applicable demurrage: tariff, Agent 
B. T. Jones, I.C.C. No. 3693. 

It said the complainant brewing com- 
panies contended that portions of the 
assailed charges were inapplicable be- 
cause the unloading time was computed 
in certain instances from the date of 
constructive placement rather than from 
the time the cars were actually placed 
on the unloading tracks. 


“Rule 5, section A-1, of the demurrage 
tariff,” said the Commission “provided 
that, when delivery of a car consigned 
or ordered to an industrial interchange 
track, or to an other-than-public-de- 
livery track, could not be made because 
of congestion of the track, constructive 
placement should be made by holding the 
car at the nearest available point and 
giving the consignee notice of its being 
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held awaiting actual placement, in which 
event time consumed in unloading would 
be computed from the morning follow- 
ing constructive placement. 

“In the case of cars to be unloaded in 
a designated public-delivery yard, the 
rule provided in section B-1, that if the 
designated track should be fully oc- 
cupied, the carrier would give notice to 
the consignee that delivery could be made 
upon another track, in which event 
the unloading time would be computed 
from the first morning after actual place- 
ment upon the alternate track. If the 
consignee served the carrier with notice 
that it would accept delivery only on the 
originally designated track, the carrier 
could hold the car until space upon that 
track should be available, subject to the 
accrual of demurrage.” 


Commission Findings 


The Commission found that the 
“Township Avenue tracks Nos. 1 and 2” 
of the B. & O. (assigned in 1946 to 
Red Top for its exclusive use in loading 
and unloading carload shipments other 
than bulk malt, grits, or grain, by the 
railroad’s district freight agent) were 
other than public delivery trucks within 
the meaning of item 5(c), of the rail- 
road’s demurrage tariff defining such 
tracks. It found, however, that other 
tracks involved, including a_ so-called 
“malt track,” used by the complainant 
brewing companies for the unloading of 
the cars on which the assailed charges 
were assessed, were public delivery 
tracks, and, except in those instances 
where the railroad complied with rule 
5, section B-1, of its demurrage tariff, 
the assailed charges were applicable 
only to the extent that the unloading 
time was computed from actual place- 
ment. 

It also found that provisions of rule 
8, section G, of the demurrage tariff, 
entitled “Interference due to strikes,” 
were not applicable in connection with 
the shipments on which the assailed 
charges were assessed, but that the 
charges otherwise provided in the rail- 
road‘s demurrage tariff and in the 
Commission’s service order No. 775, De- 
murrage on Railroad Freight Cars (is- 
sued October 9, 1947), were applicable. 

The Commission found the assailed 
charges, to the extent that they exceed- 
ed those arrived at in accordance with 
the aforementioned findings, were in- 
applicable. 


It said that rule 8, section G, pro- 
vided, among other things, that: “When 
because of a strike of its employes, it is 
impossible for the consignee to unload 
cars, detention to the cars due to that 
cause ... will be charged for at the rate 
of $1.20 per car day or fraction of a 
day, including Sundays and legal holi- 
days without free time allowance.” 


The Commission said the evidence was 
inconclusive that the complainant brew- 
ing companies exercised such control 
over the drivers of Richter Transfer Co., 
as to constitute them, even temporarily, 
the drivers of the complainant. It said 
it was therefore of the opinion that the 
charge of $1.20 a car day provided in the 
rule was inapplicable. Richter Transfer 
Co., it said, was under contract to unload 
and truck bulk grain and other materials 
from the railroad to the plants of the 
complainants. 

The Commission said that because of 
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frequent changes in the positions of the 
parties, and the insufficiency of evidence 
in other respects, it was not practicable 
on the record to determine definitely 
whether the charges assessed against cer- 
tain individual cars were applicable. 

“Our findings will, however, enable the 
parties to compose the questions at is- 
sue affecting the applicable charges by 
determining the existing undercharges 
or overcharges, as the case may be,” it 
said. 


COMMISSION REPORTS 


An asterisk before the docket number 
means that the report will not be printed 


in full in the permanent series of Com- 
mission reports. Mimeographed copies of 
such reports in full may be obtained by 
Prompt application to the Commission. 





Prefabricated Houses 


No. 30375, Green Lumber Co. v. Illinois 
Central Railroad Co., et al. By division 
3. Found unreasonable rates. on pre- 
fabricated houses, in sections, unas- 
sembled, carloads, from Laurel, Miss., 
to North Platte, Neb., and Bismarck and 
Riverdale Junction, N.D., to the extent 
they exceeded 27.5 per cent of the first- 
class rates in effect August 21, 1947, sub- 
ject to general increases authorized for 
building woodwork and millwork on and 
after October 6, 1947, and for the future, 
to the extent they might exceed 22.5 
per cent of the first-class rates in effect 
August 21, 1947, subject to general in- 
creases as aforementioned, and _ subject 
to minima of 24,000 pounds for cars 40 
feet 7 inches or less in length, and 30,000 
pounds for longer cars. Reparation 
awarded. 


Culvert Pipe 


No. 30498, H. V. Johnston. Cul- 
vert Co. et al. v. Chicago & North 
Western Railway Co., et al. By di- 
vision 3. Dismissed, on finding ap- 
plicable rates charged on iron or steel 
culvert pipe, carloads, from Sharonville, 
O., to Aberdeen, S.D., and Fargo, N.D. 
The Commission said charges were col- 
lected at the fifth-class rate of 98 cents a 
100 pounds, and of 97 cents on other 
shipments, depending on the .routing, 
under a classification description naming 
culverts in an item on miscellaneous 
building or paving materials. 


Tin Cans 


No. 30552, Russell & Decker Co. v. 
Central of Georgia Railway Co., et al. 
By division 3. Dismissed. Applicable 
charges on four carloads of tin cans from 
Tampa, Fla., to Waynesboro, Ga., re- 
consigned to Monticello, Ga., determined, 
and found not shown to have been un- 
reasonable. The Commission found that 
the applicable rates were: On two ship- 
ments originated June 28, 1946, a combin- 
ation rate of $1.15 a 100 pounds, composed 
of 74 cents to Waynesboro and 41 cents 
beyond; and on shipments originated 
July 1 and July. 2, 1946, a combination 
rate of $1.21; composed of 78 cents to 
Waynesboro and 43 cents beyond. It 
said that the latter two shipments had 
been undercharged, and that charges 
collected were stated to have been based 
on a joint rate from Tampa to Waynes- 








boro of 74 cents on two ears moved 
prior to July 1, 1946;:a joint rate of 78 
cents to Waynesboro on the other two 
cars, and a rate of 41 cents from Waynes- 
boro to Monticello on all four shipments. 


Auto Body Parts 


No. 30176, The Weiman Co. v. Chi- 
cago, Indianapolis & Louisville Railway 
Co., et al., embracing No. 30459, Provi- 
dence Body Co. v. Baltimore & Ohio Rail- 
road Co., et al. By division 3. Found in- 
applicable in No. 30176 a rate of 32 cents 
a 100 pounds on 54 carload shipments of 
wooden automobile body parts, without 
metal attachments, preservatively 
treated with one coat of primer, a coat 
of sealer, and a coat of enamel, from 
New Albany, Ind., to Rockford, IIl., be- 
tween August 4, 1943, and May 18, 1945. 
Applicable rates found to have been 37 
cents on shipments made prior to Novem- 
ber 8, 1943, and 30 cents on shipments 
on and after that date, and those rates 
found not to have been unreasonable. 
Reparation awarded on shipments after 
November 8, 1943. In No. 30459, found 
applicable a rate of 53 cents a 100 
pounds charged on shipments of like 
commodities from Louisville, Ky., to 
Olneyville, R.I., between April 5 and 
December 3, 1944, and that rate found 
not shown to have been unreasonable. 


Sewage Sludge 


I. and S. No. 5840, Sewage Sludge, 
Illinois and Wisconsin to Florida. By 
division 3. Suspension order vacated as 
of February 26, and proceeding discon- 
tinued, Increased rates found to result 
from proposed change in method of pub- 
lication of rates on dry sewage sludge, 
carloads from Chicago and Milwaukee, 
and on tankage, from Carrollville, Wis., 
Chemical and East. St. Louis, Ill., and 
Carteret, N. J., to designated points in 
the. south, and such increased rates 
found just and reasonable and not other- 
wise unlawful. By schedules filed to be- 
come . effective September 5, 1950, re- 
spondent rail carriers parties to Agent 
C. W. Boin’s tariff I1.C.C. No. A-816, pro- 
posed the change in the method of pub- 
lishing the aforementioned rates. On 
protest of the International Minerals & 
Chemical Corporation, of Chicago, the 
schedules were suspended to and in- 
cluding April 4. Under the proposed 
publication, the Commission said, the 
applicable rates would be maintained in 
one tariff, without reference to so- 
called master tariff of increases au- 
thorized on and after December 5, 
1946. ‘The Commission observed that 
base rates on the involved traffic were 
depressed to meet water competition. It 
also said that while the respondents in 
publishing the proposed rates had done 
so without regard to the maximum in- 
creases of 6 and 8 cents a 100 pounds 
permitted on fertilizer and articles “as 
and when taking fertilizer rates,” the 
carriers had observed as maxima the 
rates on other types of fertilizer. 


Lumber 


No. 30523, Wm. Cameron & Co. v. 
Atchison, Topeka & Santa Fe Railway 
Co., et al. By division 3. Found unrea- 
sonable rates on lumber, carloads, from 
points in California, Idaho, Montana, 
Nevada, Oregon, and Washington, manu- 
factured in transit at Waco, Tex., into 
building woodwork and the products 
shipped thence in mixed carloads with 

sash, doors, blinds, and frames, to points 
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in Southern Territory. Rates assailed 
found to be, and for the future to be, 
unreasonable to the extent that they ex- 
ceed or may exceed, rates concurrently 
maintained on sash, doors, blinds, and 
frames from and to the same points, the 
shipments from the transit point to con- 
sist of building woodwork (house trim) 
as described in a footnote to the report, 
in mixed carloads with sash, doors, blinds, 
and frames, subject to the carload mini- 
mum weight and other requirements and 
restrictions now applicable on like traf- 
fic from the same origins to the south- 
west, as published in Kipp’s tariff I.C.C. 
No. 1504. Prescribed rates ordered estab- 
lished on or before May 25, on 30 days’ 
notice. 


Alcoholic Liquors 


I. and S. M-3203, Alcoholic Liquors, 
Ind., Ky., & Ohio to St. Louis. Motor 
common commodity reduced rates pro- 
posed in Schedules filed to become ef- 
fective December 30, 1949, and later, by 
nine motor common carrier members of 
Central States Motor Freight Bureau, 
minimum 20,000 and 30,000 pounds, on 
alcoholic liquors, N.O.I., in glass, in bar- 
rels or boxes, or in bulk in barrels, from 
Cincinnati, O., Lawrenceburg, Ind., and 
Shively, Louisville, and Owensboro, Ky., 
and points grouped with those origins, 
to East St. Louis, Ill., and St. Louis, 
Mo., and points grouped therewith, found 
not shown to be just and reasonable. The 
schedules were suspended on protest of 
the bureau to and including July 29, 
1950. Schedules of seven respondents be- 
came effective July 30, 1950, of one on 
August 3, 1950, and of another November 
4, 1950. The Commission said it failed 
in the exercise of its power to order 
cancelled rates not shown in the public 
interest, if rates on articles which could 
and properly should bear a relatively 
high transportation charge, such as alco- 
holic liquors, were allowed to gravitate 
to the lower segment of the rate scale 
without a convincing showing that such 
traffic would be bearing its full share 
of the transportation burden and was 
otherwise lawful. Such a showing had 
not been made, it said. The schedules 
were ordered cancelled on or before 
March 30, on one day’s notice. 


Grain 


No. 30449, Port Huron Elevators, Inc., 
v. Port Huron & Detroit Railroad Co., 
et al. By division 2. Dismissed. Found 
not shown to be unreasonable or unduly 
prejudicial failure of the P. H. & D. to 
maintain a storing-in-transit arrange- 
ment at Marysville, Mich., and back-haul 
charges in connection with the estab- 
lished joint rates on grain and edible 
beans, carloads, from points in Central 
Territory to points beyond in Central, 
Trunk-Line, and New England terri- 
tories, and for export. 


Hosiery 


No. 30301, Embassy Distributing Co., 
Inc. v. Western Carloading Co., Inc. By 
division 2. Found applicable and not 
shown to have been unreasonable or 
unjustly discriminatory, freight forwarder 
charges on hosiery, in less-carload ship- 
ments, from New York, N.Y., Hagerstown, 
Md., and Philadelphia and Reading, Pa., 
to Long Beach, Calif., since July 1, 1948. 
Tariff provisions authorizing a 25 per 
cent penalty to be imposed if the true 
nature of a commodity is determined 
after the shipment has been loaded into 
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a car found unreasonable and respondent 
required to cancel that item from its 
current tariff by March 24 on one day’s 
notice. 


Top-Ice 


No. 30425, Chase & Co. v. Atlantic 
Coast Line Railroad Co., et al. By divi- 
sion 3. Found applicable, charges sought 
to be collected for the transportation of 
top-ice, based on the amounts of ice 
placed in the cars, from origins in Flor- 
ida to interstate destinations. Applicable 
charges found unreasonable to the ex- 
tent they exceeded charges based on the 
amounts of ice remaining in the cars 
when tendered for movement. Defend- 
ants authorized to waive collection of 
undercharges down to basis found rea- 
sonable. 


Window Assemblies 


No. 30426, Morris de Lee v. Southern 
Pacific Co., et al. By division 3. Rates 
charged on six carloads of vehicle win- 
dow assemblies from Detroit, Mich., to 
Culver City, Calif., November 22, 1947, 
to January 21, 1948, found inapplicable. 
Applicable rate found to have been $3.29 
a 100 pounds, plus authorized emergency 
increases in effect on the dates of ship- 
ment. Applicable rate, plus the in- 
creases, found not shown to have been 
unreasonable, and reparation awarded. 


RAILROAD ABANDONMENTS 


Ironton 


The Commission, division 4, has issued 
a “memorandum to the press” announc- 
ing approval of a request by The Iron- 
ton Railroad Co., joined by the Lehigh 
Valley and Reading Co., joint lessees of 
the applicant, for permission to aban- 
don, and abandon operation of, a portion 
of track extending from Siegersville sta- 
tion, about 390 feet, to the end of the 
branch, in Lehigh county, Pa. 


P.&A. 


By a report and certificate in Finance 
No. 16995, Pennsylvania & Atlantic Rail- 
road Co., et al. Abandonment, the Com- 
mission, division 4, has permitted aban- 
donment by the P. & A., and abandon- 
ment of operation by the Union Trans- 
portation Co., of a portio™ of a line, 5.5 
miles, in Mercer and Monmouth coun- 
ties, N.J., from Hightstown to Shrews- 
bury Road. The Commission said that 
the line was in the path of a modern 
public highway being constructed by the 
New Jersey Turnpike Authority, con- 
struction of which had been held up 
pending disposition of the proceeding. 
It said that the fact that the line had 
hot been operated for more than 5 years 
was ample proof that there had been 
- demand for the service it once pro- 
vided. 


S.N. 


Three applications have been filed with 
the Commission, involving removal of 
trackage in Sacramento, Calif., an ex- 
tension of lines in that city, and trackage 
rights. 

In Finance No. 17248, the Sacramento 
Northern Railway asks permission to 
abandon about three miles of tracks on 
“C” Street and Alhambra Boulevard. 


The railroad said that the City of Sac- 


ramento had asked that it remove the 
rail line from the public streets because 
of the hazard, noise nuisance and traffic 
congestion resulting from operation of 
the line. It said that no industries were 
located on the line to be abandoned. 

In Finance No. 17249, the Sacramento 
Northern and the Western Pacific Rail- 
road Co. asked authority to construct an 
extension of their lines in Sacramento, 
and in Finance No. 17250, the. Sacra- 
mento Northern asked authority to ac- 
quire trackage rights over the Western 
Pacific, thus rerouting the S. N. main 
line by constructing the connection with 
the W. P. tracks in the vicinity of “C” 
and 19th Streets and by operating over 
the W. P. tracks to a connection be- 
tween the two railroads. 


COMMISSION MOTOR REPORTS 


An asterisk before the docket number 
means that the report will not be printed 


in full in the permanent series of motor 
carrier reports of the Commission. Mime- 
ographed copies of such reports in full 
may be obtained by prompt application 
to the Commission. 





* MC-3581, Sub. 1, The Motor Convoy, 
Inc., Hapeville, Ga., Extension—Automo- 
biles. Certificate granted. Over irregular 
routes (1) automobiles and trucks, fin- 
ished or unfinished, tractors and chassis, 
driveaway and truckaway, (a) in initial 
movements, from Hapeville, Ga., and 
points within one mile thereof to points 
in Ala., Fla., Ga., Miss., N.C., S.C., and 
Tenn., and (b) in secondary movements, 
between points in states named in (a), 
including Georgia, with certain restric- 
tions; and (2) automobile and truck 
bodies and cabs, automobile show equip- 
ment, paraphernalia, and display mate- 
rial, between points in states named in 
1 (a), applicant to ask cancellation of 
permit in MC-22112 and notice of con- 
summation of transfers in MC-FC 52435. 


MC-78261, Sub. 22, Helen Lipson, Ex- 
ecutrix, and Sidney R. Tarkoff, Executor, 
of the Estate of Harry Ratner Deceased, 
dba Midwest Transfer Co., Chicago, IIL, 
Extension—Special Commodities, em- 
bracing MC-107640, Sub. 4, Midwest 
Transfer Co. of Illinois, Extension—Fenc- 
ing Materials. Permit granted in MC- 
78621, Sub. 22, heavy industrial chemi- 
cals, glass containers, glassware, and 
bottle caps, insulating materials, and 
other special commodities, from and to 
certain points in Ind., Ill., Mich., Mo., 
Ky., Wis., Ia.,O., and Pa. Permit granted 
in MC-107640, Sub. 4, specified commodi- 
ties from certain points in Ill. to points in 
Ky., Ia., and described parts of Mich., 
Minn., and Mo. 


* MC-109844, Sub. 2, Salem County 
Coach Co., Penns Grove, N.J., Extension 
—New York. Certificate granted. Pas- 
sengers and baggage in round-trip 
charter operations beginning and end- 
ing at Chester, Pa., and extending to 
New York, N.Y., Newark, Atlantic City, 
Trenton, Wildwood, and Asbury Park, 
N.J., Mt. Vernon, Richmond and Cape 
Charles, Va., Baltimore, Sparrows Beach, 
Salisbury, Cambridge and Marydel, Md., 
District of Columbia and points in Del., 
over irregular routes. 


*MC-73464, Sub. 66, Jack Cole Co., Inc., 
Birmingham, Ala., Extension—General 
Commodities. Certificate granted. Chem- 
ical insecticides, from the Huntsville 
Arsenal, near Huntsville, Ala., to New 
York, N.Y., restricted to shipments hav- 
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ing an immediately subsequent movement 
by water, over irregular routes. 

*MC-2027, Sub. 1, T. A. Kirchner, Loh- 
man, Mo., Extension—Burlington, Wis. 
Certificate granted. Animal and poultry 
feed concentrates, from Burlington, Wis., 
to points in Mo., over irregular routes, 
applicant to conduct such operations 
separately from its private carrier ac- 
tivities, maintain separate accounting 
systems, and not transport property both 
as a for-hire and a private carrier in the 
same vehicle at the same time. Com- 
missioner Lee dissented. 


*MC-29885, Sub. 56, Dallas & Mavis 
Forwarding Co., South Bend, Ind., Ex- 
tension—Truckaway Service, embracing 
MC-43038, Sub. 356, Commercial Carriers, 
Inc., Extension—Same. Certificates 
granted. In MC-29886, Sub. 56, trucks 
and truck chassis, in truckaway serv- 
ice, in initial movements, from Warren 
Township, Macomb county, Mich., to 
points in Ariz., Calif., Colo., Idaho, N.M., 
Ore., Tex., and Utah, over irregular 
routes. In MC-43038, Sub. 356, trucks 
and truck chassis, initial movements, 
truckaway service, from Warren Town- 
ship, to points in Mass., N.J., N.C., Ore., 
S.C., Wash., and in Ramsey and Henne- 
pin counties, Minn., over irregular routes. 


*“MC-77874, Sub. 4, Alvin D. Frey, 
Hanover, Pa., Extension—Oak Hall. Per- 
mit granted. Over irregular routes, 
canned fruits and vegetables from Oak 
Hall and Mt. Holly Springs, Pa., to points 
in Mass., Conn., R.I., Vt., N.H., Md., Del., 
Va., W.Va., N.C., O., Ky., and D.C., and 
empty cans from Baltimore, Md., to Oak 
Hall and Hanover. 


*MC-94201, Sub. 27, Ralph M. Bow- 
man, dba Bowan Transportation Co., 
Permit granted. (1) Lumber and wooden 
posts and piling, from Mena and points 
within 2 miles thereof, to points in Tex., 
Okla., Kan., Mo., Ia., and Neb.; (2) 
lumber, from Hatfield, Ark., to points in 
Tex., Okla., Kan., and Mo.; and (3) 
wooden posts and piling, from Panama, 
Okla., to points in Kan. and Tex., over 
irregular routes. 


*MC-108560, Sub. 1, Florida and New 
York Motor Lines, Inc., New York. N.Y., 
Extension—General Commodities. Cer- 
tificate denied. General commodities, 
with exceptions, between points in the 
New York, N.Y., commercial zone and, 
points in N.J., on the one hand, and, on 
the other, points in Fla., over irregular 
routes. 


*MO-109141, Sub. 7, Wyoming Butane 
Gas Co., Casper, Wyo., Extension—Wyo- 
ming. Certificate granted. Liquefied pe- 
troleum gases and natural gasoline, in 
bulk, in tank vehicles, from Durkee, 
Wyo., to points in Wyo., points in de- 
scribed areas of Colo. and Neb., and 
points in Mont., N.D., and S.D. 


*MC-109799, Sub. 2, The Excello Cor- 
poration, New Haven, Conn., Extension— 
Methanol. Permit denied. Methanol, and 
formaldehyde, in bulk in tank trucks, 
from named points in Conn. and Mass., 
to specified points in Conn., Mass., and 
R.I., over irregular routes. 


*MC-110713, Sub. 2, Merritt L. Bardo, 
Linden, Pa., Extension—Virginia. Permit 
granted. (1) Unglazed clay products, 
from Mill Hall, Pa., to points in Va. and 
W.Va., and (2) clay sewer pipe and clay 
flue liners, from Patton, Pa., to points 
in N.Y., Va., and W.Va., and to Cumber- 
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land, Hagerstown, Hancock, and Salis- 
bury, Md., over irregular routes. 


*MC-111298, James H. Devine and Wil- 
bur L. Dean, dba Perishable Food Express, 
Kansas City, Mo., Common Carrier. Cer- 
tificate denied. Packing house products, 
dairy products, and fresh or frozen fruits 
and vegetables in containers, from Kan- 
sas City, Mo., to points in Ala., Ga., and 
Fla., serving certain intermediate and 
off-route points, and rejected shipments 
of the aforementioned commodities, fresh 
or frozen fruits and vegetables, and fresh 
or salt-water fish, shell fish, and sea- 
foods of all kinds, fresh or frozen, in 
containers, on return. 

MC-106544, Sub. 6, W. J. Halloran 
Trucking Co., Providence, R.I., Exten- 
sion—Heavy Commodities. On reconsid- 
eration, certificate denied. Commodities 
requiring specialized handling and spe- 
cial equipment for the transportation 
thereof and/or rigging, between points 
in R.I., on the one hand, and, on the 
other, points in Me., N.H., Vt., Mass., 
Conn., N.Y., N.J., Del., Md., Pa., Va., and 
D.C., over irregular routes. 


UNCONTESTED FINANCE CASES 


Report and order in F.D. No. 17167, In- 
terstate Railroad Co. Equipment Trust Cer- 
tificates, granting authority to assume ob- 
ligation and liability, as guarantor, in 
respect of not exceeding $700,000 of Inter- 
state Railroad equipment-trust certificates, 
series H, to be issued by the Fidelity-Phila- 
delphia Trust Co., as trustee, and sold for 
$696,378.80 (approximately 99.4826 per cent 
of par) and accrued dividends and the pro- 
ceeds, together with other funds used in 
the acquisition of certain additional equip- 
ment. Approved. | 





* * 


Report and order in F.D. No. 17197, Bur- 
lington-Rock Island Railroad Company 
Lease, Joint lease by Chicago, Rock Island & 
Pacific Railroad Co. and Fort Worth & Den- 
ver City Railway Co. of the Burlington-Rock 
Island from Waxahachie to Houston, Tex., 
with trackage rights over the Gulf, Colorado 
& Santa Fe between Houston and Galveston, 
as an extension for 99 years of an existing 
lease. Approved. 

ca * * 

Report and order in F.D. No. 17200, Great 
Southern Trucking Co. Note, granting au- 
thority to issue a secured installment 
promissory note in the principal amount 
not to exceed $285,000, to evidence a loan 
for a like amount to finance a part of the 
cost of constructing a new freight terminal. 
Approved. 

a a * 

Report and order in F.D. No. 17208, Seat- 

tle Union Stockyards Co. Lease. Approved. 
* « * 


Report and order in F.D. No. 17215, Mer- 
chants Motor Freight, Inc. Note, granting 
authority to issue at par a secured promis- 
sory note for not exceeding $480,986.87, the 
proceeds to be used to purchase certain 
motor vehicles and to provide additional 
working capital. Approved. 


* * * 


Report and order in F.D. No. 17220, United 
New Jersey Railroad & Canal Co. Bonds, 
(1) granting authority to the United New 
Jersey Railroad & Canal Co. to issue not 
exceeding $5,669,000 of general-mortgage 234- 
percent bonds, to be delivered to the Penn- 
sylvania Railroad Co. at par to reimburse 
it for paying a like principal amount of 
general-mortgage 312-percent bonds, due 
March 1, 1951, of the first-named company; 
and (2) granting authority to the Pennsyl- 
vania Railroad Co. to assume obligation and 
liability, as lessee and guarantor, in respect 
of the bonds herein authorized to be issued, 
and to sell them at 98.4059 percent of par 
and accrued interest, the proceeds to be used 
for its corporate’ purposes. Approved. 

* ~ - 


Report and order in F.D. No. 17222, Nash- 
ville, Chattanooga & St. Louis Railway 
Equipment Trust Certificates, granting au- 
thority to assume obligation and liability in 
respect of not exceeding $2,415,000 of Nash- 

















ville, Chattanooga & St. Louis Railway 
equipment trust, series G, 242 per cent serial 
equipment-trust certificates, to be issued by 
the United States Trust Co. of New York, as 
trustee, and sold at 99.229 and accrued divi- 
dends in connection with the procurement 
of certain new equipment. Approved. 


MOTOR FINANCE CASES 


MC-F-4260, Francis P. Mutrie, et al.—Con- 
trol; P. B. Mutrie Motor Transportation, 
Inc.—Purchase (Portion)—Jones —— 
tion Corporation. Application of ~~ 
Mutrie Motor Transportation, Inc., Boston, 
Mass., for authority to purchase certain op- 
erating rights of Jones Transportation Cor- 
poration, West Brookfield, Mass., and of 
Francis P., George J., and James E. Mutrie 
for authority to acquire control of the 
rights, denied. 


* * * 


MC-F-4314, Cecil Vernon—Control; Mid- 
States Freight Lines, Inc.—Purchase (Por- 
tion)—Thomas W. Doran. Purchase by Mid- 
States Freight Lines, Inc., Chicago, Ill., of 
certain operating rights of Thomas W. Doran, 
dba The Consolidated Cartage, Buffalo, N.Y., 
and acquisition of control of the rights by 
Cecil Vernon, approved, subject to condi- 
tions. 

ok cd * 


MC-F-4429, N. Demos—Control; Kenosha 
Auto Transport Corporation—Purchase (Por- 
tion)—Curtis Keal Transport Co., Inc. Ap- 
plication of Kenosha Auto Transport Corpo- 
ration, of Kenosha, Wis., to purchase certain 
operating rights of Curtis Keal Transport 
Co., Inc., of Cleveland, O., and of N. Demos 
to acquire control of the rights, denied. 

* * * 


MC-F-4472, Galen J. and Carroll J. Roush 
—Control; Roadway Express, Inc.—Purchase 
—Owenton Motor Express, embracing MC-F- 
4529, Same—Control—Roadway Express, Inc. 
—Purchase—Dorothy Boswell Senske, and 
H. A. Davis. Purchase by Roadway Express, 
Inc., of Akron, O., of (1) the operating rights 
of Owenton Motor Express, of Owenton, Ky., 
(2) the operating rights and certain property, 
and lease of certain other property, of 
Dorothy Boswell Senske, dba Central Freight 
Lines, of Oklahoma City, Okla., and (3) 
the operating rights of H. A. Davis, dba 
Davis Motor Freight, of Wellington, Tex., 
and acquisition of control of the rights 
and property by Galen J. and Carroll J. 
Roush, approved, with conditions. 

* * * 


MC-F-4294, Charles M. Monahan, et al.— 
Control; Monahan Transportation Co., Inc. 
—Purchase (Portion)—Allen Motor Lines, 
Inc. Application of Monahan Transportation 
Co., Inc., of Providence, R.I., to purchase 
certain operating rights of Allen Motor Lines, 
Inc., of Waterbury, Conn., and of Charles 
M. Monahan, Alice G. Monahan, Arthur H. 
Russell, and Anne S. Russell, to acquire 
control of the rights, denied. 

Ok * ok 


MC-F-4597, Raymond A. and Richard E. 
Doran—Control; Ace Doran Hauling & Rig- 
ging Co.—Purchase—Norwood Express & 
Drayage Co., and Richard E. and Raymond A. 
Doran, and Merger—Ace Machinery Movers, 
Inc., embracing MC-F-4598, Edward H. Kap- 
lan, Control; Kaplan Trucking Co.—Pur- 
chase (Portion)—Ace Doran Hauling & 
Rigging Co. Merger into Ace Doran Hauling 
& Rigging Co., of Cincinnati, O., of the 
operating rights and property of Ace Ma- 
chinery Movers, Inc., and purchase by Ace 
Doran of the operating rights of Richard E. 
Doran and Raymond A. Doran, dba Doran 
Transfer & Rigging Co., and of certain 
operating rights of Norwood Express & 
Drayage Co., of Norwood, O., and acquisition 
by Raymond A. and Richard E. Doran of 
control of the rights and property through 
the merger and purchases approved, with 
conditions. Purchase by Kaplan Trucking 
Co., Cleveland, O., of certain operating 
rights of Norwood, and acquisition by 
Edward H. Kaplan of control of the rights 
approved, with conditions. 

* * * 


MC-F-4601, W. R. Massey—Control; Bur- 
lington Truckers, Inc.—Purchase (Portion) — 
W. H. T. Squires, Jr. Purchase by Burling- 
ton Truckers, Inc., Burlington, N. C., of 
certain operating rights and property of 
W. H. T. Squires, Jr., dba Henderson Bonded 
Lines, and acquisition of control of the 
rights by W. R. Massey, approved, with con- 
ditions. 

* ak *& 

MC-F-4649, B. M. Self, et al.—Control; 
Atlanta-Asheville Motor Express, Inc.—Pur- 
chase (Portion)—Georgia Motor Express, 
Inc. Purchase by Atlanta-Asheville Motor 
Express, Inc., Atlanta, Ga., of certain op- 
erating rights of Georgia Motor Express, 
Inc., and acquisition of control of the 
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rights by B. M. Self, E. G. Brock, and T. J. 
Camarata, approved, with condition. 


* * * 


MC-F-4687, Alfred DeMaris — Control; 
Rhode Island Bus Co.—Control—The Short 
Line, Inc. —— by Alfred DeMaris, 
of Providence, R.I., of control of The Short 
Line, Inc., through purchase of capital 
stock, approved. 


* * * 


MC-F-4690, Robert V. Gray—Control; Gray 
Transport, Inc.—Purchase (Portion)—Jeffers 
Drive-A-Way, Inc. Application of Gray 
Transport, Inc., of Detroit, Mich., for author- 
ity to purchase certain operating rights of 
Jeffers Drive-A-Way, Inc., also of Detroit, 
and of Robert V. Gray to acquire control of 
the rights, denied. 


| ORDERS 


Rail Work Stoppage 


Reroute Order Extended 


The effective period of King’s I.C.C. 
order No. 41, authorizing railroads to 
divert traffic because of work stoppages, 
has been extended from 11:59 p.m., Feb- 
ruary 15, until 11:59 p.m., March 15. It 
is the second such extension. 


The action was by amendment No. 2 to 
King’s I.C.C. Order No. 41, under revised 
service order No. 562, Rerouting of Traf- 
fic—Appointment of Agent. Under that 
service order Homer C. King, as the 
Commission’s agent, has power to re- 
route or divert loaded and empty freight 
cars. 


King’s I.C.C. Order No. 41, issued De- 
cember 15, 1950, applied to railroads un- 
able to transport traffic in accordance 
with shippers’ routing, because of work 
stoppage. It authorized them to divert 
such traffic over any available route to 
expedite the movement. 





Heavy Haulers’ Forwarder 


Proceeding Reopened 


By an order in FF-206, Riggers & 
Erectors Service Corporation, Freight 
Forwarder Application, the Commission, 
division 4, has set aside its report in the 
proceeding and reopened the case for 
further consideration (T.W., Jan. 6, p. 
29). 

It said further consideration would be 
given to the question whether the pro- 
posed activities of Riggers & Erectors 
would be those of a broker of trans- 
portation and to the question whether 
the arrangements constituted pooling in 
violation of section 5(1), interstate com- 
merce act. 

The division, by its report and order, 
had dismissed Riggers & Erectors’ ap- 
plication for freight forwarder authority 
and had found that the applicant’s pro- 
posed services were not those of a for- 
warder or of a broker. The applicant 
had sought a permit authorizing it to 
forwarder heavy articles, machinery, and 
structures between all U.S. points. 





Prehearing Meeting Set 


In Barge Line Grain Case 


The Commission has scheduled a pre- 
hearing conference in a proceeding in 
which two privately operated barge lines, 
and the Inland Waterways Corporation, 
the government agency that operates the 
Federal Barge Lines, had filed with the 
Commission a complaint against more 
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than 140 railroads. The complaint in- 
volves rates on grain and all its products 
at points served by the barge lines on 
the Inland Waterway System (T.W., 
Jan. 27, p. 54.) 


By a notice in the proceeding, No. 
30744, American Barge Line Co. et al. v. 
Akron, Canton & Youngstown Railroad 
Co. et al., the Commission set the con- 
ference for March 23, at the Hotel Mark 
Twain, St. Louis, Mo., with Commissioner 
Cross and Examiner Paul O. Carter pre- 
siding. 

“All parties to the proceeding and 
others interested should attend,” said 
the notice. 


Probe of Ala. Intrastate 
Express Rates Ordered 


An investigation into express rates and 
charges of the Railway Express Agency, 
Inc., in Alabama, has been instituted 
by the Commission, division 1. 
issued an order in No. 30748, Alabama 
Intrastate Express Rates and Charges. 

The Commission said that the Agency, 
in a petition dated December 29, 1950, 
asserted that the Alabama Public Serv- 
ice Commission has refused to authorize 
or permit the agency to apply to the 
transportation of express, moving intra- 
state by railroad in Alabama, increases 
in rates and charges corresponding to 
those approved for interstate application 
in Ex Parte No. 169, Increases in Express 
Rates and Charges 1949, 277 I.C.C. 249. 

The order said the investigation was 
to determine whether express rates and 
charges between points in Alabama made 
or imposed by authority of that state, 
caused undue or unreasonable advantage, 
preference, or prejudice between persons 
or localities in intrastate commerce, on 
the one hand, and interstate or foreign 
commerce, on the other hand, or any 
undue, unreasonable, or unjust dis- 
crimination against interstate or foreign 
commerce. 

It. said the investigation was also to 
determine what express rates and 
charges, if any, or what maximum or 
minimum or maximum and minimum ex- 
press rates and charges would be pre- 
scribed. 


M. & P. Assents Date Deferred 


By a.supplemental order in Finance 
No. 17035, Maryland & Pennsylvania 
Railroad Co. Securities Modification, the 
Commission, division 4, has extended 
until and including March 28, the time 
for making assents to a plan of altera- 
tion or modification of the M. & P.’s 
securities and instruments fixed in an 
earlier order (T.W., Jan. 6, p. 29). 


S.W. Rate Relief Granted 


By an order in No. 13535 et al., Consoli- 
dated Southwestern Cases, the Commis- 
sion, division 3, on petition of the car- 
rier respondents in those proceedings, 
has approved under finding 27 estab- 
lishment of the following rates subject 
to rule 27 of tariff circular No. 20 as to 
intermediate points of origin and desti- 
nation over specified routes without 
contemporaneously establishing corre- 
sponding rates to, from, and between 
other points as required by finding 27: 

“(1) on soda ash. other than dense 
cr modified soda ash, in bulk in cars or in 


It has . 


bulk in bags or barrels (not less than 
100 pounds each), carloads, minimum 
weight 80,000 pounds, except when in 
covered hopper cars loaded to full cubical 
or visible capacity, actual weight but 
not less than 63,000 pounds will apply, 
to Blackwell, Tex., rates, in cents per 
100 pounds, of 57 cents from Lake Charles 
and West Lake Charles, La., and 60 
cents from Baton Rouge, La. 


“(2) on soda, caustic, in liquid, in tank 
cars, carloads, subject to Rule 35 of 
current Western Classification, rates, in 
cents per 100 pounds, of 38 cents from 
Lake Charles and West Lake Charles, 
La., and 40 cents from Baton Rouge and 
North Baton Rouge, La., to Belton and 
Taylor, Tex., and 40 cents from Baldwin, 
Ark., to Belton, Taylor, and Waco, Tex. 


“(3) on anhydrous ammonia, in tank 
cars, carloads, subject to Rule 35 of 
current Western Classification, but not 
less than 50,000 pounds, to Baytown, 
Port Arthur, Strang, and Texas City, 
Tex., rates, in cents per ton of 2,000 
pounds, of 550 cents from Lake Charles, 
La., 930 cents from Sterlington, La., 
$50 cents from Eldorado, Ark., and 1216 
cents from Military, Kan.” 


Protective Service Order 
On Perishable Freight 
Partially Set Aside 


The Commission, by an order in No. 
20769, Charges For Protective Service To 
Perishable Freight, has set aside the 
fourth, fifth, and sixth ordering para- 
graphs of its order of October 1, 1940, in 
the proceeding, relating to charges for 
supervision, ice-haulage, and _ station 
and auditors accounting. It has dis- 
continued the proceeding with respect 
to the matters included in these para- 
graphs. 

The instant order said that on Sep- 
tember 8, 1942 (233 I.C.C. 351), the Com- 
mission entered an order in this case 
requiring the respondent railroads, 
among other things, to establish certain 
separate charges for supervision, ice- 
haulage, and station and auditors ac- 
counting as prescribed in the order of 
October 1, 1940 (241 I.C.C. 503), for pro- 
tective service rendered by the railroads 
in connection with perishable freight 
traffic moving under section 4 of the 
Perishable Protective Tariff. 

It said that later certain of the parties 
petitioned the United States District 
Court for the Northern District of Ili- 
nois, Eastern Division, for a decree set- 
ting aside the order of October 1, 1940. 
On request of the court, it continued, 
the Commission, by order entered De- 
cember 7, 1942, extended to a later date 
the effective date of the aforementioned 
fourth, fifth and sixth paragraphs. 

By order of January 11, 1943, it said, 
the effective date of the order of Sep- 
tember 8, 1942, insofar as it related to 
the three paragraphs, was postponed un- 
til further order of the Commission. It 
also said that by such action the effec- 
tive date of the October 1, 1940, order, 
insofar as it required establishment of 
the three named separate charges, was 
postponed until further order of the 
Commission. 

No further action had since been 
taken, said the Commission, adding that 
the respondents had requested final dis- 
position. It also said that since the last 
hearings were held the circumstances 
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and conditions on which the three para- 
graphs were based had materially 
changed. The Commission said official 
notice of this development was taken and 
that no substantial reasons appeared for 
continuing the proceeding for further 
action with respect to separate charges 
for supervision, ice-haulage, and sta- 
tion and auditors accounting. 


Airplane Rate Case Set 


For Prehearing Meeting 


The Commission, by an order by Com- 
missioner Mahaffie, in No. 30712, Air- 
craft Industries Association of America, 
Inc. v. Akron, Canton & Youngstown 
Railroad Co., et al. has scheduled a 
prehearing conference in the case to be 
held February 27, at the Commission’s 
offices in Washington, D.C., before Ex- 
aminer Paul O. Carter. 


The conference was to be in lieu of a 
hearing assigned at the same time and 
place, which was cancelled. The pro- 
ceeding has been reassigned for hearing 
April 3, at the Commission’s offices in 
Washington before Examiner Carter. 

The complainant in this proceeding 
had alleged that ratings on airplanes or 
parts named in the Consolidated Freight 
Classification No. 19 were in violation of 
section 1, interstate commerce act. 
(T.W., Dec. 2, 1950, p. 45). 


The Commission said that by motion. 
filed December. 11, 1950, the southern 
defendants requested dismissal of the 
complaint, or in the alternative, that 
it be made more definite. It said that 
by letter dated February 2, the com- 
plainant’s counsel requested a 30-day 
postponement in hearing. It said “oral 
representations on behalf of some de- 
fendants have been made as to the 
feasibility of holding a prehearing con- 
ference,” and it appeared that such a 
conference should result in “a desirable 
clarification of the issues.” 

The motion was overruled. 


Reparation Order Issued 


The Commission, by an order in No. 
29705, Solvay Sales Corporation v. Illi- 
nois Central Railroad Co., et al., and No. 
29705, Sub. 1, Same v. Same, has ordered 
the railroad defendants in those pro- 
ceedings to pay approximately $25,000 
in reparation. 


Motor Purchase Action 


Under its expedited procedure, the 
Commission, division 4, has ruled on 
motor purchase applications, with the 
effective dates of its orders, and the 
dates for filing objections with it, as 
stated: 


MC-F-4725,-E. F. Langham, et al.— 
Control; Heavy Haulers, Inc.—Purchase 
—Charles Hinson. Purchase by Heavy 
Haulers, Inc., Dallas, Tex., of the operat- 
ing rights of Charles Hinson, dba Hinson 
Truck Equipment Co., Oklahoma City, 
Okla., and acquisition of control of the 
rights by B. F. Thurmond, F. R. Bizzell, 
E. F. Langham, and P. M. Langham, ap- 
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proved, with condition. Objections due 
March 17; effective date, March 22. 

MC-F-4697, Transcontinental Bus Sys- 
tem, Inc.—Control; Continental Bus 
System, Inc.—Purchase (portion)—Moab 
Garage Co. and Cannon Ball, Inc. Pur- 
chase by Continental Bus System, Inc., 
Dallas, Tex., of certain operating rights 
of D. E. Baldwin (Robert D. Baldwin, 
administrator), R. J. Fletcher, C. E. Bald- 
win, Elberta Clark, and S. S. Thomson, 
dba Moab Garage Co., Moab, Utah, and 
certain operating rights of Cannon Ball, 
Inc., Durango, Colo., and acquisition by 
Transcontinental of control of the rights 
approved, with condition. Objections due 
March 12; effective date, March 27. 

MC-F-4765, Edward E. Allard—Pur- 
chase—Max J. Wolf. Purchase by Ed- 
ward E. Allard, Wautoma, Wis., of the 
operating rights and property of Max J. 
Wolf, dba Wolf Truck Lines, Watertown, 
Wis., approved, with condition. 

MC-F-4743, Greyhound Corporation— 
Control; New England Greyhound Lines, 
Inc.—Purchase—W. J. Foster. Purchase 
by New England Greyhound Lines, Inc., 
Boston, Mass., of the operating rights of 
W. J. Foster, dba Rhode Island Coach 
Lines, Westerly, R. I., and acquisition of 
control of the rights by The Greyhound 
Corporation, Chicago, approved, with 
condition. Objections due March 12; ef- 
fective date March 27. 





‘Jim Crow’ Complaint Dropped 


The Commission, by Commissioner 
Mahaffie, has issued an order in No. 
30668, Lillie Belle Perez v. Pennsylvania 
Railroad Co., et al. on stipulation by 
the parties that the complaint be with- 
drawn. 

The complaint had alleged that, after 
riding on a reserved coach train from 
New York City to a point between 
Richmond and Petersburg, Va., she was 
required to give up her reserved seat and 
move into a “Jim Crow car.” She also 
asserted that she had been required to 
leave the reserved coach train at Wild- 
wood, Fla., and board another train for 
Tampa, Fla. 

The stipulation filed in the Commis- 
sion’s docket merely relates that “it is 
stipulated and agreed” between the com- 
plainant and her attorneys for the re- 
spondents that the complaint be with- 
drawn with the approval of the Commis- 
sion. 





Certificate Revoked 


The Commission, division 5, has re- 
voked and cancelled, as of February 2, 
the certificate in MC-93433, Gail A. 
Beebe. 

The revocation order was issued in 
that proceeding, and in MC-C-1130, Gail 
A. Beebe—Revocation of Certificate. The 
Commission said the respondent, of Ken- 
nedy, N.Y., had failed to show that he 
had instituted reasonably continuous and 
adequate service as required by an order 
of September 11, 1950. 





Water Certificate Cancelled 


The Commission, division 4, by an or- 
der in W-368, New St. Louis & Calhoun 
Packet Corporation Applications, and W. 








368, Sub. 1, Same, Extension—Pittsburgh, 
has dismissed the applications and can- 
celled the authority granted in an 
amended certificate of June 27, 1946. 


The Commission said that no opera- 
tions had been conducted under the 
amended certificate since the 1946 navi- 
gation season; that the assets of the 
corporation had been disposed of; that 
the owner of the controlling interest in 
the corporation was now deceased, and 
that the executors of his estate had in- 
formed the Commission that the carrier 
had no intention of resuming service and 
had asked cancellation of the amended 
certificate. 


The carrier operated by self-propelled 
vessels in transporting passengers on 
cruises on the Ohio, Illinois, Mississippi, 
Missouri, Cumberland, and Tennessee 
rivers. 





Reparation Ordered Paid 
By Rails on Coking Coal 


The Commission, by an order in No. 
29859, Colorado Fuel and Iron Corpora- 
tion v. Arkansas Western Railway Co. et 
al., has ordered defendant railroads to 
pay to the complainant, on or before 
March 30, reparation on account of “an 
unreasonable rate charged on numerous 
carloads of coking coal shipped during 
the period November 21, 1945, to January 
11, 1946, inclusive, from the coal mining 
districts of Oklahoma and Arkansas to 
Minnequa, Colo.” 


The Midland Valley, the Santa Fe, and 
the Colorado & Wyoming railways were 
ordered to pay $12,706.91; the Frisco, the 
Santa Fe, and the Colorado & Wyoming, 
$4,827.36; and the Fort Smith & Van 
Buren, the Kansas City Southern, the 
Santa Fe, and the Colorado & Wyoming, 
$1,919.19. 


Water Depreciation Orders 


The Commission has issued deprecia- 
tion rate sub-orders for carriers by in- 
land and coastal waterways, as follows: 

WD-119-A, Colle Towing Co., Inc.; 
WD-54-C, T. J. McCarthy Steamship Co., 
and WD-117-A, Nicholson Transit Co. 
In each case, the sub-order modified an 
earlier sub-order. 


Mortgage Note Date Change 


By a supplemental order in Finance 
No. 17007, Minneapolis & St. Louis Rail- 
way Co. Notes, the Commission, division 
4, has modified an order of June 23, 1950, 
authorizing issuance of a mortgage note 
to John Hancock Mutual Life Insur- 
ance Co., for not more than $1,000,000, so 
as to authorize the railroad to date the 
mortgage note on or prior to May 1, in- 
stead of February 23, as authorized by 
the original order. 


SUSPENDED TARIFFS 


Designation of a tariff below does not 
mean that all schedules in it have been 
Suspen- 


suspended by the Commission. 
sion orders contain many schedules not 


reproduced here. Details of such orders 
are published in The Traffic Bulletin. 


I. and S. No. 5892, Crude Sulphur, East 
St. Louis to Indianapolis, from February 
15, to and including September 14, certain 
schedules as set forth in supplements 
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Nos. 203 and 204 to Agent L. C. Schuldt’s 
tariff I.C.C. No. 3751. The suspended 
schedules proposed to reduce the rate on 
sulphur (brimstone), crude (unground 
and unrefined), in bulk, carloads, from 
East St. Louis, Ill., to Indianapolis, Ind. 

I. and S. M-3666, Pick-up and Delivery 
—Transamerican Freight Lines, on the 
Commission’s own motion, from February 
15, and later, to and including September 
14, certain schedules published in sup- 
plements Nos. 96 and 97 to tariff MF- 
I.C.C. No. A-33, and in supplements to 
various other tariffs of Transamerican 
Freight Lines, Inc., Detroit, Mich. The 
suspended schedules propose to establish 
the application of new arbitraries or 
charges and minimum charges per ship- . 
ment for pick-up and delivery services 
at numerous points in the vicinities of 
Pittsburgh and Erie, Pa., and Cleveland, 
O., in connection with traffic moving from 
and to those points on local and joint 
motor common-carrier class and com- 
modity rates to and from points in Offi- 
cial Territory. 

I. and S. No. 5893, Class Rates—Mer- 
chants Carloading Co., Inc., from Feb- 
ruary 16, to and including September 15, 
certain schedules as published in supple- 
ment No. 6 to Merchants Carloading Co., 
Inc. tariff I.C.C.-F.F. No. 16. The sus- 
pended schedules propose to reduce the 
class rates from New York, N. Y., and 
points grouped therewith, to Milwaukee, 
Wis., and related points. 

I. and S. M-3667, Soaps, Shortening— 
New York, N. Y., to Pa. Points, from 
February 16, to and including September 
15, certain schedules published in supple- 
ment No. 36 to tariff MF-I.C.C. No. A-356 
of Middle Atlantic States Motor Carrier 
Conference, Inc., Washington, D. C. The 
suspended schedules propose motor- 
common-carrier commodity rates on 
soap, soap products and vegetable oil 
shortening, minimum 23,000 pounds, 
from New York, N. Y., to points in 
western Pennsylvania. 

I. and S. M-3668, Glass and Pulpboard 
Containers—Howard E. Bowen, from 
February 19 to and including September 
18, certain schedules published in sup- 
plement No. 2 to tariff MF-I.C.C. No. 1 of 
Howard E. Bowen, Holley, N.Y. The 
suspended schedules propose new motor 
common-carrier commodity rates on 
glass botties and pulpboard containers, 
minima 18,000 and 20,000 pounds, respec- 
tively, from points in New Jersey and 
Pennsylvania to all points in Genesee, 
Monroe and Orleans Counties, N.Y. 

I. and S. M-3669, Nails and Backer 
Strips over Fiorot Trucking, from Febru- 
ary 19 to and including September 18, 
1951, certain schedules published in 
supplement No. 3 to tariff MF-I.C.C. No. 
9 of Ovhelia Fiorot and Frank Fiorot, 
doing business as Fiorot Trucking, Pen 
Argyl, Pa. The suspended schedules pro- 
pose to establish new motor common- 
carrier commodity rates to Wind Gap, 
Pa., on backer strips, less-than-truck- 
load, and minimum 23,000 pounds, from 
three points in New Jersey; and on nails, 
less-than-truckload from Bridgewater, 
Mass., and _  less-than-truckload, and 
— 23,000 pounds, from New York, 

I. and S. M-3670, Classifications—Yarn 
—Middle Atlantic Territory, from Febru- 
ary 19 to and including September 18, 
certain schedules published in supple- 
ment No. 38 to tariff MF-I.C.C. No. A- 
310 of Middle Atlantic States Motor 
Carrier Conference, Inc., Agent, Wash- 
ington, D.C. The suspended schedules 
propose an any-quantity classification 
exceptions rating of 1% times first class, 
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in lieu of a present classification rating 
of 1st class, less-truckload, applicable on 
wool or worsted yarn in Middle Atlantic 
Territory, for the account of Dusnor Mo- 
tor Lines, Inc., Motor Freight Express, 
Inc., and York Motor Express Co. 

I. and S. M-3671, Electric Lamps—At- 
lanta, Ga., to Ala. and Ga. Points, from 
February 20 to and including September 
19, certain schedules published in sup- 
plements Nos. 43 and 48 to tariff MF- 
I.C.C. No. 496, I.C.C. No. 19 of Southern 
Motor Carriers Rate Conference, agent, 
Atlanta, Ga. The suspended schedules 
propose to establish reduced less-truck- 
load commodity rates on incandescent 
electric lamps from Atlanta, Ga., to Co- 
lumbus, Ga., and numerous points in 
Alabama. 

I. and S. M-3672, Powdered Milk or 
Buttermilk — Minneapolis to Chicago, 
from February 20 to and including Sep- 
tember 19, certain schedules published 
in supplement No. 12 to tariff MF-I.C.C. 
No. 179 of Middlewest Motor Freight 
Bureau, agent, Kansas City, Mo. The 
suspended schedules propose to establish 
a reduced commodity rate of 48 cents per 
100 pounds, minimum 20,000 pounds, on 
powdered or flaked milk or buttermilk, 
in bags or barrels, from Minneapolis, 
Minn., to Chicago, IIl. 

I. and S. M-3673, Automobile Fenders, 
Panels—Atlanta to N. C. Points, from 
February 20 to and including September 
19, certain schedules published in sup- 
plement No. 43 to MF-I.C.C. No. 496 of 
Southern Motor Carriers Rate Confer- 
ence, agent, Atlanta, Ga. The suspended 
schedules propose new motor common 
carrier commodity rates on automobile 
fenders and body panels, less than truck- 
load, from Atlanta, Ga., to 16 points in 
North Carolina. 


COMMISSION ORDERS 


No. 29215, J. A. Folger & Co. v. A. B. & C. 
et al. Petition of Commodity Credit Corp. 
for reconsideration, further hearing and 
reparation denied. : 

a 





a oh 

No. 30303, Northwestern Grease Wool Co. 
v. G. N. et al. Complainant’s petition for 
reconsideration and further hearing denied. 


No. 30309, Bell Oil and Refining Sales Co. 
et al. v. S. P. et al. Complainant’s peti- 
tion for reconsideration denied. 


No. 30331, Barth Smelting Corp. v. C. R.R. 
Co. of N.J. (Walter P. Gardner, Trustee) 
et al. Complainant’s petition for recon- 
sideration denied. eo 

“a oo 

No. 30339, Connecticut Tire Salvage Co., 
Inc. v. W. P. et al. Complainant’s petition 
for reconsideration denied. 


No. 30370, Cinder Concrete Products, Inc. 
v. C. & S. et al. Complainant’s petition for 
reconsideration and argument denied. 

a a 


MC-30012, Sub. 50, T.S.C. Motor Freight 
Lines—Extension; MC-52709, Sub. 32, Ringsby 
Truck Lines, Inc. Extension; MC-70451, Sub. 
110, Watson Bros. Transportation Co., Inc. 
Extensicn; and MC-112069, Lipsman-Faulker- 
son & Co. Common Carrier Application. 
Orders of Nov. 8, 1950, vacated and set 
aside, except to extent matters are set for 
hearing. 

* cad * 

MC-52641, Sub. 14, Ross Transit Co., Inc. 
Extension—Farm Machinery.  Intervener’s 
petition for reconsideration denied. 


MC-102169, Sub. 4, William Harrison 
Fischer Extension—Concrete Products. Pro- 
testants’ petition for reconsideration denied. 

ok a * 

MC-110525, Sub. 123, Chemical Tank Lines, 
Inc. Extension—Liquid Chemicals and Coal 
Tar Products. Date on which recommended 
order shall become order of Commission and 
become effective postponed to Feb. 14. 

as Sa ~ 


MC-111087 and Sub. 2, Edwin Freeman and 
Edwin Sims Contract Carrier Application. 


Reopened for further hearing on con- 
sOlidated record with MC-111087, Sub. 2. 


MC-111448, Garfield Trucking Co., Inc. 
Contract Carrier Application. Applicant’s 
petition for reconsideration denied. 


MC-111959, Columbus-Cincinnati Trucking 
Co. Contract Carrier Application. Applicant’s 
petition for further hearing denied. 


MC-112505, Sylvania Electric Products, Inc. 
Contract Carrier Application. Applicant’s 
petition for dismissal wt application denied. 

on 


MC-C-1122, David Thomas Lesher Malott 
(Emma Virginia Malott, Administratrix) and 
Emma Virginia Malott—Revocation of Per- 
mit. Date on which recommended order 
shall become order of Commission and 
become effective postponed to Feb. 21. 


No. 29974, Acme Peat Products, Ltd. et al. 
v. A. C. & Y. et al.; and No. 30260, Alouette 
Peat Products, Ltd. v. A. T. & S. Fk. Ry. Co. 
Order of April 7, 1950, further modified to 
become effective May 31, on not less than 
30 days’ notice, instead of, Mar. 30. 

* 


No. 30367, Klearflax Linen Looms, Inc. v. 
N. P. Ry. Co. Reopened for reconsidera- 
tion. 

a eo * 

Finance 15832, Greene Line Steamers, Inc. 
Lease. Applicants authorized to extend ex- 
piration date of lease and control pre- 
viously authorized by orders of Dec. 8, 1947, 
and Dec. 13, 1950, until final disposition in 
Finance 17239. 


* oa 

I. & S. 5701, Coffee from Houston and New 
Orleans to Ill. and Ia. Order of April 20, 
1950, further modified to become effective 
May 2, on not less than one day’s notice, 
instead of Mar. 2. ‘ 

* 

I. & S. 5772, Crude Oil—Wyo. to Chicago 
and Sheboygan. Order of Sept. 5, 1950, 
further modified to become effective Mar. 
30, on not less than one day’s notice, in- 
stead of Feb. 28. ae 


Respondents having cancelled suspended 
schedules under special permission, the 
Commission has issued orders discontinuing 
the following proceedings: 

I. & S. 5855, Split Pick-Up & Delivery— 
North Pacific Forwarders. 

I. & S. 5859, Soaps, Compounds—Boston, 
Providence to N.Y., N.J. 

I. & S. 5875, Internal Combustion En- 
gines, Mass. to Marion, Okla. 


MC-8902, Western Express Co. Extension— 
Skaneateles Falls. Applicant’s petition for 
reconsideration or, in alternative, further 


hearing, denied. a a 


MC-84737, Sub. 46, R. D. Nilson Extension— 
32 States. Applicant’s petition for recon- 
sideration and further hearing denied. 

oe 


MC-111182, E. H. Shoemaker Contract Car- 
rier Application. Reopened for reconsidera- 
tion on present record. 


MC-112473, Wesley Frehner Common Car- 
rier Application. Date on which recommended 
order shall become order of Commission and 
become effective postponed to Feb. 16. 


MC-F-4444, John L. Kerr et al.—Control; 
Delta Motor Lines, Inc.—Purchase (Portion) 
—Ernest B. Lewy. Petition of Arkansas Ex- 
press, Inc. et al. for reopening and recon- 
sideration granted. 


eo 
F.S.O. 16686, Barite and Celestite Within 
and From and to South and Southwest. 
Agent Marsh’s petition for elimination of 
circuity limitations prescribed by order 
16686 as amended fenied. | 


MC-7746, Sub. 33, United Truck Lines, Inc. 
Extension—Atomic Energy Reactor Testing 
Station; MC-730, Sub. 23, Pacific Inter- 
mountain Express Co. Extension—Same; 
MO-109236, Sub. 10, Salt Lake Transfer Co. 
Extension — Same; MC-69526, Sub. 29, 
Arrowhead Freight Lines, Ltd. Extension— 
Same. Applicants’ petitions for recon- 
sideration and argument denied. 


MC-8681, Sub. 22, Western Auto Transport, 
Inc. Extension—Secondary Movements Be- 
tween Colo. and N. M. Protestants’ peti- 
tions for reconsideration denied. 

OK * ~ 


MC-30319, Subs. 1, 2, 3, 4 and 5, Southern 
Pacific Transport Co.—Common Carrier Ap- 
plication; MC-30319, Subs. 7 and 17, Same 
Extension—Tex. Points; MC-30319, Sub. 10, 
Same Extension—Sierra Blanca El Paso, 
Tex.; MOC-30319. Sub. 13, Same Extension— 
Beeville, Tex.; MC-30319, Sub. 16, Same Ex- 
tension—Spofford, Tex.; and MC-30319, Sub. 
20, Same Extension—Coldspring, Tex. Order 
of June 14, 1950, further modified so as to 
become effective Mar. 30. 
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MC-76266, Sub. 52, Merchants Motor 
Freight, Inc. Extension—Kansas City, Mo. 
Applicant’s petition for reconsideration de- 
nied. 

* * * 

MC-103552, Sub. 5, Farer Transportation 
Co. Extension—Eastern Conn. Applicant’s 
petition for reconsideration denied. 


MC-110525, Sub. 40, Chemical Tank Lines, 
Inc. Extension—Philadelphia, Pa. Com- 
mercial zone. Petition of Truck Line and 
New England Territory railroads (except C. 
& O. Ry.) for reconsideration denied. 


MC-112071, Sub. 1, E. R. Davis Common 
Carrier Application. Date on which recom- 
mended order shall become order of Com- 
mission and become effective postponed to 
Feb. 19. 

oo” * a7 


I. & S. M-3267, Household Laundry Ma- 
chines—Between Chicago and Ohio. Date 
on which recommended order shall become 
order of Commission and become effective 
postponed to Feb. 23. 

oa ok * 


MC-C-1084, Landers, Frary and Clark v. 
Moshassuck Transportation Co. Defendant's 
request for argument denied. 

* * * 


MC-F-4316, L. F. Miller and F. D. Miller— 
Purchase (Portion)—C. M. Lang and C. R. 
Givens. Order of Mar. 25, 1950, reinstated 
and amended to provide that order shall be 
of no force and effect unless authority is 
exercised on or before June 30. 

+” of * 


MC-2974, Sub. 14, O.I.M. Transit Corp. 
Extension—Redescription of Routes. Date on 
which recommended order shall become 
order of Commission and become effective 
postponed to Feb. 19. 

co * * 

MC-67818, Subs. 21 and 22, Michigan Ex- 
press, Inc. Extension—New Furniture and 
other Articles. Applicant’s petition for re- 
consideration denied. : 

ob * * 

MC-104972, Sub. 4, Eagle-Picher Mining 
& Smelting Co.—Change in Status. Date on 
which recommended order shall become order 
of Commission and become effective post- 
poned to Feb. 21. ae 


MC-109018, Sub. 4, (Now MC-111612, Sub. 
3,) C. D. Herme Extension—Dairy Products. 
Applicant’s petition for reconsideration de- 
nied. iy ak ts 

MC-109431, Sub. 3, Frank C. Klein & Co., 
Inc. Extension—Road Oil. Date on which 
recommended order shall become order of 
Commission and become effective postponed 
to Feb. 23. a - 

* 


MC-F-3765, William W. Patterson, Jr. and 
Rosario Spinella—Control; Central New York 
Freightways, Inc. — Purchase (Portion) — 
Gorea’s Motor Express, Inc. Applicant’s 
petition for reconsideration, reopening, re- 
hearing and argument denied. 

a * ok 

MC-F-4126, Ben Novack—Control; Western 
Trucking Co., Inc.—Purchase (Portion)— 
Standard Freight Lines, Inc. Applicants’ 
petition for reconsideration and reversal of 
report and order or in alternative further 
hearing denied. Se ik 

MC-FC-28915, Glois A. Brand—Purchase 
(Portion)—Dixie Highway Express, Inc. Ef- 
fectiveness of order of Aug. 20, 1950, post- 
poned pending further order. 

* ce * 7 

No. 29947, Webrib Steel Corp. v. Reading 
Co. et al. Complainant’s request for argu- 
ment denied. i Sa 

No. 30092, Board of Trade of Kansas City, 
Mo. v. Abilene & Southern et al.; I. & 5. 
5661, Grain—Colo., Kans. and Wyo. to 
Southern Tex. Reopened for further hearing. 

+ * * 

MC-31285, Sub 14, Tower Trucking Co., Inc. 
Extension — Wheeling, W.Va. Applicant’s 
petition for reconsideration of order of Nov. 
17, 1950 denied. : aa 


MC-84737, Sub 46 (Corrected), R. D. Nilson 
Extension—32 States. Applicant’s petition for 
reconsideration and further hearing denied. 

* * * 


MC-111815, Wahl Trucking Co., Inc. Com- 
mon Carrier Application; MC-111816, C. E. 
Crick and L. L. Crick Common Carrier Appli- 
cation; MC-111817, Lloyd Schoenheit Truck 
and Tractor Service, Inc. Common Carrier 
Application. Date on which recommended 
order shall become order of Commission and 
become effective postponed to Feb. 23. 
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MC-C-1189, Inside Pick-Up, Delivery— 
Southwest, Middle Atlantic. Petition of New 
York & New Brunswick Auto Express Co., Inc. 
for broadening investigation, discontinuance 


and institution of another investigation 
denied. 

ca * * 
MC-F-4532, Jack Rosenstein — Purchase 


(Portion)—Robert Lawrence McIntyre. Appli- 
cant’s petition for modification of report 
and order granted. . t 


MC-F-4641, Thomas J. Lyons—Control; 
Quinn Freight Lines, Inc.—Purchase—Bos- 
ton-New York Transportation Co., Inc. Appli- 
cants’ petition for extension of authority 
granted. 


APPLICATIONS 


AND PETITIONS 





Motor Tariff Bureaus Ask 
Same Rate Increase As 
Rails Get in Ex Parte 175 


Three motor carrier tariff bureaus 
have asked the Commission to grant 
special permission to make increases in 
motor carrier rates and charges simul- 
taneously with any grant of permanent 
authority to the railroads in Ex Parte 
175, Increased Freight Rates, 1951. 


They ask authority to publish such in- 
creases on one day’s notice, without sus- 
pension. 

The Commission made public the peti- 
tion while hearing in Ex Parte 175 was 
in progress. (See pages 12 and 45.) 


Joined in the petition were Central 
and Southern Motor Freight Tariff As- 
sociation, Inc., of Atlanta, Ga.; Central 
and Southern Motor Freight Tariff As- 
sociation, Inc., of Louisville, Ky., and 
Motor Carriers Traffic Association, of 
Greensboro, N.C. 


Territories Involved 


The bureaus asserted they had filed 
rates and tariffs with the Commission on 
behalf of more than 1,000 motor common 
carriers engaged in transporting prop- 
erty in interstate commerce (a) between 
points within Southern Territory; (b) 
between points in Southern Territory, on 
the one hand, and, on the other, points 
in Central Territory; (c) between points 
in Southern Territory, on the one hand, 
and, on the other, points in Eastern and 
New England territories; (d) between 
points in Southern Territory, on the 
one hand, and, on the other, points in 
Southwestern Territory; and (3) between 
points in Southern Territory, on the one 
hand, and, on the other, points in 
Middlewest Territory. 

Since the advent of the Korean crisis, 
the bureaus asserted, the motor carriers 
participating in the tariffs they had 
filed had suffered substantial increases in 
operating costs brought about by wage 
and labor increases, “as well as very 
drastic increases in the prices of all ma- 
terials, supplies and equipment required 
in providing a transportation service.” 

The bureaus asserted that the cost 
increases became “so alarming” by the 
fall of 1950 that the motor carriers 
operating in the described territories 
had decided that a general increase in 
rates would have to be published imme- 
diately “in order to attempt to meet the 
critical emergency conditions.” 

They said increases scheduled to be- 
come effective December 18, 1950, be- 


tween points in the rate-making terri- 
tories in (a), (b), (c), and (d), and Jan- 
uary 24, 1951, in the territories referred 
to in (e), because a serious rate war 
between rail and motor carriers had de- 
pressed rates by both carriers on heavy 
moving commodities, had had a “gross 
effect” not in excess overall of 7.4 per 
cent. 


By reason of the competition that had 
begun immediately after the general rail 
rate increases of 1946, 1947, and 1948, the 
motor carrier bureaus said, the “de- 
pressed competitive rates on numerous 
of such commodities were not increased.” 

As an example, they said, in 1949 in the 
territories involved, the rail carriers had 
adopted 328 proposals which had been 
on their public docket to meet motor car- 
rier competition. In the same period, 
they added, the motor carriers adopted 
224 proposals placed on their public 
docket to meet such lower rail “motor 
competitive” rates. In an appendix, the 
bureaus gave a partial list of the heavy 
moving commodities on which they said 
substantial territorial- wide reductions 
were published “in this competitive rate 
war condition,” and on which no in- 
creases had been published on Decem- 
ber 18, 1950. 


The 7.4 per cent overall increase would 
not be sufficient to maintain a safe, ade- 
quate and dependable motor comon car- 
rier transportation system which would 
be in a position to meet the urgencies of 
the national defense in the critical pe- 
riod before the country, the bureaus 
asserted. 


Increased Costs Cited 


They said that, since the advent of 
the Korean crisis, materials, supplies, 
and equipment purchased by the motor 
common carrier industry serving the 
named territories, had increased “no 
less” than these percentages: Tires and 
tubes, 55 per cent; gasoline, 12% per 
cent; parts, 12% per cent, and equipment, 
15 per cent. 

In the same period, they said, wages 
and salaries had increased not less than 
10 per cent, either by reason of ex- 
pired labor contracts, renegotiation or 
reopening of existing contracts, escalator 
clauses in existing contracts, as well as 
general increases in wages and salaries 
of non-union employes required by the 
increased cost of living and necessity 
to retain employes in the motor carrier 
industry. 

“The increases in wages and salaries 
has necessarily resulted in an increase 
in social security taxes, in unemployment 
compensation taxes, in workmen’s com- 
pensation insurance, in the cost of em- 
ployes’ insurance and benefit provisions, 
etc.,” the bureaus asserted. 

By reason of these cost increases, they 
said, “the end of which are definitely not 
yet in sight despite present stabilization 
orders, the existing rate level is not suffi- 
cient to provide sufficient: revenues to 
maintain a motor common carrier in- 
dustry prepared to meet the present na- 
tional emergency.” 

The increases in costs set forth by the 
railroads and other petitioners in Ex 
Parte 175 were similar to those sustained 
by the motor common carrier industry, 
the bureaus said. 

They prayed that “the Commission de- 
termine that the motor common carrier 
rates and charges proposed to be in- 
creased as hereinabove set forth are and 
will be just and reasonable; that the 
Commission will grant special permission 
to petitioners to make such increased 
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rates and charges effective simultane- 
ously with the similar grant of permanent 
authority to petitioning rail carriers in 
Ex Parte’ Docket 175, on one day’s notice, 
without suspension; and that the Com- 
mission grant such other and further 
relief as may be required in the prem- 
ises.” 


The Commission made public the peti- 
tion without assigning to it a docket 
number. 


FINANCE APPLICATIONS 


Finance No. 17245, The Chesapeake & Ohio 
Railway Co. asks authority to sell 152,531 
shares of its common stock, all but one 
share of which was received by it in con- 
version of capital stock of the Pere Mar- 
quette Railway Co. in the 1947 merger of 
the two companies. Under a stock option 
incentive plan adopted by the C. & O. board 
of directors, it said, 24 of the railroad’s 
officers were granted the right to purchase 
from the railroad on or before December 
31, 1947, specified numbers of shares of the 
common stock at $36.125 a share, or at the 
stock market closing price on the day on 
which the Treasury Department determines 
the option was granted. The applicant said 
the plan entitled the following officers to 
purchase the number of shares shown: 
Chairman of the board, 20,000; president, 
10,000; 10 vice-presidents and one depart- 
ment head not a vice-president, 5,000 shares 
each; 11 other officers, 2,500 shares each. 
Proceeds from the sale of the shares will 
be used only for capital expenditures. 

. e a 


Finance No. 17246, The Illinois Central 
Railroad Co. asks authority to issue $6,800,000 
Series EE equipment trust certificates, to be 
dated April 1 and to mature in 20 semi- 
annual installments. The proceeds, the ap- 
plicant said, would be used to reimburse its 
treasury in part for the cost of equipment to 
be subjected to the trust, and to enable 
the applicant “out of its treasury as so re- 
imbursed, to meet impending mortgage 
bond maturities and still maintain ade- 
quate working capital.” Bids are asked by 
noon of March 19 at the Chicago offices of 
the railroad. The equipment to be sub- 
jected to the trust includes 60 diesel loco- 
motives, 90 caboose cars, and 18 passenger- 
train cars, acquired at a cost of $9,794,080, 
with a depreciated value as of April 1 of 
$9,449,874. 

* a + 


MC-F-4819, Watkins Motor Lines, Inc., 
Thomasville, Ga., asks authority to purchase 
certain operating rights of the Peninsula 
Corporation, Seaford, Del., and temporarily 
to operate. 

* * * 


MC-F-4820, United Transfer Co., San 
Francisco, Calif., asks authority to acquire 
control of Carley & Hamilton, Inc., San 
— through ownership of capital 
stock. 


PETITIONS FOR REHEARING, ETC. 





MC-105633, Sub. 3, E. W. Meyer Extension 
—Dairy Products. Applicant asks vacation 
of order of Nov. 29, 1950 and issuance of cer- 
tificate. 

oe * +. 


MC-105633, Sub. 8, E. W. Meyer Extension 
—Packing House Products. Applicant asks 
consolidation, after further hearing in MC- 
105813, Sub. 3 and MC-105813, Sub. 12, with 
those cases and MC-107107, Sub. 7 for con- 
sideration in one report. 

* * *~ 

MC-101449, Sub. 5 (now assigned MC- 
103793, Sub. 5), Pennsylvania Petroleum 
Transportation Co. Extension—Mass. Ap- 

licant asks reconsideration of order of 

an. 10. 

* * * 

MC-107107, Sub. 9, Sidney Alterman Ex- 
tension—Packing House and Other Food 
Products. Applicant asks consolidation with- 
out further hearing. 

* * - 


MC-109437, Sub. 2, E. O. Griffin and O. E. 
Grist Extension—S. C. Protestant asks recon- 
sideration. 

t * 

MC-110142, Sub 3, Fort Edward Express Co., 
Inc. Extension—Addison County, Vt. Appli- 
cant asks reconsideration and reopening. 
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February 24, 1951 


MC-109490, Sub. 2, H. W. Heding Extension 
—General Commodities. Applicant asks re- 
hearing. alae «as 

MC-110725, Taylor Holt Contract Carrier 
Application. Applicant asks reconsideration. 

ae K 


MC-110725, Taylor Holt Contract Carrier 
Application. Interveners ask denial of ap- 
plicant’s petition for reconsideration. 

* 


MC-111348, Albert’ Larson Contract Carrier 
Application. Interveners ask reconsidera- 
tion. 

* ca * 

MC-111424, Stanley Shelinsky Common 
Carrier Application. Intervenors ask re- 
opening, reconsideration and argument. 

* * co 


I. & S. 5851, Cotton to Transit Stations in 
Southwest. Respondents ask vacation of 
suspension and discontinuance of investi- 
gation. 

~ * + 

I. & S. M-3660, Lumber from Va., N. C.— 
H. T. Clayton. Respondent asks vacation of 
order of suspension. = 


Finance 17205, Central of Georgia Ry. Co.— 
Stock. Applicant asks exemption from re- 
quirement that it seek competitive bids for 
its note of $1,500,000 and authority to issue 
which is sought in application. 

' kK * 


Finance 17136, California, Arizona & Santa 
Fe Ry. Co. et al. Abandonment, Etc.; and 
Finance 17137, Same Construction, Etc. Ap- 
plicants ask modification of report and order. 

* * 


MC-F-4098, Robert G. Hayes and Mariam 
C. Hayes—Control; Central Motor Lines, Inc. 
—Lease (Portion)—Colonial Motor Freight 
Line, Inc. Applicants ask reopening and ex- 
tension of term of lease. 

a oF * 


FF-202, Sub 1, Ace Forwarders, Inc. Freight 
Forwarder Application. Protestant asks argu- 
ment. 

ca ok * 

Ex Parte 177, Increased Express Rates and 
Charges, 1951. Public Service Commission of 
N.D. asks Commission to require Railway 
~ o/o, Agency, Inc. to furnish certain cost 

ata. 


NEW COMPLAINTS 


MC-C-1237, Joint Rate Restrictions—Hayes 
Freight Lines. 

Investigation instituted on motion of the 
Commission, division 2, concerning reason- 
ableness and lawfulness otherwise of re- 
strictions in connection with motor common 
carrier joint class rates covering transporta- 
tion of various commodities between points 
in Central Territory and points in the east 
in connection with Hayes Freight Lines, 
Inc., and the rules, regulations, and prac- 
tices affecting such transportation, as set 
forth in specified schedules. 

* ae * 


MC-C-1238, Transportation Activities of Vern 
Jeardoe and Alma Jeardoe, a Partner- 
ship, Doing Business as Jeardoe Trans- 
port Co., Lessor; Clark U. Moody, Doing 
Business as Moody Transport Co., 
Lessee; and MC-C-46068, Vern Jeardoe 
and Alma Jeardoe, a partnership Doing 
Business as Jeardoe Transport Co. 

Investigation instituted by the Commis- 

Sion, division 5, to determine (1) whether 

Clark U. Moody, lessee, has engaged in op- 

erations as a common carrier by motor 

vehicle without Commission authority; (2) 

whether he has engaged in transportation 

or solicitation for transportation of com- 
modities not within the scope of the com- 
modity description contained in permit MC- 

46068 leased from Jeardoe Transport Co.; 

and (3) whether an error was made and 

now exists in the territorial descriptions 
stated in that permit, insofar as “points on 

U.S. highway 70 between Little Rock and 


the Arkansas-Missouri state line” are ex- 
cluded. 


* * a 

MC-C-1239, Cranbury Feed, Poultry & 

Hatchery, Inc.—Revocation of Certificate. 
Investigation instituted by the Commis- 
Sion, division 5, into the motor carrier op- 
erations. under certificate MC-35046 of 
Cranbury Feed, Poultry & Hatchery, Inc., 
fagnbury, N.J., a corporation dissolved in 


* * * 
MC-C-1240, Annie M. Godfrey—Revocation 
of Certificate. 
Investigation instituted by the Commis- 
Sion, division 5, into motor carrier opera- 
tions of Annie M. Godfrey, Salisbury, Md., 
under certificate MC-39660. 


MC-C-1241, Frank S. Halter—Revocation of 
Certificate. 
Investigation instituted by the Commis- 


sion, division 5, into motor carrier opera- 
tions of Frank S. Halter, Racine, Wis., under 
certificate MC-52541. 


MC-C-1242, William S. Moore, Inc., Newark, 
O. v. Pittsburgh-Wheeling Express, Inc., 
Washington, Pa. 

Alleges rates on pneumatic rubber tires 
from Jeannette, Pa., and on junevile wagons, 
from Springdale, Pa., to Newark, O., between 
June 30, 1948, and December 16, 1948, in 
violation of section 216. Asks award of dam- 
ages. (William V. Blake, 123 Glencoe Rd., 
Columbus 14, O.) Dna ae 


No. 30618, Sub. 1, Nebraska State Railway 
Commission, Omaha, Neb., et al. v. Ala- 
bama Central et al. 

Allege rates on carload shipments of grain, 
grain products, and related articles, orig- 
inating at points in Nebraska and destined 
to points in Southwestern, Southern, Mis- 
sissippi Valley and Southeastern territories, 
and the Carolinas, in violation of sections 
1 and 3. Ask cease and desist order, rates, 
and transit arrangements. (E. F. Moberg, 
Room 2100 Capital Bldg., Lincoln 9, Neb.) 

* 


No. 30710, Sub. 23, Hunter Packing Co., East 
St. Louis, Ill., v. A. & W. et al. 
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Alleges rates on fresh meats in straight or 
mixed carloads, from East St. Louis to points 
in Official Territory east of the Indiana- 
Illinois state line, in violation of section 1. 
Asks cease and desist order, rates, and repa- 
ration. (James J. Hoban, 1214 N. 2d St., 
East St. Louis, Il.) 

* * o* 


No. 30748, Alabama Intrastate Express Rates 
and Charges. 

Investigation instituted by the Commis- 
sion, division 1, in response to petition 
dated December 29, 1950, filed on behalf of 
Railway Express Agency, Inc., to determine 
whether express rates and charges of the 
agency between points in Alabama, made 
or imposed by authority of that state, cause 
undue or unreasonable advantage, preference, 
or prejudice between persons or localities 
in intrastate commerce, on the one hand, 
and interstate or foreign commerce, on the 
other hand, or any undue, unreasonable, or 
unjust discrimination against interstate or 
foreign commerce. 


PROPOSED REPORTS 


Says Carrier May Originate 
Petroleum Shipments at 


Intermediate Points 


A joint board has recommended that 
the Commission find that, since motor 
carrier certificates authorizing the trans- 
portation of petroleum and petroleum 
products contain no restriction of service 
at intermediate points to delivery, and 
do not exclude authority to originate 
shipments at such points, the carrier has 
the right to originate shipments at the 
intermediate points. 


The recommendations are in a recom- 
mended report of Joint Board No. 6, com- 
posed of H. N. Beamer of Idaho, and 
Donald J. Burke of Oregon. Exceptions 
must be filed with the Commission and 
served on parties in interest within 25 
days from date of service, February 15. 

The report is in MC-C-1134, Arrow 
Transportation Co. of Delaware, et al., 
v. Owen Milton Collett. 

The board said the complainants al- 
leged that the defendant was engaged 
in transporting petroleum and petroleum 
products in interstate commerce from 
Evans, Pocatello, and Twin Falls, Idaho, 
to points in eastern Oregon; that de- 
fendant did not hold a certificate au- 
thorizing such operations; and _ that, 
consequently, the operations were being 
conducted in violation of sections 206(a) 
and 208 of the interstate commerce act. 
Complainants asked that the defendant 
be ordered to cease such transportation 
to points in eastern Oregon from any 
point in Idaho except Caldwell. 

After reviewing certificates issued to 
Collett, the board said that a review 
of the proceedings leading to issuance of 
a certificate in MC-88857, Sub. 41, Owen 
Milton Collett, Extension, compelled the 
conclusion that it was the intention to 
authorize the use of Caldwell as a gate- 
way into the new destination territory 
in Oregon, rather than as an origin 
point. 

Complainants’ construction of the cer- 
tificate would render it meaningless, said 
the board, since Caldwell had never 
been, and was not now, an origin point 
for bulk shipments of petroleum products. 
By combining authority granted to serve 
Caldwell as destination point in 1941 with 
authority contained in the Sub. 41 pro- 
ceeding, the board said, the defendant 


° 


now transported petroleum products 
from his regular points of origin, through 
Caldwell, to points in seven counties of 
eastern Oregon. It added that such a 
combination of operating authorities (the 
so-called “tacking” principle), had been 
consistently approved by the Commission 
and the courts in a long line of cases. 


Pipe Line Outlets 

A different question was presented 
with respect to operations from Boise, 
Evans, and Twin Falls, which became 
points of origin as pipeline outlets sub- 
sequent to issuance of the certificate in 
the Sub. 41 proceeding, the board said. 
It said those points were intermediate 
points on Collett’s regular routes. 


After a certificate was issued, said the 
board, in the absence of fraud, mis- 
representation, or inadvertence, it might 
be revoked or modified only in accord- 
ance with section 212(a) of the act. 
Furthermore, it added, in determining 
whether specific operations were within 
the scope of the certificate, only the cer- 
tificate itself might be considered, unless 
the certificate was ambiguous. 

There was no ambiguity in defendant’s 
certificate, the board said, and no allega- 
tion that the certificates were issued in- 
advertently or as a result of any fraud 
or misrepresentation. It continued: 

“The certificates authorize defendant, 
with a few exceptions not here important, 
to transport petroleum products between 
specified points, over described regular 
routes, serving all intermediate points 
thereon. They contain no language 
limiting service at intermediate points to 
the delivery of shipments of petroleum 
products or excluding authority to origi- 
nate such shipments thereat. It is un- 
disputed that the three pipeline origin 
points, Boise, Evans, and Twin Falls, are 
intermediate points on  defendant’s 
regular routes. The joint board con- 
cludes, therefore, that defendant holds 
authority to conduct operations from the 
three new points of origin, through Cald- 
well, to points in the seven counties of 
eastern Oregon. 

“The joint board finds that the opera- 
tions of defendant, as a common carrier 
by motor vehicle in interstate or foreign 
commerce, of petroleum and petroleum 
products from Evans and Twin Falls, 
Idaho, to points in Umatilla, Wallowa, 
Union, Baker, Malheur, Harvey, and 
Grant Counties, Ore., are within the 
scope of his operating authority under 
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the provisions of certificates of public 
convenience and necessity heretofore 
duly issued to him by the Interstate 
Commerce Commission, and that the 
complaint should be dismissed.” 


Denial Proposed in Bus 
Finance Application 


Examiner Carter C. Hubbel, in a pro- 
posed report in MC-F-4710, Anthony 
Seal and Olin B. Keith—Control; White 
Eagle Lines, Inc.—Purchase—Anthony 
Seal and Olin B. Keith, and Lease— 
(Portion) —The Greyhound Corporation, 
has recommended denial of an applica- 
tion of White Eagle Lines, Inc., of Bo- 
galusa, La., for authority to purchase the 
operating rights and property of Seal 
and Keith, doing business as White 
Eagle Bus Lines. 


He also proposed denial of White 
Eagle Lines’ request for authority to 
lease certain operating rights of the 
Greyhound Corporation (Teche Gray- 
hound Lines division), and of an appli- 
cation of Seal and Keith for authority 
to acquire control of White Eagle Lines, 
Inc., through stock ownership, and of 
the rights and property through the pur- 
chase and lease transactions. 


Aside from the lease transaction, said 
the examiner, the proposed purchase 
was merely incorporation of the part- 
nership’s operations. He said that the 
partners desired the advantages of an 
incorporation because of expansion of 
operations. However, said the examiner, 
no evidence had been submitted showing 


in what manner the service would be. 


improved, or that Eagle Lines could 
change the present operating deficit by 
conducting profitable operation. 


Under the proposals, said Examiner 
Hubbel, Eagle Lines would assume li- 
abilities of $6,331 in excess of the net 
book value of the assets acquired, ex- 
clusive of intangibles, resulting in no 
book value for the stock issued by it and 
leaving about $53,000 to be charged to 
intangibles. He said that the Commis- 
sion had consistently found that in- 
tangible assets were not a proper basis 
for the issuance of securities. He added 
that there was some indication the pur- 
chase transaction might have already 
been consummated, and that more re- 
cent financial statements should have 
been submitted. 





Tin Cans 


No. 30617, Falstaff Brewing Corpora- 
tion v. Chicago & North Western Rail- 
way Co. et al. By Examiner A. L. Corbin. 
Dismissal of complaint proposed on find- 
ing not shown’ unreasonable, rate 
charged on 181 carloads of tin cans 
shipped between March 1, 1948, and 
April 22, 1949, inclusive, from Chicago, 
Ill., to Omaha, Neb. The examiner said 
the complainant was charged the ap- 
plicable commodity rate of 91 cents a 
100 pounds, minimum 18,000 pounds, and 
contended that this rate was unreason- 
able to the extent that it exceeded a 
rate of 83 cents, minimum 20,000 pounds. 
He said the evidence of record was in- 
sufficient to support a finding that the 
assailed rate was unreasonable. Among 


other things, he said that the carriers, 
in order to meet highway competition 
in Western Trunk Line Territory, estab- 
lished a rating on tin cans of class 45, 
minimum 20,000 pounds, for cars 40 feet 
7 inches and less in length. The rate 
assailed, which represented 44 per cent 
of first class, he said, was lower than 
the depressed motor compelled bases of 
45 per cent of first class. 


LaFlamme Rights Sale 


In a proposed report in MC-F-4652, 
Roland O. Haines—Control; Haines Car- 
riers, Inc.— Purchase—Francois La- 
Flamme, Examiners Fabian C. Cox and 
Thomas J. Patrick, have recommended 
that the Commission approve purchase 
by Haines Car-riers, Inc., of Camden, 
N.J., of the operating rights and certain 
property of Francois LaFlamme, doing 
business as Francois LaFlamme, of Wil- 
liamansett, Mass., and acquisition of 
control of the rights and property + 
Roland O. Haines, with condition. 





Preserved Fish 


No. 30645, Olsen’s, Inc. v. Chicago, 
Rock Island & Pacific Railroad Co., et al. 
By Examiner J. Raymond Clark. Rec- 
ommends dismissal on finding not shown 
to have been unreasonable rate of $2.74 
a 100 pounds charged on a carload of 
pickled, preserved, smoked and salted fish 
shipped prepaid January 1, 1949, from 
Minneapolis to San Francisco, Calif. The 
examiner said the shipment was a mixed 
carload consisting of 308 boxes of pickled 
fish in glass, 103 pails of pickled fish, 5 
kegs of preserved fish, 15 boxes of salted 
codfish, 25 boxes of smoked fish, 10 
boxes of canned fish, and 128 barrels of 
preserved fish. Complainant contended it 
was unreasonable to charge a higher rate 
on a product in barrels than was applied 
on the same product in inner containers 
in boxes, especially when the product was 
of lesser value in bulk form. In sum, 
the examiner said, there was evidence 
from which it might be concluded that 
the rate on fish in inner containers was 
less than a maximum reasonable rate, 
but none from which it might be found 
that the assailed rate on fish in bulk in 
barrels was in excess thereof. 


Demurrage—Oil Shale 


No. 30677, Union Oil Co. of California 
v. Union Pacific Railroad Co. By Ex- 
aminer Leland F. James. Recommends 
finding applicable, but unreasonable, de- 
murrage charges collected for the deten- 
tion of carloads of crushed oil shale, 
between October 1 and 12, 1948, at Wil- 
mington, Calif., during a strike of com- 
plainant’s employes. The examiner said 
the issue was whether defendant was 
justified in subjecting the cars detained 
to penalty charges provided by service 
order No. 775. He said the penalty ele- 
ment in demurrage was to impel prompt 
release of equipment by shippers, and 
that its purpose failed when release was 
made impossible by circumstances be- 
yond the shipper’s control. He said the 
Commission should find the charges un- 
reasonable to the extent they exceeded 
those that would have accrued at $1.70 
a car a day or fraction of a day, includ- 
ing Sundays and holidays, and without 
free time allowance. He said reparation 
should be awarded. 





TRAFFIC WORLD 


MOTOR RECOMMENDED REPORTS 


Recommended orders in these reports 
become effective at expiration of 20 days 
from date of service of reports (25 days 
if general office of a party to a proceed- 
ing, or the office of the petitioner repre- 
senting him, is located at or west of El 


Paso, Tex., Salt Lake City, Utah, or 
Helena, Mont.) unless exceptions have 
been filed within the 20-day period, or 
the order has been stayed or postponed 
by the Commission. 


State in which applicant for certificate 
license or permit has home office is shown 
below in “black face” type, with name 
of town or city following. 


Paperboard Boxes 


MC-C-1174, The Plume & Atwood Mfg. 
Co., v. Trudon & Platt Motor Lines, Inc. 
By Examiner John A. Russell. Recom- 
mends finding inapplicable third-class 
rates charged on 11 shipments of paper 
boxes, other than corrugated, knocked 
down and folded flat, from Brooklyn, 
N.Y., to Waterbury, Conn., between July 
22, 1947, and June 3, 1949, inclusive. The 
examiner found that the shipments com- 
plied with a classification description of 
paper boxes, other than cc -ugated, 
knocked down, flat or folded flat, and 
that the applicable rates were fifth-class 
rates in effect at the time of the move- 
ment. Recommends closing the pro- 
ceeding. 


Certificates—Licenses—Permits 


Colorado (Craig)—MC-9787, Sub. 13, 
Walter Utzinger, dba J. J. Stanton Trans- 
portation Co., Extension—Southwestern 
Territory, enbracing MC-104413, Sub. 30, 
Max Dawson and Wesley Corbett, dba 
Dawson & Corbett, of Rawlings, Wyo. 
Denial of certificates proposed. In MC- 
9787, Sub. 13, oilfield and pipeline com- 
modities, between Colo., Utah, and Wyo., 
on the one hand, and, on the other, 
Oklahoma and Texas; in MC-104413, 
Sub. 30, oilfield and pipeline commodities, 
between points in Neb., and between 
Colo., Idaho, Mont., N.D., S.D., Utah, 
and Wyo., on the one hand, and, on the 
other, Kan., Neb., and Okla. 


Illinois (Chicago) —MC-66539, Sub. 4, 
Phil Krass and Mary Krasnowsky, dba 
I. L. & C. Co., Extension—Gwinn, Mich. 
Permit proposed. (1) Corsets, brassieres, 
garters, belts garter belts and girdles, 
and materials, supplies and equipment 
used in the manufacture thereof, be- 
tween Chicago and Gwinn, and (2) 
photographic equipment and parts, from 
New York, N. Y., to Chicago, over irreg- 
ular routes. 

Illinois (Mattoon)—MC-42329, Sub. 84, 
Hayes Freight Lines, Inc., Extension— 
Illinois Highway 119. Certificate pro- 
posed. General commodities, with ex- 
ceptions, between junction Ill. highways 
29 and 119 and junction Ill. highway 119 
and U.S. highway 150, over Ill. highway 
119, serving all intermediate points, ap- 
plicant to ask cancellation of certain 
authority in MC-42329. 

Illinois (Mattoon) —MC-42329, Sub. 85, 
Hayes Freight Lines, Inc., Extension—In- 
diana Highway 107. Certificate proposed. 
General commodities, between junction 
Ind. highways 29 and 107 north of 
Madison, Ind., and junction Ind. high- 
ways 62 and 107 west of Madison, over 
Ind. highway 107, as an alternate route, 
serving no intermediate points, and 
serving the termini for purposes of 
joinder only. 
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Illinois (Robinson)—MC-112405, Dan 
H. Sanford, Common Carrier. Denial of 
certificate proposed. Passengers and 
their baggage, in charter service, between 
points in Crawford county, Ill., on the 
one hand, and, on the other, points in 
Ind., Ky., Mo., and Tenn., over irregular 
routes. 


Illinois (Springfield) —-MC-87232, Sub. 
8, Prairie State Motor Freight Co., Ex- 
tension—Petersburg, Ill. Certificate pro- 
posed. General commodities, with ex- 
ceptions, between Springfield and Ha- 
vana, Ill., over U.S. highway 97, serving 
intermediate point of Petersburg. 

Indiana (Gary)—MC-102852, Sub. 4, 
Steel Dispatch, Inc., Common Carrier. 
Denial of certificate proposed. Iron and 
steel products (not including heavy ma- 
chinery) between points in Ind., over 
irregular routes. 

Iowa (Ankeny)—MC-111841, Sub. 1, 
Wilber Albaugh, Extension—Des Moines. 
Permit proposed. Animal and poultry 
feed, from Des Moines to points in IIl., 
Minn., M>., Neb., and S.D., other than in- 
corporated municipalities, over irregular 
routes. 

Iowa (Marshalltown)—MC-44055, Sub. 
32, Bos Truck Lines, Inc., Extension— 
Pittsburgh-Syracuse. Certificate pro- 
posed. Heating furnaces, furnace parts, 
and heating equipment and supplies, be- 
tween Marshalltown and Syracuse, N.Y., 
and butter and eggs, from Marshall- 
town to Pittsburgh, Pa. and empty 
cartons and containers for butter and 
eggs on return, over irregular routes. 

Iowa (Marshalltown)—MC-30844 Sub. 
18, Heuer Truck Lines, Inc., Extension— 
Oklahoma. Certificate proposed. Glass- 
ware, from Ada, Blackwell, and Okmul- 
gee, Okla., and Muncie, Ind., to points 
in Ia., with exceptions. 

Iowa (Storm Lake)—MC-112607, Sub. 
2, Charles Hansen, dba Hansen Truck 
Line, Extension—Farm Machinery. De- 
nial of certificate proposed. Agricultural 
implements and parts thereof and 
binder twine, from specified Ill. and 
Minn. points to Storm Lake and points 
in Ia. within 75 miles thereof, and from 
Albert City, Ia., to Minneapolis and St. 
Paul, over irregular routes.. 

Iowa (Stanhope)—MC-095084, Sub. 17, 
Melford A. Hove, dba Hove Truck Line, 
Extension—-Coldwater, O. Certificate pro- 
posed. Agricultural implements and parts, 
(a) from Coldwater to points in named 
Ia. counties, and (b) from Sandwich, IIl., 
to points in named .Ia. counties, over 
irregular routes. 

Iowa (Templeton)—MC-111914, Sub. 1, 
Elmer Kisgen, Common Carrier. Certifi- 
cate proposed. Malt beverages, from La 
Crosse, Wis., to Atlantic and Carroll, Ia., 
over irregular routes, and empty malt 
beverage containers in reverse direction. 

Kentucky (Cynthiana)—MC-239, Sub. 
12, Eckler O. Moore Express, Inc., 
Stamping Ground, Ky. Certificate pro- 
posed. General commodities, with ex- 
ceptions, between Great Crossing, Ky., 
and Woodlake, Ky., over a_ specified 
route and return, serving all intermedi- 
ate points and off-route points within 3 
miles of specified highways. 

Kentucky (Leitchfield) — MC-56667, 
Sub. 1, W. O. Bolton, dba Leitchfield 
Transfer, Common Carrier. Certificate 
proposed. General commodities, with ex- 
ceptions, between Louisville, Ky., and 
Leitchfield, over a specified route, serving 
all intermediate points and off-route 
points on or within three miles of US. 
highway 63 between Elizabethtown and 
Leitchfield, excluding Elizabethtown, and 
Serving off-route points in Ind. and Ky. 
Within 5 miles of Louisville, applicant to 


ask cancellation of BMC-75 statement in 
MC-56667. 


Maryland (Baltimore) — MC-100955, 
Sub. 4, Jacobs Transfer Co. of Balti- 
more, Extension—Germantown, Md. Cer- 
tificate proposed. General commodities, 
moving on bills of lading of the B. & O,, 
between Washington, D.C., and Dicker- 
son, Md., and between named Md. points, 
over specified routes, serving all inter- 
mediate points that are stations on the 
B. & O., service to be supplemental to 
rail service of the B. & O. 


Maryland (Baltimore) — MC-100955, 
Sub. 3, Jacobs Transfer Co. of Balti- 
more, Extension—Ellicott City, Md. Cer- 
tificate proposed. General commodities, 
moving on bills of lading of the B. & O., 
between specified Md. points, over speci- 
fied routes, serving all intermediate 
points that are stations on the B. & O.. 
service to be supplemental to rail service 
of the B. & O. 

Maryland (Chesaneake Cit y)—MC- 
112440, Harold J. Hill, dba Hill’s Jitney 
Service, Common Carrier. Certificate 
proposed. Passengers and their baggage, 
between Cecilton, Md., and Newark, Del., 
over a specified route and return, serving 
all intermediate points. 

Michigan (Benton Harbor)—MC- 
103880, Sub. 70, Producers Transport, 
Inc., Extension—Ind. Certificate pro- 
posed. Petroleum products, in bulk, in 
tank vehicles, from Crossville, Ill., and 
points within 5 miles, to Ind. points, 
over irregular routes. 

Michigan (Dearborn)—-MC-87928. Sub. 
22. Automobile Transvort, Inc. of Dela- 
ware, Extension—Florida. Certificate 
proposed. Over irregular routes. new 
automobiles, new trucks. and new chassis, 
initial movements. truckawav and drive- 
awav, and new bodies and new cabs, from 
Ford Motor Co.’s Lincoln-Mercury plant 
at Hazelwood. Mo.. near Robertson, Mo., 
to voints in Ga., Fla., N.C.. and S.C. 

Michigan (Grand Rapids) —MC-69833, 
sub. 20, Associated Truck Lines. Inc., 
Extension—Commercial Zones. Certifi- 
cate proposed. General commodities, 
with exceptions, servine all points in the 
commercial zones as defined by the Com- 
mission for 217 points, all but 10 of 
which are in Mich., eight being in Ind., 
and two in O. 

Michigan (Jackson)—MC-54871, Sub. 
5, Jackson Storage & Trucking Co., 
Extension—Albion, Mich. Denial of cer- 
tificate proposed. General commodities, 
with exceptions. over irregular routes, 
(1) between Jackson and Albion, Mich.:; 
(2) between Jackson, on the one hand, 
and, on the other, points within 4 miles 
of Jackson: and (3) between Albion, on 
the one hand, and, on the other, points 
within 3 miles of Albion. 

Missouri (Carthage)—MC-112428, Mrs. 
H. A. Turner and Lewis A. Payton, dba 
Turner-Payton Transfer & Storage Co., 
Common Carrier. Denial of certificate 
proposed. Household goods, unfinished 
uncrated doors and uncrated lighting 
fixtures, between Carthage and points 
within 6 miles thereof, on the one hand, 
and, on the other, all points in the U.S., 
over irregular routes. 

Missouri (Carthage)—-MC-111290, Sub. 
7, Robert T. and G. Bennett Wilson, dba 
Wilson Bros., Extension—Dairy Products. 
Permit proposed. Butter, cheese, eggs, 
and dressed poultry, from named Kan. 
points to named points in Ala., Fla., Ga., 
La., Miss., N.C., S.C., and Tenn. 

Missouri (North Kansas City)—MC- 
200, Sub. 112, Riss & Co., Inc., Extension 
U.S. Highway 24. Certificate proposed. 
General commodities, except livestock, 


43 


| ICC NEWS 


between junction U.S. highways 24 and 
40 near Lawrence, Kan., and junction 
U.S. highways 24 and 40 near Topeka, 
Kan., over U.S. highway 24, serving no 
intermediate points, as an alternate 
route in connection with regular-route 
operations to and from Kansas City, Mo. 


Missouri (St. Louis)—-MC-89913, Sub. 
51, Frisco Transportation Co., a corpo- 
ration—Extension—Kennett, Mo. Cer- 
tificate proposed. General commodities, 
with exceptions, between Poplar Bluff 
and Kennett, Mo., over a specified route 
and return, serving intermediate points 
of Broseley, Qulin, and Fagus, Mo., and 
Pollard, Piggott, Carryville and Nim- 
mons, Ark., service to be auxiliary to 
rail service of St. Louis-San Francisco 
Railway Co. 


Missouri (St. Louis)—MC-30378, Sub. 
35, Associated Transports, Inc., Extension 
—Georgia. Certificate proposed. Over 
irregular routes, new automobiles, new 
trucks, new chassis, initial movements, 
truckaway and driveaway, and new 
bodies and new cabs, from Ford Motor 
Co.’s Lincoln-Mercury plant at Hazel- 
wood, Mo., to points in Ga., Fla., N.C., 
and S.C. 

Nebraska (Herman)—MC-110148, Sub. 
9, Transit, Inc., Extension—Tingley, Ia. 
Certificate proposed. Over irregular 
routes, petroleum products, in bulk, in 
tank vehicles, from Carter Lake, Ia., and 
Omaha, Neb., to Tingley. 

Nebraska (Herman)—MC-110148, Sub. 
8, Transit, Inc., Extension—Omaha Area. 
Certificate proposed. Over irregular 
routes, petroleum products, in bulk, in 
tank vehicles, from Carter Lake, Ia., and 
Omaha, Neb., to points in Ia. east of US. 
highway 169. 

Nebraska (Omaha)—MC-70451, Sub. 
117, Watson Bros. Transportation Co., 
Inc., Extension—Dangerous Explosives. 
Certificate proposed. Dangerous explo- 
sives, (1) between Des Moines, Ia., and 
St. Louis, Mo.; (2) between Des Moines 
and St. Paul, Minn.; and (3) between 
Farmington, Minn., and Minneapolis, 
Minn., in each case over a described 
route and return, serving no intermediate 
points. 

Nebraska (Omaha)—MC-70451, Sub. 
115, Watson Bros. Transportation Co., 
Inc., Extension—Joinder Point. Denial 
of certificate proposed. General com- 
modities, with exceptions, but including 
dangerous explosives, with service to and 
from Iowa City, Ia., for the purpose of 
joinder at that point on presently au- 
thorized routes (1) between St. Louis, 
Mo., and Minneapolis and St. Paul, and 
(2) between Omaha and Chicago, so as 
to authorize service over any combina- 
tion thereof, serving no points not pres- 
ently authorized, over irregular routes. 

Nebraska (Omaha)—MC-70451, Sub. 
114, Watson Bros. Transportation Co., 
Inc., Extension—Hannibal, Mo. Certifi- 
cate proposed. General commodities, with 
exceptions, serving Hannibal as an inter- 
mediate point on routes between Chicago 
and St. Joseph, Mo., and between St. 
Louis, Mo., and Lockridge, Ia., restricted 
to traffic having an immediately prior or 
subsequent movement to or from Han- 
nibal, by a carrier other than applicant. 

New Jersey (Burlington)—MC-059357, 
Sub. 3, C. Ridgway Marter, Extension— 
Massachusetts. Permit proposed on fur- 
ther hearing. Over irregular routes, cast 
iron pipe and fittings, from Burlington, 
N.J., to points in Conn., Mass., and R.I1., 
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and damaged or defective shipments on 
return. 

New Mexico (Farmington)—MC- 
112394, Sub. 1, Cato Sells, Common Car- 
rier. Certificate proposed. Uranium and 
vanadium ores, between points in the 
Navajo Indian Reservation in Ariz. and 
Utah within 150 miles of Monticello, 
Utah, to Durango, Colo., and Monticello, 
over irregular routes. 


New York (Binghamton)—MC-111624, 
Sub. 6, Berman‘s Motor Express, Inc. 
Denial of certificate proposed. General 
commodities, with exceptions, between 
Elmira, N.Y., and Horsehead, N.Y., over 
a specified route, serving Elmira Heights, 
N.Y., as an intermediate point. 

New York (Greenwood Lake)—MC- 
112299, Korkean Dulgerian, dba, Lake 
Taxi, Common Carrier. Application dis- 
missed on finding transportation of pas- 
sengers and their baggage, between 
Greenwood Lake and New York, N.Y., 
a bona fide taxicab service. 

New York (Jackson Heights, L.I.)— 
MC-110263, Sub.15, Joseph Peter Nuzzi, 
Extension—Aircraft Parts. Permit pro- 
posed. Aircraft parts, with exceptions, 
between Idlewild Airport, N.Y., and the 
Miami International Air Base near 
Miami, Fla., over irregular routes. 

New York (New York)—MC-66562, Sub. 
1045, Railway Express Agency, Inc., Ex- 
tension—State College, Pa. Certificate 
proposed. General commodities, moving 
in express service, between Altoona, Pa., 
and Bellefonte, Pa., over a specified route 
and return, serving Port Matilda and 
State College, Pa., as intermediate points, 
and Lemont, Pa., as an off-route point, 
with usual conditions. 

North Dakota (Minot) — MC-59681, 
Sub. 40, Dakota Transfer & Storage Co., 
Extension—Alternate Route. General 
commodities, with exceptions, between 
junction U.S. highways 12 and 16 and 
junction Wis. highway 73 and US. 
highway 12, over a specified route and 
return, as alternate route, in connection 
with authorized regular route between 
Minneapolis, Minn., and Chicago, IIl., 
with no service at intermediate points. 

Ohio (Cleveland)—MC-1502, Sub. 69, 
Pennsylvania Greyhound Lines, Inc., Ex- 
tension—New Jersey Turnpike. Certifi- 
cate proposed. Passengers and their 
baggage, express, mail, and newspapers, 
between Lincoln Tunnel Interchange 
and Delaware Memorial Bridge Inter- 
change on the New Jersey Turnpike, 
and over specified access routes to and 
from New Jersey Turnpike, applicant to 
request cancellation of authority in MC- 
1502, Sub. 62. 

Oregon (Grants Pass) ——-MC-112423, E. L. 
Ferguson, Common Carrier. Certificate 
proposed. Logs, between points in Curry, 
Josephine, and Jackson counties, Ore., on 
the one hand, and, on the other, points 
in Del Norte, Siskiyou and Humboldt 
counties, Calif. 

Pennsylvania (Philadelphia) — MC- 
41640, Sub. 11, Ernest J. Dietrich, dba 
Dietrich Bros., Extension—Pianos. Cer- 
tificate proposed, and approval of dual 
operations. Pianos, piano stools, and 
piano benches, between Lester, Pa., on 
the one hand, and, on the other, points 
in O., Ind., Mich., Ky., and Il. 

Pennsylvania (Pittsburgh)—MC-59190, 
Sub. 4, Harmony Short Line Motor 
Transportation Co., Extension—Wheel- 
ing Downs, W.Va. Certificate proposed. 
Passengers and their baggage, in special 


seasonal operations, during racing sea- 
sons each year, between Pittsburgh and 
Waterford Park, W.Va., over irregular 
routes. 

Pennsylvania (Philadelphia) —-MC-265, 
Sub. 14, Quaker City Bus Co., Extension 
—New Jersey Turnpike. Certificate pro- 
posed. Passengers and their baggage, 
express, mail, and newspapers, between 
Lincoln Tunnel Interchange and Cam- 
den-Philadelphia Interchange on the 
N.J. turnpike, over a specified route, with 
restrictions, and over various access 
routes to and from the N.J. turnpike. 

Pennsylvania (St. Clair)—MC-111228, 
Sub. 1, Frank D. Davis, Extension— 
Cinders. Certificate proposed. Cinders, 
in bulk, from points in Carbon and 
Schuylkill counties, Pa., to points in 
Camden, Salem, Gloucester, Cumberland, 
Middlesex, and Union counties, N.J., over 
irregular routes. 

Pennsylvania (York)—MC-51077, Sub. 
3, Robert J. Eichelberger, Extension— 
New York. Permit proposed. (1) Paper, 
from York, Pa., to points in N.Y., except 
New York City, and (2) machinery, ma- 
terials and equipment used in the manu- 
facture of paper on return, over irregular 
routes. 

South Dakota (Sioux Falls)—MC- 
111812, Sub. 1, Midwest Coast Transport, 
Inc., Extension—Die Castings. Denial of 
certificate proposed. (1) Fresh fruits 
and vegetables, from points in Idaho, 
Ore., and Wash., to points in Ia., Neb., 
N.D., and S.D., and in described area of 
Minn.; (2) frozen seafood and dressed 
poultry, from points in Ore. and Wash., 
to points in Ia., Minn., Neb., S.D., and 
Wis.; (3) canned goods, paper products, 
nursery stock, and edible nuts, from 
points in Ore. and Wash. to points in Ia., 
Minn., Neb., N.D., and S.D.; (4) diecast- 
ings, from Portland, Ore., to Sioux Falls, 
S.D., over irregular routes. 

Tennessee (Kingsport) — MC-112254, 
Sub. 1, R. E. Minton, Contract Carrier. 
Permit proposed. Brick, cinder blocks, 
and concrete blocks, from Kingsport to 
points in named Ky. and W. Va. coun- 
ties, over irregular routes. 

Tennessee (Memphis)—MC-112104, 
Sub. 1, Francis Sexton, dba Francis 
Sexton Trucking Service, Extension— 
Structural Steel. Denial of certificate 
proposed. Sheet and structural steel, 
metal tanks, metal and concrete pipes 
and culverts, uncoated and coated with 
asphalt, from Memphis to job sites in 
Ark., Ky., Mo., Miss., Okla., and Tex., 
and rejected shipments on return. 

Tennessee (Memphis)—-MC-67866, Sub. 
6, Film Transit, Inc., Extension—Ken- 
tucky. Certificate proposed. Motion pic- 
ture films, supplies and commodities used 
in operating motion picture theatres, and 
dated publications, between points in a 
described area of Ky., and between points 
in that area and in a described area in 
Ark., Mo., Tenn., Ala., and Miss. 

Texas (Jasper)—MC-102526, Sub. 5, 
Forest S. Whittlesey, dba East Texas 
Motor Coaches, Extension—Camp Polk, 
La. Certificate proposed. Passengers 
and their baggage, express, mail, and 
newspapers, between Leesville, La., and 
Pitkin, La., over a specified route, serving 
all intermediate points. 

Texas (Paris)—MC-06489, Sub. 8, C. 
G. Thompson, Extension—Gravel. Cer- 
tificate proposed. Gravel, from points 
within 10 miles of Messer, Okla., in- 
cluding Messer, to points in Delta and 
Lamar counties, Tex., over irregular 
routes. 

Texas (San Angelo)—MC-2228, Sub. 
27, Merchants Fast Motor Lines, Inc., 
Extension—El Paso, Tex. Certificate 
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proposed. General commodities, with 
exceptions, between Odessa and El Paso 
Tex., over U.S. highway 80, serving al 
intermediate points, applicant to ask 
withdrawal of B.M.C. 75 statement in 
MC-2228, Sub. 25. 


Virginia (Norfolk)—-MC-55852, Sub. 4, 
H. P. Sewell, Jr., Extension—Malt Bev- 
erages. Certificate proposed. (1) Mali 
beverages, from ‘Trenton, NJ., and 
Wilmington, Del., to Norfolk, Va., and 
(2) empty containers on return. 


Virginia (Petersburg)—MC-44401, Sub. 
5, David Leslie Maitland, dba Maitland 
Bros. Transfer, Extension — Household 
Goods. Certificate proposed. Household 
goods, between points in Dinwiddie, 
Nottoway, and Prince George counties, 
Va., and Colonial Heights, Va., on the 
one hand, and, on the other, points in 
Va., N.C., Md., Del., Pa., N.J., N.Y., and 
D.C. 


West Virginia (Great Cacapon)—MC- 
3114, Sub. 13, T. H. Compton, Extension 
Finksburg, Md. Certificate proposed. 
Petroleum products, in bulk, in tank 
vehicles, from Finksburg, Md., and points 
within 5 miles thereof, to Berkeley 
Springs and Martinsburg, W.Va., and 
points within 5 miles of those points, 
over irregular routes. 


Argument Set on Whether. 
$26,667 or $2,117 Is Due 


For Freight Car Demurrage 


Whether demurrage of $26,667, as found 
due by two Commission examiners, or of 
$2,117, as claimed by complainant in No. 
29771, National Trucking & Storage Co., 
Inc., v. Pennsylvania Railroad Co., will 
be argued before division 2 of the Com- 
mission, in Washington, D.C., March 14. 

In that proceeding, after two reports 
were issued by division 2 involving 
claims for demurrage for the detention 
of numerous railroad freight cars at 
Washington in the period September, 
1945, to February, 1946, Examiners Don- 
ald L. Turkal and Otto A. Hanson recom- 
mended that the Commission find the 
larger amount due (T.W., Jan. 20, p. 47). 

They said that the complainant’s cal- 
culations were not in accord with the 
Commission’s findings principally in that 
allowances for switching failures had 
been made on cars not held under con- 
structive placement at the time of such 
failures. 

In its exceptions to the report, and its 
request for oral argument before the 
entire Commission, the complainant as- 
serted that the sole basis underlying 
the complaint was stated in its brief as 
follows: 

“The issues in this proceeding to be 
decided by the Commission, stem from 
defendant’s unlawful issuance of con- 
structive placement notices, throughout 
a period during which there were avail- 
able track-spaces for the actual place- 
ment of cars * * *” 

The complainant excepted to the ex- 
aminers’ statement that its calculations 
were not in accord with the Commission’s 
findings, and their recommendation 
that the Commission find that the de- 
murrage amounted to $26,667.30, and that 
undercharges to that amount should be 
collected by the defendant. 

The complainant quoted the findings 
of the division at 270 I.C.C. 539, as 
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modified at 277 I.C.C. 109, and then 
quoted the examiners’ statement as to 
the manner in which the complainant’s 
calculations were not in accord with the 
findings, in that allowances for switching 
failures had been made on cars not held 
under constructive placement at the time 
of such failure. Complainant also quoted 
the examiners’ language that its com- 
putations of demurrage time “were 
made after it had changed the actual 
placement and release dates on the cars 
to dates it calculated such cars would 
have been placed and released had there 
been no run-around or switching failures 
on the part of defendant.” 

“Undoubtedly,” continued the com- 
plainant, “the examiners would have the 
Commission believe that, in the first 
instance complainant has misinterpreted 
and misconstrued the application of the 
amended findings and, in the second in- 
stance it has deliberately and willfully 
tampered with the placement dates and 
release dates indicated by defendant’s 
exhibits . ... for the purpose of inducing 
allowances not contemplated thereby.” 

In reaching those conclusions, said the 
complainant, it was apparent that the 
examiners had inadvertently disregarded 
that part of the decision following the 
second or further hearing where, it said, 
the following appeared: 

“* * * Our prior findings did not con- 
template an inference that all of the 
constructive placement notices were 
properly issued. If a further audit of 
the demurrage statement, in accordance 
with the findings herein, discloses that 
the free time allowances are sufficient 
to cancel all of the demurrage time on 
certain cars, then the constructive place- 
ment notices as to such cars should be 
disregarded and cars subject to the aver- 
age agreement, which were released be- 
fore the expiration of the first 24-hours of 
the free time period of 48-hours should 
be given appropriate credits.” 

The complainant followed this with an 
explanation of its audit under the 
amended findings. By following that 
procedure, complainant said, demurrage 
should be $2,117.40 plus $63.51 tax, or 
$2,180.91. 

As it had paid the defendant $2,- 
522.25, including tax, the complainant 
said, it was entitled to a refund of 
$341.34. 

The complainant asserted that “it is 
strangely coincidental that the only dif- 
ference between the audit of defendant 
and that of the examiners is $27.50 
($26,694.80 the defendant’s audit and 
$26,667.30 the examiners’ audit) .” 


Complainant’s Argument 

An exhibit showed, said the complain- 
ant, in its argument, that of 606 cars 
involved, after they were in an accessible 
position for unloading and release, it 
unloaded and released 42.9 per cent of 
the box cars and 60.1 per cent of the 
refrigerator cars in less than 24 hours; 
7.5 per cent of the box cars and 2.2 
per cent of the refrigerator cars in one 
day; 39.7 per cent of the box-cars and 
27.9 per cent of the refrigerator cars in 
two days; 7.9 per cent of the box cars 
and 7.6 per cent of the refrigerator cars 
In three days, and only 2 per cent of 
the box cars and 2.2 per cent of the 
retrigerator cars had been held 4 days. 
The complainant continued: 

From the foregoing which is unre- 
fu'ed evidence of record, even a novice 
coild understand that it was the un- 
la\'ful issuance of constructive place- 
Ment notices and the inability of the 
defendant to service complainant, and 


not negjigence or inability on the part 
of complainant to actually receive, un- 
load and release cars that constituted 
the basis for defendant’s unlawful de- 
murrage assessments. It is just a plain 
simple fact that, if complainant could 
handle 659 cars during the period from 
September, 1946, to February, 1947, both 
inclusive, with an accrual of demurrage 
aggregating $693.58 including tax, when 
it could not earn credits for prompt re- 
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leases because defendant had cancelled 
its average demurrage agreement, it 
could have handled 606 cars during the 
period from September, 1945, to Febru- 
ary, 1946, both inclusive, operating under 
the average agreement without the ac- 
crual of $31,948.33 including tax.” 





1.C.C. Hears Rail Plea For Interim 
Six Per Cent General Rate Increase 


Railroad Testimony Concluded at Initial Hearing in Ex Parte 175. 
Rising Costs of Labor, Materials Cited In Support of Petition. 


Department of Agriculture and Other Protestants Oppose Increase. 


Initial hearings in Ex Parte No. 175, 
Increased Freight Rates, 1951, the rail- 
roads’ general freight rate increase case, 
were begun February 19 in Washington, 
D.C., before augmented division 2 of the 
Commission, with three members of state 
commissions participating in conducting 
the hearings. The Commission’s hearing 
room was filed to capacity. 


The hearings were devoted to the rail- 
roads’ petition for an interim 6 per cent 
increase. The railroads had stipulated 
that that interim increase, if authorized, 
would be adjusted through reparation 
payments if necessary, if the Commis- 
sion’s decision on the petition for a 
general 6 per cent increase allowed a 
lesser increase. 


By noon of the first day, the Commis- 
sion had heard the direct testimony of 
Vice-President J. H. Parmelee, of the 
Association of American Railroads, who 
presented the foundation data on which 
the proposed requests for increases were 
based. Dr. Parmelee is director of the 
A.A.R. Bureau of Railway Economics. 

Present on the bench were Commis- 
sioner Aitchison, chairman of division 2, 
presiding; Commissioners Alldredge and 
Splawn, of that division, Commissioner 
Mahaffie; Kenneth Potter, of the Cali- 
fornia commission; Leonard Lindquist, 
of the Minnesota commission; and 
Joshua James, of the North Carolina 
commission. 

Commissioner Aitchison announced 
that no appearances would be registered 
for any person “not physically present” 
in the hearing; that the carriers as 
moving parties would be heard first, and 
that then the interveners and those op- 
posing the proposed increases would be 
heard. 


Rail Position Stated 


E. H. Burgess, railroad counsel, said 
that the testimony to be offered by rail- 
road witnesses would have to do with 
both the interim and the general in- 
crease petitions. The filing of the peti- 
tions was necessary, he said, because of 
increased operating costs which, on an 
annual basis, would amount to more 
than $422 million. He mentioned recent 
wage and price increases and said the 
present operating cost level was not 
that contemplated by the present rate 
level. The year 1950 was one of peak 
production, he said, adding that the rail- 
roads, however, were unable to earn a 
reasonable return on their net invest- 
ment. He spoke of the inability of the 
railroads to make price adjustments that 





would absorb operating costs readily as 
in other industries. The. manpower 
shortage and the 40-hour week would 
inevitably result in substantially in- 
creased operating costs, he said. The 
added costs could not be absorbed, he 
said, from revenue accruing from ex- 
pected increased traffic. The railroads, 
he said, could not, under present condi- 
tions, attract capital and earn the neces- 
sary capital for the conduct of the busi- 
ness. 


Only by the granting of the interim re- 
lief could the petitioning railroads be 
saved from irreparable losses, he said. 
Mr. Burgess moved to amend the in- 
terim petition by adding the names of 
29 additional railroads as parties. 


Parmelee’s Testimony 


Dr. Parmelee said that additional de- 
mands on railroad treasuries in 1951 
created an emergency that could be met 
only through increased rates. 


In testifying in support of the rail- 
roads’ petition, Dr. Parmelee asserted 
that “these demands come at a time when 
the carriers must prepare their proper- 
ties to meet all the tasks that will be 
occasioned by the national emergency 
which now exists.” 


The A.A.R. officer estimated that the 
increases in wages resulting from settle- 
ments already reached would cost the 
railroads $138,535,000 in 1951, and that 
higher prices of railroad fuel, materials 
and supplies would amount to $283,300,000 
in increased operating costs. 

“The railroads have made marked 
progress during the postwar period in 
the efficiency and economy of their op- 
erations,” Dr. Parmelee said, “but the 
resulting savings in operating expenses 
have been insufficient to bridge the wide 
gap between increases of more than 100 
per cent in unit costs and of less than 
50 per cent in unit revenues.” 

In addition to these increases in oper- 
ating costs, Dr. Parmelee stated, the 
railroads would require in 1951 substan- 
tial amounts of cash for increased over- 
time payments for their employees and 
large capital investments in equipment 
to help carry on the broad program of 
improvement and enlargement of every 
part of their plant. 

In describing the railroad improve- 
ment program, Dr. Parmelee said that 
more than $1,064,000,000 was spent on 
capital improvements in 1950 and that 
capital expenditures in the first quarter 
of 1951 were estimated at $305,000,000, an 
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increase of 43.6 per cent over the first 
quarter of 1950. 


Dr. Parmelee said the Commission had 
authorized five interim increases in 
freight rates, which were made effective 
during pending hearings in the last three 
general freight rate cases. All five of 
these interim increases were eventually 
superseded by the final authorization in 
each proceeding, he said. The reasons 
given by the railroads for these increases 
were the rapid upward changes in wage 
and price levels that were under way 
throughout the period from 1946 to 1949, 
he asserted. 


“Similar rapid changes are taking 
place today,” Dr. Parmelee testified, 
“Wage and rule changes have already 
become effective with respect to certain 
classes of employees. Other large classes 
of operating employees signed a memo- 
randum of agreement which has not yet 
been executed into a formal settlement. 
These involve both a substantial increase 
in hourly wage rates retroactive to Octo- 
ber 1, 1950, and a so-called ‘escalator 
clause’ which provides for further wage 
adjustments paralleling changes in the 
cost of living. The largest general group 
of railway employees, the nonoperating 
classes, are now negotiating for upward 
adjustments, on top of substantial in- 
creases obtained by them when the 40- 
hour week became effective on Septem- 
ber 1, 1949. 

“At the same time, material prices 
are rising rapidly, and it is problematical 
as to when a stabilized level will be 
attained, either as a result of price- 
control measures undertaken by the gov- 
ernment, or otherwise.” 

Dr. Parmelee’s direct testimony was in 
the form of a verified statement that had 
been made public in advance of the 
hearings. On questioning. by Commis- 
sioner Aitchison as to whether all of 
it need be read in view of its prior cir- 
culation, Mr. Burgess said that Dr. Par- 
melee had made a number of modifica- 
tions. These changes, it developed, were 
brought about largely by the receipt of 
later data particularly with respect to 
1950 figures and estimates for 1951. Dr. 
Parmelee read a large part but not all 
of his statement. 

Railroad earnings in 1950 averaged a 
return of only 3.95 per cent on depreci- 
ated propery investment, said Dr. Par- 
melee, adding that such earnings re- 
flected only in small part certain in- 
creases in wage rates of employees in 
the operating groups and in prices of 
fuel, material and supplies incurred in 
the latter part of that year. 

“The full force of such increased costs 
will be felt in 1951, and the carriers esti- 
mate that the rate of return in that year 
will fall to 3.36 per cent, or below the 
average of the five postwar years 1946- 
1950,” he said. 


Passenger Deficit 


Dr. Parmelee said the “reported” pas- 
senger service deficit for 1949 was $650 
million and that corresponding informa- 
tion for 1950 was not yet available. It 
seemed likely that the 1950 deficit would 
equal or exceed that of 1949, he added. 

Commissioner Aitchison questioned the 
witness about the significance of the 
word “reported.” Dr. Parmelee replied 
that the figures on which the deficit fig- 
ure was based were reported by the rail- 
roads under the Commission’s formula. 


He said a substantial increase in passen- 
ger traffic for 1951 would doubtless re- 
duce the deficit, but that the traffic 
volume would have to double or triple 
before even an approach to the break- 
even point was reached. 


Dr. Parmelee was asked by Commis- 
sioner Splawn whether 1950 was one of 
the poorer years for the railroads. He 
replied that the 1950 net income was 
estimated at $786,000,000 and that this 
had been exceeded by the net incomes of 
the years 1926, 1928, 1929, 1942, and 1943. 


Commissioner Aitchison said that 
“representations had been made” that 
the railroads’ petition later would be 
amended to take care of such matters as 
the upward wage adjustments of the 
non-operating group. Mr. Burgess con- 
firmed the statement, adding that there 
was no other alternative. In his testi- 
mony, Dr. Parmelee brought out that 
the largest general group of railway em- 
ployes, comprising the non-operating 
classes, was now negotiating for upward 
adjustments “on top of substantial in- 
creases obtained by them when the 40- 
hour week became effective on Septem- 
ber 1, 1949.” 


Dr. Parmelee said the final cost of 
these adjustments was “not calculable 
at the moment,” but would amount to 
about $22,562,000 a year “for an increase 
of one cent per hour.” He said that 
nothing was included in his estimates of 
operating expenses for 1951 to cover 
such costs. 


Retroactive Mail Pay 


The railroad revenue figures in his 
exhibits, Dr. Parmelee said, included 
retroactive mail pay as a result of set- 
tlements with the Post Office Depart- 
ment. The back mail pay figures were 
averaged over a five-year period and 
were not included in the figures for in- 
dividual years, he said. Estimates for 
1950, he said, however, included only 
that portion of retroactive mail pay ap- 
plicable to that year. For 1951, he said, 
the estimate was on a basis of 25 per 
cent increase over the mail pay rates 
in effect February 18, 1947. This would 
add about $35,000,000 for 1951, he said. 

The 1951 rail mail pay figure would 
depend on Commission decisions in later 
proceedings in No. 9200, Railway Mail 
Pay, he said. 


Parmelee Cross-Examination 


Dr. Parmelee was cross-examined on 
various phases of his statement by coun- 
sel including Walter Matson, of the U.S. 
Department of Agriculture; C. E. Childe, 
Washington, D.C. traffic consultant; 
Howard Freas, of the Public Utilities 
Commission of California; John S. 
Burchmore, of the National Industrial 
Traffic League; Maxwell W. Wells, repre- 
senting Florida citrus and vegetable in- 
terests; John T. Money, of the National 
Fertilizer Association et al.; Frank 
Brooks, of the Western Growers Asso- 
ciation; and Walter Hoffman, repre- 
senting California fruit interests. 

Mr. Childe asked about an estimate of 
revenue ton-miles in one of Dr. Par- 
melee’s exhibits amounting to some 
620,000,000,000, based on rates, fares and 
charges as of January 1, 1951, as com- 
pared with an estimate of this item 
amounting to some _ 687,000,000,000 re- 
ported to have been furnished by the 
Defense Transport Administration earlier 
to the Department of Commerce. Dr. 
Parmelee said the larger figure had been 
based on “assumptions” received from 
other government sources. 
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Mr. Freas sought td develop in some 
detail the actual needs of the railroads 
for working capital to meet current ob- 
ligations. He said he represented, in 
addition to the California commission, 
state commissions of Montana, Utah, 
Nevada, and Arizona. 


Labor Costs 


Mr. Burchmore wanted to know if the 
railroads had made studies, after the 
40-hour work week became effective, to 
determine what operating economies 
could be effected. Reference was made 
in this discussion to a grand total of 
$134,500,000 as the cost of rules included 
in the memorandum of agreement of De- 
cember 21, 1950, for wage increases for 
switchtenders and yardmasters on a 1949 
basis. This figure was compared with 
$138,535,000 given in an exhibit as in- 
creased wages for 1950, or an increase of 
3 per cent for increased employment. 


Dr. Parmelee said, among other things, 
that it was not yet time for such studies 
to be made. He added, however, on fur- 
ther questioning, that no doubt some 
economies in operation could be made. 


Mr. Burchmore referred to a passage 
in Dr. Parmelee’s statement with respeci 
to the so-called Steelman wage settle- 
ment. He asked whether any govern- 
ment departments at the Steelman con- 
ferences questioned the effects of the 
wage increases on the national economy. 
Dr. Parmelee said he did not attend the 
conferences, that he knew of no such 
questions, and could not answer Mr. 
Burchmore’s question. 

A copy of the memorandum of agree- 
ment of December 21, 1950, was entered 
as an exhibit. 

In response to a question by Mr. 
Burchmore as to whether railroad stocks 
were priced high as compared with 
manufacturing company stocks, Dr. 
Parmelee said he could not comment 
without careful study. 

Mr. Burchmore wanted to know if the 
railroads had any definite financing pro- 
gram for equipment in the next few 
years. Dr. Parmelee said he knew of 
none other than the car building pro- 
gram. 

Mr. Burchmore asked if rail earnings 
were up. Dr. Parmelee gave the figures 
for 1948 and 1949 and said they were 
up. The rates of return were more im- 
portant than the dollar figures, he said. 
He then asked whether, in view of these 
developments, the railroad proposals 
could be considered an emergency in- 
crease. Dr. Parmelee said he would “let 
the lawyers argue that.” 


Redirect Examination 


On redirect examination by Mr. Bur- 
gess, Dr. Parmelee entered an exhibit 
showing estimated income accounts for 
the year 1951, based on five different as- 
sumptions with respect to freight traffic 
volume. One basis, he said, estimating 
620,265,567,000 revenue ton-miles in 1951, 
was based on returns of 31 representative 
railroads, indicating an increase of 4.2 
per cent over 1950. He said four other 
bases were the same as the aforemen- 
tioned, except that the ton-miles were 
estimated, respectively, in three in- 
stances, at 10, 15, and 20 per cent over 
1950, and, in the last instance, at the 
1944 peak, 24.2 per cent over 1950. He 
said the estimated ton-miles on this last 
basis reached 737,246,444,000. 

A stipulation between railroad and 
water carriers to maintain differentials 
with respect to rail and water rates at 
the ports was entered for the record. 

William White, of New York City, 
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president of the Lackawanna Railroad, 
on direct examination said that savings 
in operating expenses resulting from 
greater efficiency and economy combined 
with increases in rates, fares and charges 
since 1948, had been insufficient to 
bridge the gap between increased costs 
and prices for railroad service. 

In the course of his testimony in sup- 
port of the railroad petition for a six 
per cent increase, Mr. White asserted 
that, on the Lackawanna, rate, fare and 
charge increases since 1948 had produced 
about $6,845,000 on an annual basis. 

On the other hand, he continued, in- 
creases in wages and the price of ma- 
terials occurring in the same period had 
increased annual costs by about 
$9,350,000. 

If the rates requested by the railroads 
were granted, Mr. White said, they would 
do little more than compensate the car- 
riers for increased costs incurred since 
the last increase in rates and the addi- 
tional wage costs to which the railroads 
were committed. 

“One of the compelling reasons why 
the Lackawanna Railroad needs an im- 
mediate freight rate increase,” Mr. White 
stated, “is that it may finance a capital 
improvement program, which for the 
next five years requires expenditures ag- 
gregating between $55,000,000 and $60,- 
000,000. 

“These capital improvements involve 
no luxuries whatever. They include 
only items that permit greater efficiency 
and economy, better service to the pub- 
lic, and additional freight and marine 
equipment to provide an adequate owner- 
ship sufficient to handle the volume of 
business foreseen during the emergency 
period and to take care of ordinary re- 
placements.” 

In itemizing the improvements planned 
by the Lackawanna, Mr. White included 
additional diesel locomotives, more 
freight cars, enlarging terminals, added 
diesel locomotive shop facilities, modern- 
ized car shops, installation of train and 
terminal radio communications and in- 
Stallation of new signals. 

“Business must be permitted to earn an 
adequate profit during periods of good 
volume and the railroads are no excep- 
tion to this fundamental principle if 
railroad property is to be properly main- 
tained, necessary capital improvements 
made, service to the public improved, 
reasonable dividends paid and credit pro- 
tected,” Mr. White maintained. 

“It is only during periods of good busi- 
ness volume with adequate profits that 
business is able to progress and improve, 
and, in the case of railroads, to reduce 
its debt and to build up reserves to carry 
through lean years.” 

Concluding his testimony, Mr. White 
asserted it was important that the rail- 
roads obtain authority for the increase 
sought “with an absolute minimum of de- 
lay in order that already inadequate re- 
turn may be not further diminished.” 

Earlier in the hearing Commissioner 
Aitchison said oral argument would be 
held as soon as possible. 


Department of Commerce 


Philip B. Fleming, Under Secretary of 
Commerce, on behalf of the Department 
of Commerce, in a verified statement 
asked the Commission to deny the rail- 
road application for emergency relief, 
but without prejudice to the request for 
& permanent increase in freight rates 
and charges. 

“It would appear that there is no 
emergency demanding an immediate in- 
Crease in rates,” the statement said. 


“Railroad earnings are up, railroad stocks 
are high and rising, railroad purchases 
of equipment are at very high levels; 
no emergency requiring an immediate 
in rates can, therefore, be 


increase 
found.” 

Under Secretary Fleming asserted that 
this was said without prejudice with re- 
spect to the need for careful analysis 
of the railroads’ position in relation to 
long-term demands for traffic and to 
the rates needed to enable the railroads 
to serve the country’s shippers. 

The Fleming statement contained the 
assertion, among others, that the de- 
partment was concerned generally with 
the impact of rail rates and services on 
the national economy; and particularly 
with the necessity of holding the price 
line and avoiding “the inflationary 
aspects of unnecessary increases in 
prices.” 

“The Economic Stabilization Agency 
will deal particularly with the latter in 
the present hearing,” it added. 

The statement said the department 
estimated there would be increases in 
1951 in shipments of grain and grain 
products, livestock, coal, coke, forest 
products, ore and miscellaneous products, 
but it assumed there would be no in- 
crease in less-than-carload loadings. It 
estimated an over-all 8 per cent increase 
in the total of the aforementioned traffic. 

After a discussion in which it said 
it appeared that net revenues for 1951, 
without an increase in freight rates, 
would be at least as good as they were 
in 1950, the Under Secretary’s statement 
continued: 

“Only if we assume that traffic is going 
to drop precipitously, as did the A.A.R. 
in making their request for an increase 
in rates, but as they did not assume in 
making their appeals to the D.T.A. for 
more freight cars and locomotives, can 
we conclude that net revenues in 1951 
will not be at least as high as they were 
in 1950.” 

Fish, Wildlife Service 

Walter H. Stalting, of the Fish and 
Wildlife Service, U.S. Department of the 
Interior, said careful study should be 
given the railroads’ 6 per cent increase 
request. Because of the need for such 
careful study, the motion for immediate 
interim increase should be denied, he said 
in a verified statement filed with the 
Commission. Mr. Stalting said that 
freight rates were a critical factor in the 
fishery industries. A 6 per cent increase 
would burden the industry with new costs 
of an estimated 3.5 million dollars, his 
statement added. Such an increase, he 
said, would burden mainly producers, 
wholesalers and retailers. It was rather 
difficult to pass such increases to the 
consumer in the industry, particularly 
the segment producing fresh fish, he said, 
adding that that type of fish was placed 
on the market and brought the going 
price, regardless of what transportation 
costs were. 

U.S. General Services 

John S. Peters, of the traffic manage- 
ment division, federal supply service, 
General Services Administration of the 
government, in a verified statement also 
opposed the interim increase. 


The railroad petition, his statement 
said, set forth the need for additional 
revenue on two main premises: (1) In- 
creased costs of material and supplies: 
and (2) increased wages of employes. 

“We believe the same result can be 
achieved through the material increase 
in traffic, both passenger and freight, 
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that will grow out of the present inter- 
national situation, with the attendant 
defense preparation on the part of this 
nation,” continued the statement. 

Mr. Peters’ statement, among other 
things, quoted the national forecast of 
the Regional Shippers Advisory Boards, 
as showing for the first 1951 quarter 


‘that an increase of 16.5 per cent in car- 


loadings was expected over the compa- 
rable quarter of 1950. He said this fore- 
cast was prepared by outstanding traffic 
executives, and expressed their informed 
judgment. 

“In the course of the evidence already 
introduced by petitioners the claim is 
made that the financial status of carriers 
by rail is such as to be unattractive to 
investors,” the statement continued. “A 
witness will present an exhibit to show 
the economic condition of the carriers 
as much improved over that portrayed 
by the petitioners. Another witness will 
submit other exhibits further substanti- 
ating protestant’s expectation of greatly 
augmented traffic.” 


White Cross-Examined 


President White, of the Lackawanna 
Railroad, on cross examination by Mr. 
Matson, was asked about an estimated 
5 per cent increase in revenue ton miles 
and an estimated 5 per cent decrease in 
passenger miles for the Lackawanna for 
1951. Mr. White said the ton-mile figure 
represented the railroad’s best judgment 
and that the passenger estimate followed 
the pattern of the road’s passenger 
business. 

In response to similar questions from 
C. E. Childe, appearing on behalf of 
the Department of Commerce, Mr. White 
brought out that the Lackawanna ex- 
pected no increase in the 1951 traffic in 
anthracite, which he described as its 
largest single commodity. Mr. Childe 
said a group of eastern railroads seemed 
to estimate a 5 per cent increase in ton- 
miles for 1951 and some_ estimated 
higher. He asked Mr. White if there 
had been conferences on this figure. Mr. 
White said his railroad’s estimate was 
arrived at independently. 


New York Central 


Gustav Metzman, president of the New 
York Central Railroad, said that be- 
cause their operating costs were respon- 
sive to changes in economic conditions, 
the railroads, whose prices were regu- 
lated, would be seriously handicapped 
unless they obtained prompt authority 
to increase their rates. Mr. Metzman’s 
verified statement was not read but en- 
tered for the record. 


Mr. Metzman stated that wage in- 
crease commitments for operating em- 
ployes would cost his railroad at least 
$13,500,000 annually. 

Besides this, he continued, every in- 
crease of one cent an hour for a one 
point rise in the consumers’ price index, 
which is part of the settlement with 
certain operating employes, will cost the 
New York Central at least $750,000 an- 
nually. Many wage awards were retro- 
active and carried provision for auto- 
matic increases in the future, Mr. Metz- 
man said. 


“Some such arrangement may be neces- 
sary to avoid continuous labor disputes 
and the pattern has already been set in 
other industries,” Mr. Metzman asserted. 
“It may work well enough for industries 
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whose prices are not regulated by public 
authority. They can immediately adjust 
their prices to cover the automatic wage 
increase. Railroads cannot do so. If 
the arrangement is to work fairly for 
railroads, their rates must be adjusted 
promptly.” 

“The railroads are proposing a six per 
cent increase,” Mr. Metzman added. “If 
relief is delayed, their necessities will 
increase by a process of accumulation 
and the ultimate increase will have to 
be larger in order to meet the accumu- 
lated need.” 

Mr. Metzman called attention to the 
fact that the rate of return on the New 
York Central amounted to only 2.08 per 
cent in 1950 and that if there was no 
increase in freight rates, the return in 
1951 would be even less. The rate in- 
crease of six per cent, he said, would 
have the effect of increasing the return of 
the New York Central by 1.40 percentage 
points. 

“Such meager rates of return are in- 
adequate to maintain a railroad property 
such as ours in healthy condition,” he 
stated. 

“A level of rates that produces a fair 
return over the years tends to reduce the 
cost of performing railroad transporta- 
tion,” Mr. Metzman said. “This makes 
it possible for a railroad to utilize the 
most efficient plant, equipment and 
facilities available. Conversely, if earn- 
ings are inadequate over a period of 
years, service inadequacies are sure to 
result.” 


Mr. Metzman also said that the N.Y.C. 


has had to spend large sums of money 


since World War II to improve its 
facilities. In the last six years, he 
stated, the railroad had purchased and 
received approximately $352,000,000 worth 
of new equipment on which there was 
a substantial annual carrying charge. 
He added that the system also had 
equipment now on order which would cost 
$119,000,000, but the contracts contained 
escalator clauses and the costs might be 
more. 

“Unless the railroads are allowed rates 
which will result in adequate earnings, 
improvements cannot be made, dividends 
cannot be paid, credit deteriorates and 
service is affected,” Mr. Metzman con- 
cluded. “I cannot believe that denial 
of a fair return was intended at the 
time our government determined upon 
regulation of the railroad industry.” 


Pennsylvania R.R. 


Walter S. Franklin, president of the 
Pennsylvania Railroad, testifying for the 
eastern lines, emphasized the urgency of 
the railroads’ need for a six per cent 
increase to meet increased operating and 
wage costs already incurred or agreed 
to and to maintain a repair and improve- 
ment program essential to national de- 
fense and business needs. His verified 
statement and exhibits were entered in 
the record. 

He said that although railroad wage 
rates and material price levels had more 
than doubled since 1940, freight rates.on 
an average had increased only 57 per 
cent. 


If the 6 per cent increase were granted 
for the full year 1951, the rate of return 
of the eastern roads would be only 3.97 
per cent, he continued. 


“While this proposed increase will not 
provide a fair return, it does help us 


meet recent increases in costs,” he said. 
“We held the proposed increases to what 
is required to meet the increased costs 
with the expectation that we would 
thereby get immediate relief.” 

Mr. Franklin said that the rate in- 
creases requested did not cover additional 
wage demands now pending nor further 
possible increases in other costs. 

He said substantial expenditures had 
already been made by the railroads for 
new and rebuilt freight cars and other 
property improvements to meet the de- 
mands of defense and business needs, and 
that, “with all that has been accom- 
plished the job is far from complete. If 
the railroads were to continue to ex- 
pend monies for capital improvements at 
this very high rate, the funds must be 
provided from earnings in order to pro- 
tect the credit position of the railroad 
industry as a whole. 

“This all adds up to the need for suffi- 
cient earnings in the future which can 
only be accomplished if the railroads 
are permitted to substantially cover 
higher wage and material costs through 
increased charges for their product as 
has been the case with unregulated forms 
of industry.” 

He referred to a $534,000,000 program 
which the Pennsylvania had under way 
for new and rehabilitated equipment, in 
addition to other millions being spent for 
line and property improvements. 

“Tt is obvious,” he continued, “that 
we shall need full cooperation from gov- 
ernmental and regulatory bodies as the 
economic situation tightens to assure us 
adequate manpower and materials and 
a level of earnings which will enable 
us to maintain the railroad properties 
abreast of the needs of the nation.” 

Mr. Franklin said that on his own 
road the wage increases to operating 
employes already agreed to would cost 
$18,180,000 while increases in material 
and supply costs, 1951 compared with 
1949, are $26,772,000, a total annual in- 
creased cost of $44,952,000. He said he 
estimated the increased revenue to the 
Pennsylvania from the requested 6 per 
cent increase would be $45,883,000 a year, 
observing, however, that two months of 
1951 had been lost already. 

He said that the Pennsylvania’s rate 
of return on net investment in 1951 if the 
6 per cent increase were applied through- 
out the year would be 3.23 per cent. 


“This,” he continued, “would still be * 


far short of that which we should be 
earning in order to continue proper 
development of the property and allow 
the owners a return on their investment 
sufficient to attract future capital for 
the railroad.” 


He said the road’s heavily increased 
interest and rental charges in 1951 for 
new equipment were included in the de- 
fense and improvement program. 

“The Pennsylvania now has a program 
for spending more than $150,000,000 in 
1951 on improvements of all sorts, large 
and small,” Mr. Franklin said. 

The railroad must be adapted to in- 
dustrial changes made by the shift from 
normal to defense production, he said, 
adding that changes already announced 
in the steel industry alone in Pennsyl- 
vania Railroad territory would require 
the road to make capital expenditures 
approximating $20,000,000. 

“This money should come from earn- 
ings,” he said. 

Mr. Franklin said the Pennsylvania 
had experienced increased expenses of 
$3,700,000 a month in wages and ma- 
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terials, since the September 21, 195i 
wage agreement, but that this figure did 
not include the so-called “escalator 
clause.” If that clause were in effect 
for all of the railroad’s operating em-~ 
ployes, he added, the cost would be 
$3,300,000 a year for each one-cent ad- 
vance in wages. 

He said a return on depreciated in- 
vestment, including materials and sup- 
plies and cash of 2.49 per cent for the 
year 1950 was a narrow margin for a 
gross business of $930 million that year. 
Mr. Franklin said he wanted to point 
out that the net income that year was 
$38,420,677. The railroad’s net railway 
operating income was $57,873,351 in 1950, 
he said, in comparison with $390,805,000 
for the eastern railroads, including the 
Pocahontas Region roads. He said a 
figure of $231,753,260 for maintenance 
of equipment for 1950 was large and “one 
that we expect to continue.” It in- 
cluded a substantial reserve for use in 
1951 for work held over from 1950, he 
said. 

Steel Rail Purchase 


If the Commission granted the in- 
crease, he continued, the P.R.R. would 
purchase 100,000 tons of steel rail at $8 
million, but only 75,000 tons if the in- 
crease was not forthcoming. Any failure 
to obtain steel would be reflected in the 
road’s earnings, he said. 

In response to a question by Commis- 
sioner Aitchison, Mr. Franklin said that 
if the 6 per cent interim increase was 
granted and then further wage increases 
had to be paid non-operating employes, 
it would be necessary to come back to 
the Commission “for more.” There was 
nothing the Commission could do, as of 
the present, he said, other than grant 
the requested interim increase in con- 
nection with an over-all policy for non- 
operating employe expenditures. 


Work Stoppage Losses 


Mr. Franklin said the P.R.R. figured 
that it lost a million dollars a day in the 
switchmen’s work stoppages of January 
30 to February 8 and that some expense 
would continue for some time. He said 
all schedules had not been restored even 
in such important terminals as St. Louis 
and Chicago. This discussion was brought 
about in connection with the subject of 
making advance estimates. Mr. Frank- 
lin said that in February, as a result 


of the strike, the Pennsylvania would 


“take severe punishment.” 

On conclusion of direct examination by 
E. A. Kaier, Pennsylvania counsel, Mr. 
Franklin was cross-examined by various 
counsel. Mr. Matson said he noted that 
Mr. Franklin said that in January the 
railroad was running ahead of its esti- 
mates but that in February it was falling 
behind. Mr. Franklin said he could not 
state exactly what the extent of the lag 
would be. 


Mr. Childe sought to learn whether 
Mr. Franklin was familiar with the 
D.T.A.’s estimate of 687,000,000,000 ton 
miles of revenue freight in 1951. On fur- 
ther questioning, Mr. Franklin agreed 
that if the D.T.A. figure was correct the 
increase in ton-miles would be about 16 
per cent and it would be about that on 
the P.R.R., although he had not figured 
it out. 


Mr. Burchmore wanted to know if, as 
a result of a favorable decision in the 
instant case, increasing the rates, there 
would be a tendency to increase the cost 
of living with consequent further wage 
increases. Mr. Franklin said that with 
increases in prices generally, there was 
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no reason why the railroad industry 
should be deprived of price increases. 
He added that after all the 6 per cent 
price increase was comparatively small. 

Parker McCollester, transportation 
counsel, of New York City, asked the 
Pennsylvania president if his railroad’s 
estimates were based on an assumption 
that “similar forms of transportation 
would make similar increases in rates.” 
Mr. Franklin said “not necessarily.” Mr. 
McCollester sought to bring from the 
witness a statement that a large part of 
any increase granted the Pennsylvania 
would go to the U.S. government in the 
form of income and other taxes. 


Atlantic Coast Line 


Champion McD. Davis, president of 
the Atlantic Coast Line, in a statement, 
said the railroads should not be forced to 
absorb increased cost to the point of 
“gasping for breath,” but that, like other 
industries, they should be allowed to in- 
crease charges as and when costs went 
up. Mr. Davis’ verified statement and 
exhibits were accepted for the record. 

“Industry generally is enabled to in- 
crease its prices immediately after its 
costs are increased, but the railroads 
must always suffer some lag in time,” Mr. 
Davis asserted. The railroads are always 
faced with opposition to any increase in 
rates and charges, being the one industry 
that is expected to absorb all of its in- 
creased costs. 

“The prices of other industries have 
risen far more than railroad rates, fares 
and charges. The prices the railroads 
generally pay are more than twice what 
they were prior to World War II, yet 
railroad rates have increased only about 
57 per cent on the average and passen- 
ger fares even less. 

“Other industries are consistently 
earning more than 6 per cent upon their 
investment,” Mr. Davis continued, “but 
the railroads have consistently been kept 
on a level of earnings well below 6 per 
cent, yet there is no industry more vital 
to the nation’s welfare, and none which 
is called upon more often or responds 
more vigorously in times of national 
peril, than the railroads.” 

Mr. Davis said that the rate of return 
on investment for the Coast Line in 1950 
was only 2.8 per cent and that at present 
freight rates, the return would be only 
2.1 per cent in 1951. Even with the in- 
crease sought, the rate of return would 
still be only 2.5 per cent, he added. 

“Dollars are needed to maintain and 
improve the service so necessary at this 
time of national emergency when this 
nation is so dependent on its railroads, 
and dollars come only from earnings,” 
Mr. Davis stated. 

The railroad president said that the 
Coast Line in the next five years was 
committed to capital expenditures of 
about $64,000,000. This road, like other 
Yrailroads, he said, was seeking adequate 
earnings to enable it to grow, to provide 
excess capacity for emergencies, to 
further improve plant and facilities, 
looking not only to betterment of serv- 
ice but also toward lowering operating 
costs, and to be in a position to measure © 
up to the demands that were being and 
Would be made on it in this time of na- 
tional emergency. 

Gross expenditures for additions and 
betterments to road and equipment on 
the Coast Line in 1950 amounted to more 
than $20,000,000, Mr. Davis continued, 
adding that the railroad now had about 
$29,090,000 worth of new diesel locomo- 
tive units and freight cars on order. 

Besides this, he stated, the Coast Line 


still had about $15,500,000 worth of work 
to do in modernizing and extending its 
signaling under mandatory orders of the 
Commission and another $8,000,000 was 
required to install signaling on secondary 
main lines. 


Estimates Lower Income 


Mr. Davis, in his statement, said the 
“striking feature” of the operating re- 
sults shown in his exhibit was that, if 
and when the full increase sought in the 
proceeding were granted for application 
both interstate and intrastate, both the 
net railway operating income and the 
net income for 1951 were estimated to be 
less than those entries, respectively, for 
1950. 


The exhibit. showed net railway oper- 
ating income actual for 1950 as $9,816,- 
668; that estimated for 1951 at present 
freight rate levels as $7,804,397; and at 
present levels plus the increases sought, 
$9,469,303. It showed net income actual 
for 1950 as $12,778,787; that estimated 
for 1951 at present levels, $10,298,861; 
and at present levels plus the increase 
sought, $12,499,184. He said increased 
wage levels were the reason for the lesser 
income figures expected in 1951. 


Mr. Matson, on _  cross-examination, 
questioned Mr. Davis regarding an ap- 
proximately 23 per cent increase in rev- 
enue ton-miles as estimated for 1951. 
Mr. Davis was also asked about this in 
comparison with a 5 per cent ton-mile 
increase estimated for southern railroads. 
Mr. Davis said that this question had 
been discussed by the A.C.L. and read 
from an accounting staff letter written 
following a review of the figures. He said 
it was true that the revenue ton-mile 
estimate for 1951 seemed optimistic but 
that it had been deemed unwise to re- 
vise the figure. 


Illinois Central 


W. L. Grubbs, counsel for the Louis- 
ville & Nashville Railroad, said that he 
had a witness who, in contrast to the 
A.C.L. estimate, would show why another 
railroad’s ton-mile estimate for 1951 
would not go substantially beyond that 
estimated for the southern roads. He 
brought to the stand J. L. Sheppard, 
assistant vice-president of the Illinois 
Central Railroad. Mr. Sheppard said the 
I.C.’s tonnage for 1951 was expected to 
be substantially the same as for 1950 
although there would doubtless be some 
variation among different commodities. 
An exhibit introduced by Mr. Sheppard 
showed, he said, a revenue ton-mile fig- 
ure for 1950 of approximately 19,200,000,- 
000 as compared with approximately 19,- 
221,057,000 estimated for 1951 either as 
based on January 1, 1951 rates or on the 
proposed increases. 

Mr. Sheppard detailed the volume of 
traffic expected on various commodities, 
saying that decreases were expected on 
coal, lumber, certain agricultural prod- 
ucts, and automobiles and parts. 

The exhibit offered by Mr. Sheppard 
was attached to a verified statement, 
which was also entered for the record. 
He said that increases were anticipated 
on important commodities such as cotton 
and cottonseed products, fertilizer, grain 
and grain products, chemicals and ex- 
plosives, iron and steel, packinghouse 
products, petroleum, asphalt, cement, 


sand and gravel, green fruits and vege- 
tables. 


Because of rising labor and material 
costs, he said, the railroads needed a 
freight rate increase to keep their plant 
in condition to perform satisfactory serv- 
ice, and to meet the demands of the 
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public and the government both in 
peacetime and wartime. 


“This requires new capital for addi- 
tions, betterments and modernization 
which must come from earnings or be 
obtained by increased borrowing,” he 
explained. “In either case, adequate 
earnings are vital.” 

Outlining some of the improvements 
being undertaken by the Illinois Central, 
Mr. Sheppard emphasized that much 
more than cars and locomotives were 
involved. Included in such a program, 
he continued, were main line tracks, yards 
and sidings, reductions in grades, im- 
proved machinery, station and office 
buildings, bridges, improvements in 
safety appliances, and many other 
things. He stated that the Illinois Cen- 
tral spent a total of $162,700,000 on im- 
provements between 1941 and 1950 at an 
annual average of $16,300,000. 


Mr. Sheppard cited the large increases 
in costs of the things the railroads must 
buy and asserted that “the rates and 
charges to the public should be at such a 
level as to afford sufficient and proper 
additional capital as necessary to permit 
the railroads to provide the replace- 
ments when needed.” 

As an example of these increases, Mr. 
Sheppard cited the case of hopper freight 
cars which in 1929, he said, cost. $2,086 
and at present cost $5,500 to replace. 

Mr. Sheppard discussed the effects of 
the rate increases on the ability of the 
railroads to compete with other forms of 
transportation. In this connection, he 
said that “the railroads will be able to 
continue to compete successfully with 
other forms of transportation, and there 
will not be sufficient diversion if the 
increases are allowed to offset substan- 
tially the aggregate increased revenues 
of the railroads as estimated.” 

H. C. Barron, of the western railroads, 
offered for the record verified state- 
ments of John P. Kiley, president of the 
Milwaukee Railroad; Robert J. Stone, 
vice-president—operation, Frisco Rail- 
way; Robert O. Small, assistant vice- 
president—traffic, Chicago & North 
Western Railway System; and D. V. 
Fraser, president, Missouri-Kansas-Texas 
Lines. Mr. Kiley was the only one of the 
group called to the stand for cross- 
examination. 


Milwaukee Road 


In his direct testimony statement Mr. 
Kiley said that because recent increases 
in federal income tax rates were “siphon- 
ing off” railroad income it was important 
that freight rates be maintained at a 
level that would permit industry to meet 
both normal and emergency transporta- 
tion requirements. He said that the con- 
tinued and increasing rise in taxes, to- 
gether with higher wages and materials 
costs, was making it more difficult for 
the railroads to maintain efficient opera- 
tion and to keep their plant and equip- 
ment ready for increased rearmament 
demands. 

He told the Commission that on July 
1, 1950, the normal income and surtax 
rate of 38 per cent was increased to 45 
per cent, and that last January 1, it was 
hiked still further, to 47 per cent. More- 
over, Mr. Kiley said, it seemed to be 
accepted that further substantial in- 
creases were imminent. 

Asserting that the experience of the 
last war demonstrated the dependence 
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of the country on its railroads, Mr. Kiley 
stated that, even allowing for an expan- 
sion in rail traffic this year, the railroads 
would not be able to make needed im- 
provements in their plant and equipment 
without an increase in freight rates. 

To keep his railroad in strong and 
adequate condition would require capi- 
tal expenditures of $25,440,000, of which 
improvements to road accounted for $8,- 
740,000 and investment in new equipment 
for $16,700,000, Mr. Kiley said. 

On the basis of estimated traffic vol- 
ume for 1951, the Milwaukee Road would 
realize an increase in revenue of $12,- 
200,000 if the nationwide 6 per cent in- 
crease in freight rates was granted by 
the I.C.C., he said. 

“It is apparent that an increase of 
this amount would fall considerably 
short of covering the increases in the 
cost of labor, materials and supplies, and 
the rise in federal taxes,” Mr. Kiley con- 
tinued. 

The Milwaukee Road official concluded 
by emphasizing that “certainly, it is in 
the public interest that the railroads be 
permitted to maintain a strong physical 
and financial condition, and what is here 
sought will do no more than assure suffi- 
cient funds that are needed now to main- 
tain essential services and required im- 
provements.” 


Frisco Railway 


Mr. Stone said that higher operating 
costs and capital expenditures would 
make it increasingly difficult for railroads 
of the southwest to meet the transporta- 
tion needs of that region with maximum 
efficiency. He asserted that “further rate 
increases are required to enable the roads 
in the southwest to continue to render 
adequate and dependable transportation 
for America’s civilian and rearmament 
needs.” 

Taking his railroad as an example, 
Mr. Stone said that the cost of fuel oil 
had gone up 93 per cent in the last year 
and a quarter, diesel oil now cost his rail- 
road 23 per cent more than at the begin- 
ning of this period, and the increase in 
many other material costs has been com- 
parable. 

After taking into consideration in- 
creased materials costs, wages, taxes, hire 
of equipment and joint facility rents, the 
St. Louis-San Francisco Railway would 
earn an estimated net income of only 
$6,375,000—or a rate of return of only 
3.59 per cent—in 1951, Mr. Stone told 
the I.C.C. 

Although the Frisco was_ seriously 
hampered by all of these increased costs, 
it was continuing a long-term program 
of modernization and improvement in or- 
der to render the best transportation 
service possible, the railroad official as- 
serted. As part of this program, he said, 
the Frisco was spending almost $45,000- 
000 on more powerful locomotives, better 
cars, improved signals and communica- 
tions, modernized freight yards and re- 
pair facilities, and improvements in other 
parts of the plant and equipment. This 
program of modernization was another 
factor which made it important for the 
Frisco Railroad to realize greater earn- 
ings through increased freight rates, Mr. 
Stone concluded. 

Mr. Small testified that increased 
revenues were necessary to put the rail- 
roads in a better position to render re- 
quired transportation service in the 


present period of defense preparation as 
well as in anticipation of the much 
greater demands which an actual war, 
if it came, would bring. 

In the course of testimony he said 
that increased revenues were needed to 
meet the increased cost of materials, 
supplies and wages so that the railroads 
could provide an adequate transportation 
plant. 


Mr. Small, who testified on behalf of 
carriers in the Western District, described 
the far-reaching program of the rail- 
roads to improve and enlarge their plant. 
He said that orders had been placed for 
more than $572,000,000 worth of new 
freight cars totaling 113,345 units since 
January 1, 1950. Increases sought by the 
railroads should be “granted at the 
earliest possible date” so that this’ pro- 
gram might continue, Mr. Small stated. 


“The railroads must not remain static, 
but must continue to advance progres- 
sively not only in step, but if possible a 
step in advance of the economic progress 
of the nation,’ Mr. Small continued. 
“Our whole economy as well as our mili- 
tary strength are vitally affected by the 
policy and pattern of transportation de- 
velopment. 


“Even if the present crisis develops into 
another war, with consequent increase in 
traffic volume, the need for increased 
revenues still exists,” Mr. Small said. 
“War restricts the materials available for 
the repair and operation of facilities and 
restricts the supply of skilled labor, 
making it difficult for the carriers to pro- 
vide adequate facilties to meet all needs. 


“During World War II, for instance, 
railroads were unable to obtain more 
than a fraction of the manpower, rails, 
ties and other materials necessary to keep 
tracks from deteriorating under heavy 
impact. There is no question but that 
poor railroad earnings endanger national 
security and the only reason the rail- 
roads’ properties are not in better con- 
dition than they are is that they simply 
have not had the money to spend.” 

Mr. Small asserted that in their peti- 
tion the railroads recognized the neces- 
sity of making reasonable adjustments 
in any increases authorized by the Com- 
mission in order to restore as far as 
practicable market and commercial rela- 
tionships. 


“This is especially true as to rates on 
grain and grain products,” he stated. 
“Whatever increases may be authorized 
on such commodities, it will be the in- 
tention of the railroads to confer with 
representatives of the grain markets and 
others interested in order to restore, as 
far as practical, any disturbances in re- 
lationships which may be caused by a 
percentage increase.” 


M-K-T Lines 


Mr. Fraser said that it would be a 
calamity to the nation and its shipping 
and investing public if railroad rates 
were not increased sufficiently to allow 
revenues to keep in line with constantly 
rising costs of operation. In a statement 
supporting the railroads’ petition for in- 
creased freight rates, Mr. Fraser de- 
clared that if this was not done, “the 
properties cannot be maintained at 
proper levels and additional improve- 
ments and equipment cannot be provided 
in amounts sufficient to meet the emer- 
gency that confronts us.” 

“Because of the inability to fix prices 
for its services in line with the cost of 
doing business, railroad management has 
not always been able to meet its obli- 
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gations to security owners,” Mr. Fraser 
asserted. 

“Because of these facts, railroad credit 
reached a very low ebb within the recent 
past. Even today when railroad earn- 
ings are somewhat improved, it is not 
possible to attract equity capital for im- 
provements to the property.” 

Unfortunately, he continued, rising 
wages and materials costs were limiting 
the amount of income available for nec- 
essary improvements. 

“The year 1950 was a year of good busi- 
ness volume for the M-K-T,” Mr. Fraser 
said. “Net income for our railroad was 
among the best in the history of the 
company, yet it represented a return of 
only 3.20 per cent on the investment in 
the property and only 3.50 per cent on 
such investment less depreciation.” 

Mr. Fraser told the Commission that 
wages and payroll taxes were approxi- 
mately 52 per cent of his lines’ gross rev- 
enues in 1949, and that any appreciable 
increase in these costs would seriously 
decrease net income of the M-K-T. 

“In addition to increased payroll costs 
of the past and those contemplated for 
the future, all other operating costs have 
been and are mounting daily,” he con- 
tinued. 

Citing as an example the cost of fuel 
for locomotives—which, next to wages, 
he said, was the largest item of railroad 
expense—Mr. Fraser informed the Com- 
mission that on the M-K-T Lines, the 
cost of heavy fuel had gone up 95 per 
cent as compared with July 1, 1949, while 
the price of diesel oil had risen 17 per 
cent from the same date. 

Costs of other materials had been in- 
creased in varying amounts, Mr. Fraser 
said. Moreover, the present emergency 
was creating a heavy need for materials 
for needed improvements in the plant 
and equipment of the M-K-T Lines, he 
stated. 

“The added burden for capital expen- 
ditures necessary to meet the present 
emergency comes at a time when the 
railroads are already burdened with 
heavy expenditures made to increase effi- 
ciency and safety of operation during the 
past decade,” Mr. Fraser continued. 

“The modest rate increase sought by 
the railroads is necessary to enable them 
to operate efficiently, make needed im- 
provements and re-establish their credit 
with the investing public,” he concluded. 


Louisville & Nashville 


John K. Dent, vice-president of the 
L. & N. Railroad, testified that freight 
rates and charges to, from and within 
the south would be reasonable if the 
railroads were granted the six per cent 
increase. He said the prices of products 
and services of industry generally had 
recently risen. 

“Virtually everything we buy or have to 
pay for costs us more now than we had 
to pay before the Korean development,” 
he continued. “Prices and wages are still 
rising. Railroad rates and charges should 
not alone remain static.” 

The railroad officer asserted that be- 
cause of shrinkage in the value of the 
dollar, a given freight rate or charge, 
unchanged, was a lower rate than the 
same rate one year ago. Mr. Dent said 
that a flat increase of 18 cents a net 
ton and 20 cents a gross ton was pref- 
erable to a percentage increase in order 
to maintain relationships between mines 
and mine groupings. 

While there would be local situations 
that would require special rates to meet 
competition, in general the competition 
for short-haul traffic in the past had 
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resulted in some very low rates for the 
shorter distances, Mr. Dent said. The 
receivers near the mines, by reason of 
this competition and the relatively short 
distances, had not had to pay as much 
of the total transportation cost as had the 
receivers at long distance points, he said, 
adding that therefore a flat increase 
would better serve the public interest. 


Mr. Dent told the I.C.C. that the pro- 
posed increase in coal rates “will not 
result in any substantial diversion of the 
coal movement from the rail lines, and 
such diversion, if any, as may take place 
will be inconsequential.” 

The L. & N. vice-president also said, 
among other things, that the L. & N. was 
a large coal carrier. He did not believe, 
he said, that the proposed flat increase 
of 18 cents a net ton, or 20 cents a gross 
ton, in coal rates would result in any 
substantial diversion of that traffic from 
the railroads to the trucks or other 
forms of transportation. He said that 
for the shorter distances a substantial 
part of the movement had been, for 
many years, handled by truck. The 
truck movement, he said, had been from 
the truck mines that peddled the busi- 
ness in the spring, summer, and fall 
seasons to the place of consumption. 
He said that it was only when an indus- 
try had an industrial siding, thus per- 
mitting delivery at the place of con- 
sumption, that the railroads could hope 
to compete with the truck mines and 
truck operators for the shorter distance 
movements. 

The experience of the L. & N. in the 
Kentucky, Tennessee, and Alabama ter- 
ritories, Mr. Dent said, was that it had 
been found impossible to recover the 
short-haul tonnage through reduction in 
rates, even where the reduction had been 
accompanied by price reductions. 


Southern Railway 


Harry A. DeButts, vice-president in 
charge of operations of the Southern 
Railway System in a verified statement, 
said that the Southern, in the calendar 
year 1950) earned 4.24 per cent on invest- 
ment in the property before deducting 
depreciation and 4.97 per cent on such 
investment less depreciation. He said 
this took into account an unusual credit 
of $5,357,563 for back mail pay covering 
the years 1947-1950, inclusive. The 4.97 
per cent was not a fair return, although 
1950 had been regarded as a good year, 
he said. 

“Southern’s net income in 1950, less a 
preferred dividend of 5 per cent and a 
dividend of $3 per share on the common 
stock,” he continued, “will leave a final 
income figure of approximately $15,505,- 
442. For the needs of a property such as 
the Southern Railway Co., called upon, 
as it is, to be ready for any transporta- 
tion need of the nation that may arise, 
this sum is not enough. More is needed if 
a railroad so vital to the country’s wel- 
fare is to function at its level best. This 
calls for improved equipment and facili- 
ties. Furthermore, ‘sound credit is neces- 
Sary to permit financing and refinancing 
at sound interest rates.” 

Mr. DeButts said that by large capital 
expenditures the Southern had greatly 
Improved its terminals, roadway, and 
equipment. Since January 1, 1940, he 
Continued the Southern had invested 
$83,416,301 in diesel (freight, passenger, 
and switch) locomotive units alone. On 
December 31, 1950, he said, the road’s 
_ aotive equipment consisted of 1,546 

Its 
A verified statement of Fred Carpi, 
Vice-president in charge of traffic of the 





Pennsylvania Railroad, was offered by 
Mr. Burgess, and Mr. Carpi was called 
to the stand for cross-examination. He 
testified on behalf of the Pennsylvania 
and eastern carriers. 


For the year 1951, said Mr. Carpi, a 
continuing increase in the revenue ton- 
nage handled by the Pennsylvania was 
anticipated. He said the railroad esti- 
mated the revenue tons at 230,250,000; an 
increase compared with the estimated 
tons for 1950 of 9.5 per cent. 

“All categories of traffic are expected 
to contribute to this overall increase, 
although a somewhat greater than aver- 
age increase is contemplated in manu- 
factures and miscellaneous,” he said in 
his verified statement. 

On cross-examination Mr. Carpi was 
questioned, among other things, about 
movements of different commodities. For 
example, he had said in his statement, 
that on lumber, the proposed maximum 
of 4 cents a 100 pounds reflected the 
application of the proposed 6 per cent 
increase to the present carload rate of 
66 cents a 100 pounds from Hattiesburg, 
Miss., to Chicago, IIl. 

“Differential relationships between the 
Pacific Coast and the southern pro- 
ducing points,” he said, “while of com- 
paratively recent origin, are nevertheless 
considered of vital importance by the 
western railroads and shippers. It is 
proposed that this maximum be also 
applied on articles listed in tariffs as 
taking the lumber rates.” 

He was questioned, among others, by 
A. G. T. Moore, southern lumber repre- 
sentative, of New Orleans, La. Mr. Moore 
asked if the carriers were trying to fix a 
rate relationship on _ transcontinental 
rates and from the south and Ofificiai 
Territory. Mr. Carpi agreed it was a 
rate relationship. 

Additional verified statements received 
were those of J. A. Fisher, executive vice- 
president of the Reading Co.; H. E. 
Simpson, vice-president—traffic, Balti- 
more & Ohio Railroad; H. W. Von 
Willer, vice-president in charge of traf- 
fic, Erie Railroad; George F. Glacy, vice- 
president and chief accounting officer, 
Boston & Maine and the Maine Central 
railroads; and Dr. Jules Backman, asso- 
ciate professor of economics, New York 
University school of commerce. 


Reading Co. 


Mr. Fisher said, among other things, 
that the seven principal anthracite 
originating railroads earned a substan- 
tial portion of their total freight reve- 
nues from that traffic and depended 
heavily on the proposed increase in rates 
on that commodity to meet their in- 
creasing costs. He emphasized the “ur- 
gent necessity for the prompt approval 
of the proposed increases in order that 
adequate revenues may be available, not 
only to meet the increased labor expense 
and cost of material and supplies de- 
scribed by Dr. Parmelee in his verified 
statement, but also to carry out the 
improvement program for 1951 involving 
the added equipment, motive power and 
facilities necessary to meet the current 
national emergency.” 


Baltimore & Ohio 


Mr. Simpson said the B. & O. esti- 
mated approximately 28,925,000,000 reve- 
nue ton miles for 1951. He said he esti- 
mated that the volume of freight traffic, 
measured by revenue ton miles, for 1951, 
would be about 5 per cent greater than 
in 1950. At present rates, he continued, 
this would result in an increase in net 
income of $1,705,143. Net railway operat- 
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ing income estimated for 1951, however, 
he said, would produce a return on net 
investment of 3.31 per cent as against 
3.21 per cent for 1950. He said that in 
view of the reduced purchasing power of 
the dollar this increase in operating in- 
come was “indeed small.” If the in- 
creases sought were granted, he con- 
tinued, the B. & O.’s increase in net 
income for 1951 would be $7,230,000 and 
the net railway operating income would 
produce a rate of return on net invest- 
ment of only 3.99 per cent. He said that 
in his judgment the freight traffic 
handled by the B. & O. could readily 
bear “the modest increase in rates we 
are proposing.” 


Erie Railroad 


Increases in freight rates and charges 
requested by the railroads were neces- 
sary to meet the needs of the railroads 
and were required in the interests of the 
national economy and national defense, 
Mr. Von Willer testified. He said that 
increases in freight rates authorized 
since 1939 totaled only 57.3 per cent. 


On the other hand, he continued, 
wholesale commodity prices between 1939 
and November 1950 had advanced almost 
123 per cent, the wholesale prices of farm 
products had risen more than 181 per 
cent, and retail prices had gone up al- 
most 97 per cent. There had been further 
sharp increases since November in these 
prices, he added. 


“The .granting of the increases re- 
quested will still leave the percentage 
increase in freight rates and charges be- 
low the percentage increase in commodity 
prices,” Mr. Von Willer maintained. 

“Increases in freight rates and charges 
were forced by the trend toward a higher 
price level which has been one of the 
predominant characteristics of our na- 
tional economy,” Mr. Von Willer con- 
tinued. “On the railroads generally, and 
on the Erie, inflation has hit our ex- 
penses well in advance of our ability to 
balance the effects by increased rates 
and charges. We thus feel that we are 
at the tail end of the inflation parade, 
not in the lead. 


“It is a simple economic fact, appli- 
cable to the railroads as well as to in- 
dustry generally,” he asserted, “that sub- 
stantial increases in wage and material 
costs must be met if a healthy financial 
condition is to be maintained. Increas- 
ing prices is the generally. accepted, in- 
deed indispensable, method to balance 
increased costs. In this respect, the rail- 
roads are no different from any other 
large enterprise.” 

The Erie officer said that higher freight 
rates were necessary not only to balance 
increased costs, but also to promote rail- 
road efficiency. Primarily, increased 
efficiency in the railroad industry was 
accomplished by, and resulted in, addi- 
tional investment of money in new and 
improved plant, tools and equipment, Mr. 
Von Willer asserted. 

Not only was the net income of the 
carriers inadequate, Mr. Von Willer con- 
tinued, but the dollars left for net in- 
come, he said, were not equivalent to the 
same number of dollars of past years. 
They were depreciated dollars with sub- 
stantially less value in purchasing power, 
he added. 


Mr. Von Willer cited the purchase of 
new freight cars as an example of the 
results of dollar depreciation. The rail- 
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roads were retiring box cars today that 
cost $2,000 to $2,500, while new ones cost 
$5,500 to $6,000 each, he said. 

“On the basis of increased freight rates 
and charges requested by the railroads, 
the Class I railroads in the country as a 
whole will earn a rate of return in 1951 
of only 4.13 per cent,” Mr. Von Willer 
concluded. “Such a small rate of return, 
particularly in the light of depreciated 
purchasing power of the dollar, is cer- 
tainly the minimum for an industry upon 
which the nation depends for vital trans- 
portation service in times of peace and 
war.” 

Boston & Maine et al. 


Mr. Glacy testified that continued pro- 
ductivity and prosperity in New England 
would depend largely on the ability of 
this region’s railroads to obtain the in- 
creased freight rates they needed for 
the continued provision of adequate 
transportation. Mr. Glacy asserted that 
“the importance of New England to na- 
tional defense requires consideration of 
the needs of its railroads, whose rate of 
return over the last few years has been 
wholly inadequate.” 

“As a consumer of raw materials pro- 
duced in other sections of the country 
and as a producer of essential manufac- 
tured goods, New England relies heavily 
upon transportation and its railroads 
must be maintained in a healthy condi- 
tion to serve it,” he said. 

If the railroads were to be healthy, 
Mr. Glacy continued, their rate structure 
must produce an adequate rate of re- 
turn, which, he said, was not the case 
at present. 

The Boston & Maine official said he 
blamed this situation partly on the fact 
that his line must carry relatively light 
loads, at heavy per diem charges, over 
short distances, which added greatly to 
the cost of supplying rail service. In 
addition, his railroad, like many .others, 
had been hard hit in the last two years 
by recent increases in wages and in the 
cost of supplies and materials, Mr. Glacy 
asserted. 

He said that his road had now reached 
a point where increased wage levels had 
created a critical situation. For every 
one cent of increase in hourly wage rates, 
he said, the annual operating expenses 
of his railroad went up _  approxi- 
mately $307,735 without payroll tax. 

Because of all of these factors, earn- 
ings of the Boston & Maine had declined 
each year since 1942, when a peak re- 
turn of 6.18 per cent, less depreciation, 
was reached, he said. In the last nine 
years, he continued, the railroad’s rate 
of return had fluctuated between 1.8 per 
cent and 3.25 per cent, with a rate last 
year of only 2.7 per cent. Even these 
meager earnings would not have been 
realized had it not been for large capital 
expenditures made by his railroad on 
improved plant and equipment, he main- 
tained. 

“To sum up, the Boston & Maine must 
have greater earnings and if wages and 
prices are increased to the _ extent 
presently indicated (or even less than 
that), the net result for 1951 will be a 
sizable deficit,” he said. “A compensat- 
ing increase in freight rates is an ab- 
solute necessity as an offset.” 

Dr. Backman said that because price 
increases had far outstripped the rise in 
railroad freight rates in the last few 


years, America’s railroads had failed to 
participate in the postwar profitability 
of the national economy. He character- 
ized the present low level of railroad 
earnings as “alarming” and declared 
that it “contains the seeds for serious 
difficulties in the future.” 

“Increases in railroad rates have not 
enabled railroads to catch up with price 
trends in the rest of the economy,” he 
told the Commission. “Railroad revenue 
per ton-mile had increased significantly 
less than other prices prior to the Korean 
emergency and have not reflected the 
upsurge since that time.” 

Real net railway operating income in 
1950 was still below the level in the de- 
pressed 1935-39 period, Dr. Backman as- 
serted and added that “even the pro- 
posed rate increases will yield an esti- 
mated net railway operating income 
which will be far from munificent in 
terms of real dollars.” 

Other segments of American industry 
had participated in the postwar boom 
in profits to a far greater extent than 
had the railroads, he said. For example, 
he said, in 1950 corporate profits were 
161 per cent greater than in 1929, while 
net railway operating income remained 
23 per cent below the 1929 level. 

“The reason for this low relationship 
is, of course, the fact that railroads have 
not had price increases comparable to 
those in other industries,” he said. Dr. 
Backman added that “increases in in- 
dustrial prices have far outstripped in- 
creases in the price of railroad trans- 
portation.” 

Dr. Backman predicted that, in the 
light of the probable economic outlook, 
the railroads would be faced with higher 
costs for plant and equipment in the 
years immediately ahead than at any 
time in the last 50 years. 

“Under these circumstances, the cost 
of replacing plant and equipment that 
is retired, and the cost of additions and 
betterments will be considerably greater 
than in the past,” he continued. “To the 
extent that depreciation reserves have 
been set up on the basis of original cost, 
they will prove to be inadequate by a 
significant margin. The added funds 
will have to be obtained from undis- 
tributed profits or by raising new capi- 
tal.” 


As a result of this imbalance between 
railroad and other industrial prices, a 6 
per cent return to the railroads today 
had the real purchasing power of about 
three per cent before the war, Dr. 
Backman asserted. In view of all these 
factors, the total rate increase now 
being sought by the railroads was “defi- 
nitely on the low side,” he said. 

Mr. Burgess announced the afternoon 
of the second day of hearing, that the 
railroad presentation was complete ex- 
cept for a ruling on admission of a veri- 
fied statement of H. T. Bradley, 
valuation. engineer of the Missouri Pa- 
cific Railroad Co., representing the peti- 
tioning railroads’ valuation committee. 


Mr. Matson asserted that Mr. Brad- 
ley’s statement was irrelevant and asked 
that it be not received. Mr. Burgess said 
that he knew of nothing more relevant 
than the rate basis. Commissioner 
Aitchison deferred action on whether the 
statement would be received. 





Increase on Coal Protested 


Electric Energy, Inc., Joppa, MII1., 
asked the Commission to deny the rail- 
roads’ motion for an immediate increase 
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in coal rates and charges on an interim 
basis in Ex Parte No. 175. 

It said it was now engaged in the 
construction of a large steam electric 
generating station to supply power for 
@ government project. The cost of coai, 
it said, was a substantial part of the cost 
of generating electric energy, and a 
proposed flat rate increase of 18 cents 
a ton of coal would substantially increase 
the cost of electric energy used at the 
government project. 

Such an increase applied to all coal 
that would be consumed in the generat- 
ing station to supply the government 
project with 500,000 kilowatts of. electric 
power at 95 per cent load factor, it said, 
would increase the cost of such power 
by approximately $350,000 a year. 





Railroad and Barge Line 
Permitted to Intervene 


In General Increase Case 


The Commission, by an order in Ex 
Parte No. 175, Increased Freight Rates, 
1951, permitted the Atlanta & St. 
Andrews Bay Railway Co., and the Cen- 
tral Barge Co. to intervene in that pro- 
ceeding. 

Earlier it denied a petition of the rail- 
way for intervention, saying the excep- 
tions the railroad desired to make should 
be “specified with particularity” (T.W., 
Feb. 10, p. 49). 

By an amended petition, it said, the 
railroad stated that it desired to take 
exceptions with respect to the rates on 
petroleum and petroleum products in 
carload quantities as published in section 
3 of Agent Spaninger’s I.C.C. No. 1065, 
as amended from Panama City, Fla., “to 
stations in the states of Alabama and 
Georgia, and to stations in the State 
of Florida via interstate routes.” 


Central Barge Co., it said, asked the 
Commission to authorize increases in 
the aggregate rates applicable on rail- 
barge coal, moving from mines in Illinois 
and western Kentucky to points on the 
Mississippi River by rail thence by water 
to the Twin Cities and other upper 
Mississippi River points in Iowa, Wis- 
consin, and Minnesota, in amounts equal 
in measure to whatever increase might 
be authorized in the rates on all-rail 
coal from such origins to the same desti- 
nations (T.W., Feb. 17, p. 40). 


The Commission said these petitioners © 


would be allowed to intervene provided 
that hearings and further proceedings 
concerning their petitions would be held 
beginning February 19, concurrently 
with the hearing set in Ex Parte No. 175. 


Northwest Nut Growers 


Oppose General Increase 


The Northwest Nut Growers, Dundee, 
Ore., in a letter to the Commission with 
respect to Ex Parte No. 175, Increased 
Freight Rates, 1951, said that in its 
opinion the shippers of rail freight 
throughout the country would be “un- 
fairly penalized” by a further railroad 
rate increase. 


This association cited as “evidence of 
the lack of need of an additional freight 
rate increase at this time” a report 0 
Karl D. Loos, “widely known Washing- 
ton, D.C., cooperative and transportation 
attorney.” It said Mr. Loos’ report was 


nt ete oe 


bh beet bed 2 bee 


ae ew ee TH OF oe 


rn 


Mrtk et Oe <c aoa 


Cc WORLE 
. interim 


| in the 

electric 
ower for 
; Of coai, 
the cost 

and 2 
18 cents 
increase 
i at the 


all coal 
generat- 
ernment 
f. electric 
, it said, 
h power 
ur. 


1e 


ise 


ar in Ex 
it Rates, 

& St. 
the Cen- 
hat pro- 


the rail- 
ie excep- 
ce should 
Cw. 


said, the 
to take 
rates on 
ducts in 
n section 
No. 1065, 
Fla., “to 
ama and 
he State 


sked the 
‘eases in 
on rail- 
n Illinois 
ss on the 
by water 
er upper 
wa, Wis- 
nts equal 
se might 
2 all-rail 
me desti- 


etitioners © 


provided 
oceedings 
d be held 
currently 
e No. 175. 


rs 


ase 


" Dundee, 
sion with 
Increased 
at in its 
1 freight 
{ be “un- 
- railroad 


fidence of 
al freight 
report of 
Washing- 
sportation 
eport was 


February 24, 1951 


presented at a closed session of the ex- 
ecutive transportation committee of the 
National Council of Farmer Cooperatives 
held in connection with the council’s an- 
nual meeting in Chicago in January. 
“In this report,” the association con- 
tinued, “Mr. Loos pointed out that all 
Class I railroads of the United States 
showed a net railway operating income 
from freight service of $1,335,000,000 for 
1949, representing 8.4 per cent on the 
investment in freight service. He indi- 
cated that this net operating income 


figure, however, represented only 6.3 per 
cent return on the total investment. when 
a net passenger facility deficit of $649,- 
000,000 was taken into consideration. 

“In other words, freight rates are satis- 
factory as they now stand, whereas it is 
the passenger rates, including mail, ex- 
press, baggage, etc., which are in distress 
and in need of consideration for relief. 
There is no reason whatsoever why 
freight rates should be increased to sub- 
sidize the losses incurred by the passen- 
ger part of the railroad business.” 


FEDERAL MARITIME 
BOARD NEWS 





Chartering of Vessels for 
Gulf Intercoastal Service 
Of Luckenbach Proposed 


Approval of an application by Lucken- 
bach Steamship Co. for permission to 
bareboat charter four government-owned, 
war-built, dry-cargo AP2 Victory-type 
vessels for its Gulf intercoastal service 
has been proposed in a recommended de- 
cision by Examiner A. L. Jordan, of the 
Federal Maritime Board, on further hear- 
ing in M-14, Applications of American 
Hawaiian Steamship Co. and Luckenbach 
Steamship Co. 

The examiner noted that the report 
of the F.M.B. in the instant proceeding 
dated January 24 had disposed of the 
Atlantic-Pacific intercoastal operation of 
American Hawaiian and lLuckenbach 
(T.W., Jan. 27, p. 67) and that there 
remained for consideration only Lucken- 
bach’s Gulf intercoastal operation. As 
to the latter, he said, the board consid- 
ered the record insufficient to enable it 
to make necessary findings under ship 
charter legislation enacted last year 
(Public Law 591, Eighty-first Congress) 
and remanded this part of the applica- 
tion to the examiner for receipt of addi- 
tional evidence. 

“The application now under considera- 
tion,” he continued, “is Luckenbach’s 
request for permission to charter four 
AP2 Victory-type vessels for operation 
in its Gulf intercoastal service at a bare- 
boat charter hire of 5 per cent of the 
statutory sales price or 100 per cent of 
the earnings, whichever is higher. Luck- 
enbach now has two AP2 Victory-type 
vessels under charter in this service and 
also two of its privately-owned C2 ves- 
sels, the latter to be withdrawn there- 
from ... The principal Gulf ports served 
would be New Orleans, Mobile, Tampa, 
Houston and Beaumont. The principal 
west coast ports would be Los Angeles, 
San Francisco Bay area, Portland and 
Seattle, Puget Sound area.” 


Competition With Railroads 


Examiner Jordan said tHtat Luckenbach 
was the only regular common carrier 
now maintaining any regular frequency 
of operation in the Gulf intercoastal 
trade; that it competed with railroads 
maintaining the lowest level of rates in 
the Trans-Continental Freight Bureau 
rate groups and with water lines from 
the east coast, and that its stated policy 
was to maintain freight rates, as far as 
it was deemed possible, consistent with 
the rail-rate structure and the rate rela- 


tionships between the Gulf and inter- 
coastal trades and with other factors that 
must be taken account of in sound rate- 
making practice. He said that, though 
Luckenbach planned to increase its water 
rates to such level as the I.C.C. might 
authorize for the railroads in the latters’ 
6 per cent increase petition now pending, 
“this would not place Luckenbach’s Gulf 
operations on a profitable basis with a 
5 per cent charter hire because of in- 
creased costs since October, 1950 . 

amounting over-all to about 7% per cent, 
exclusive of increased overhead cost.” 
He added that Luckenbach believed that 
release of its two privately-owned C2 
vessels from its Gulf service would en- 
able them to earn enough to overcome 
most of the domestic operating loss. 


Among many interests that supported 
the Luckenbach application, the exam- 
iner said, were the Defense Transport 
Administration, the Department of Agri- 
culture, the Mississippi Valley Associa- 
tion and the Florida Canners Associa- 
tion. A D.T.A. representative, he stated, 
testified that “if action in this proceed- 
ing results in over-all reduction in inter- 
coastal steamship capacity and diversion 
of tonnage to rail transportation, the 
railroads, because of the shortage of 
freight cars, are not prepared to assume 
the burden of the additional freight ton- 
nage except at the expense of other 
important movements” (T.W., Feb. 17, 
p. 56). 


“He also testified,” said the examiner, 
“that the available fleet of freight cars 
is inadequate to the point that there is 
danger to the national defense effort 
and the essential civilian economy unless 
every avenue of conservation is exploited 
to the fullest.” 


Need for Applicant’s Service 


In his conclusions, the examiner said 
that discontinuance of Luckenbach’s Gulf 
intercoastal service, in which Lucken- 
bach’s four vessels presently operated 
had sailed about 92% per cent full on the 
average, “would not only deprive shippers 
of this service which is very important 
to them, and urgently required, but it 
would place a burden on the railroads to 
the detriment of the national defense 
effort.” He added that it was “clear, 
on the record, that the Gulf intercoastal 
service is required in the public interest.” 


* He said the trade would not be ade- 


quately served if the vessels involved 
should not be chartered for bareboat use 
in this service, “since Luckenbach is the 
only water carrier performing regular 
Gulf intercoastal berth service and there 


53 


is no other service in the trade able to 
carry the traffic.” 


“The remaining statutory condition,” 
he continued, “is whether privately- 
owned American-flag vessels are avail- 
able for charter by private operators on 
reasonable conditions and at reasonable 
rates for use in such service. On this 
question the record shows that suitable 
vessels are available at about $70,000 per 
month for time charter. This is equiva- 
lent to about 25 per cent bareboat charter 
hire, and is too high for vessels to be 
employed in the Gulf intercoastal trade 
under freight rates which, as a practical 
matter, cannot be increased due to rail- 
road competition. In view of applicant’s 
losses at an 8% per cent charter hire... 
it could not pay such higher charter rates 
without incurring further and more seri- 
ous financial losses. The record shows 
that a charter rate of 5 per cent would 
produce no profit to an operator in this 
service under present conditions. Public 
law 591 is silent on the point of profit 
or loss, but it is not reasonable to expect 
an operator to maintain a service on a 
basis resulting in continued substantial 
losses. The record is convincing that 
privately-owned American-flag vessels 
are not available for charter at reason- 
able rates for use in the Gulf intra- 
coastal service. . 

“The (Federal Maritime) Board should 
find and so certify to the Secretary of 
Commerce that the Gulf intercoastal 
service in which the Luckenbach Steam- 
ship Co., Inc., proposes to bareboat char- 
ter four government-owned, war-built, 
dry-cargo AP2 Victory-type vessels is in 
the public interest, that such service 
would not be adequately served without 
the use therein of such vessels, and that 
privately-owned American-flag vessels 
are not available for charter by private 
operators on reasonable conditions and at 
reasonable rates for use in such service.” 


Ship Agreements Filed 


The Federal Maritime Board has an- 
nounced the filing of two shipping agree- 
ments with it. 

Agreement No. 7812, between Stockard 
Steamship Corporation, Atlantic Ocean 
Transport Corporation, and North 
American Terminal Corporation, covers 
trade between United States Atlantic, 
Gulf, and Canadian ports on other than 
coastwise traffic, and ports in Europe, 
the Near East, and the Far East. 

The effect of the agreement was to 
substitute North American Terminal 
Corporation for Aktieselskapet Ivarans 
Rederi as a party. 

The second agreement was No. 7806, 
between American Mail Line, Ltd., and 
Waterman Steamship Corporation, for 
the transportation of cargo on through 
bills of lading from Far East ports to 
San Juan, Ponce, or Mayaguez, in 
Puerto Rico, with transshipment at 
Seattle, Wash., or Portland, Ore. 


Ship Agreements Approved 


The Federal Maritime Board has an- 
nounced approval of the following agree- 
ments and amendments to agreements: 

No. 3103-4, in which member lines of 
the Japan-Atlantic Coast Freight Con- 
ference modified the agreement to add 
Okinawa ports to those already in the 
agreement; and No. 150-3, in which 
members of the Trans-Pacific Freight 
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Conference of Japan, in which Okinawa 
ports were also added. 

No. 7807, between Federal Commerce 
& Navigation Co., of Toronto, Ont., 
Canada, and Norway ship lines managed 
by Hilmar Reksten, providing for coop- 
eration jointly in the maintenance and 
exploitation of a liner service conducted 
by Federal under the trade name Canada 
Mexico Line in trades between ports on 
coast of Canada, on the one hand, and, 
the St. Lawrence River and on the east 
on the other, ports and countries of 
South and Central America bounded by, 
and in islands situated in, the Caribbean 
Sea and/or the South Atlantic Ocean 
and or the Gulf of Mexico and/or bodies 
of water tributary thereto. 

No. 8100, a cooperative working ar- 
rangement between lines trading from 
Siam ports to ports in the United States 
on the Atlantic Coast and in the Gulf 
of Mexico. 


Report Made on Voluntary 


Tanker Plan for Defense 


Practically all the US. flag tanker 
owners have volunteered and 88 per cent 
of the privately-owned tanker fleet has 
qualified for participation in the volun- 
tary plan for the contribution of tanker 
capacity for national defense require- 
ments, Vice-Admiral E. L. Cochrane, 
head of the Maritime Administration, has 
announced (T.W., Feb. 3, p. 57). 

“William F. Dunning, chairman of the 
tanker requirements committee and spe- 
cial assistant to the Administrator,” the 
Maritime Administrator said, “told Ad- 
miral Cochrane that acceptances had 
been received from 76 companies, 53 of 
which qualified with tonnage as partici- 
pants in the plan as of January 1. The 
76 companies represent practically all 
owners of U.S. flag tonnage. The par- 
ticipating tonnage consists of 368 tankers 
of 5,850,456 dwt. under the U.S. flag out 
of a total fleet of 424 tankers of 6,647,741 
dwt. and 57 tankers of 1,250,165 dwt. 
under foreign registry. 

“Tankers not qualifying under the plan 
consist of those under long-term charters 
to foreigners who could not be partici- 
pants; a few tankers recently transferred 
to other owners, domestic or foreign; and 
tankers in Great Lakes service or spe- 
cially fitted for the carriage of other 
than petroleum products.” 
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Air Cargo Rights Expanded 
For Western Hemisphere 
Under Military Contracts 


The Civil Aeronautics Board has is- 
sued an exemption order to a noncer- 
tificated cargo air carrier, authorized to 
transport property between Puerto Rico, 
Boca Raton and Miami, Fla., and New 
York, N.Y., and Newark, N.J. Under 
the exemption, it was said at the board, 
the carrier may transport property in 
interstate, overseas or foreign transporta- 
tion, within the Western Hemisphere 
when required by any contract issued to 
the carrier by any branch of the armed 
services. 


The order was issued in No. 4779, Rid- 
dle Aviation Co. : 

“Riddle represented in support of its 
application, inter alia, that a state of 
emergency has arisen which has created 
a need for additional air transportation 
facilities by the armed services and that 
to effectively and expediently meet this 
need it is necessary that the armed serv- 
ices secure the assistance of Riddle and 
other carriers similarly situated,” said 
the board. 

It added that the Assistant Secretary 
of the Air Force, by letter dated Jan- 
uary 2, speaking for all three services, 
had endorsed Riddle’s application. 

The board’ granted Riddle authority 
for six months from the date of its 
order, February 13, exemption from the 
provisions of section 401(a) of the civil 
aeronautics act, and part 295 of the 
board’s economic regulations, insofar as 
they would otherwise prevent Riddle 
from engaging in interstate, overseas, and 
foreign air transportation of persons and 
property, pursuant to contracts with any 
a of the Military Establish- 
ment. 


It also said that the conduct of the 
operations authorized by the order would 
not preclude Riddle from conducting 
other operations pursuant to part 295 
of the economic regulations. 


C.A.B. Rescinds Approval 
Of Local Cartage Pact 


The Civil Aeronautics Board has 
rescinded approval previously granted for 
agreement No. 3735, providing for elim- 
ination of advance charges with respect 
to local cartage operators at New York 
City, and Newark, N.J. 

The board said it now found that its 
previous approval of the agreement was 
“based on a misunderstanding of the 
tenor and effects of said agreement and 
that further consideration of said agree- 
ment is required to determine whether it 
may be adverse to the public interest or 
in violation of the civil aeronautics act.” 


C.A.B. Suspends Changed 
Cartage Charges Rule 


The Civil Aeronautics Board, by an 
order in No. 4850, Bohrer Air Freight Co. 
and Airport Package Service, Inc., has 
instituted an investigation with respect 
to changed tariff provision, so that 
charges for cartage will not be advanced 
at New York, N.Y., or Newark, N.J. 

The board said that Bohrer and Air- 
port had filed a complaint concerning 
the proposed change appearing in rule 
6.3 on third revised page 18-B of Agent 
Emery F. Johnson’s Official Airfreight 
Rules tariff No. 1, C.A.B. No. 1 filed on 
behalf of 12 air carriers. 

The board’s order suspended the afore- 
mentioned rule, except insofar as it ap- 
plied on foreign air transportation, from 
February 15 to May 15. 

The following reasons were advanced 
by the board for its suspension of the 
rule: 

“1, The aforesaid rule subjects the 
New York City area to a special tariff 
rule and, in the absence of further facts, 
such classification of the New York City 
area may be unjust and unreasonable; 

“2. The change in the aforesaid rule 
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may result in a rule for the collection of 
charges on behalf of independent ‘truck- 
ers which is unjust and unreasonable; 

“3. The aforesaid rule may unduly 
prejudice shippers in the New York City 
area in that it may have the effect of 
denying them the opportunity to use 
the service of independent truckers for 
air freight shipments, which services are 
available to competing shippers in other 
areas.” 


Havana-Miami Air Service 


The Civil Aeronautics Board, in a sup- 
plemental opinion in the so-called Cuba- 
Florida air service case, has authorized 
extension until April 4, 1954, of the for- 
eign air carrier permit of Expreso Aereo 
Inter-Americano, S.A., a Cuban air car- 
rier, for air service between Havana, 
Cuba, and Miami, Fla. The board’s order 
was approved by President Truman Feb- 
ruary 15. 


Mail Rates Fixed by C.A.B. 


The Civil Aeronautics Board has is- 
sued a report in No. 3187, Wisconsin Cen- 
tral Airlines, Inc., in which it fixes tenta- 
tively the rates to be established as the 
final rates for the transportation of mail 
by that carrier, over its entire route. It 
found that, for the period February 24, 
1948, through September 30, 1950, the 
fair and reasonable rate of compensation 
was $2,624,064, which it said was equiva- 
lent to 76.33 cents a recognized plane 
mile flown in scheduled service. 


It further fixed 73 cents a revenue 
plane mile flown in scheduled service for 
the period October 1, 1950, through 
March 31, 1951, and a sliding scale on 
and after Avril 1. The carrier was re- 
quired to show cause why the rates 
should not be made final. 

By an order in No. 3303, Northern Con- 
solidated Airlines, Inc., the board, acting 
on a petition for increased mail rates 
over the carrier’s Fairbanks-Bethel route, 
fixed $220,000 to be paid in addition to 
the compensation authorized by previous 
temporary rate orders, for the period De- 
cember 1, 1947, to and including Decem- 
ber 31, 1950, and a sliding scale for future 
periods. 


COURT NEWS 
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New Appeal Filed by U.S. 
In A.P.L. Stock Case 


Errors by the U.S. Court of Appeals 
for the District of Columbia in its de- 
cision requiring surrender of stock of the 
American President Lines (formerly Dol- 
lar Steamship Line) by the Secretary of 
Commerce to R. Stanley Dollar and his 
associates are alleged in a new appeal 
filed in the Supreme Court of the United 
States by the Justice Department (T.W.., 
Feb. 10, p. 54). 

The federal appeals court ruled that 
the Dollar interests were entitled to pos- 
session of the A.P.L. stock, as against 
the old Maritime Commission, which 
contended that the transfer of stock to 
it by the Dollar interests in 1938 consti- 
tuted a “sale” rather than a “pledge” 
of the stock. Asserting that they were 
the rightful owners of the stock, the Dol- 
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lar interests won decisions in their favor 
in district and appellate courts and in 
the Supreme Court. 


In its new appeal to the Supreme Court, 
the Justice Department made the con- 
tentions, among others, that the Court 
of Appeals had erred in ordering mem- 
bers of the old Maritime Commission and 
the Secretary of Commerce, who suc- 
ceeded the commission, to deliver the 
shares of stock to the Dollar interests, 
and in holding that a judgment for 
possession of the shares against govern- 
ment officials now out of office (the 
members of the old Maritime Commis- 
sion) might be enforced against another 
government official—the Secretary of 
Commerce. 


M.P. to Install Radios 


On Diesel Locomotives 


Authorization of an expenditure of 
$324,250 to install train-to-train radio 
communication on 137 diesel locomotives 
and 102 cabooses now in service on the 
Missouri Pacific System has been granted 
by Federal District Judge George H. 
Moore, of St. Louis. 


In addition to equipment covered by 
the court’s authorization, 75 locomotives 
on order will be similarly equipped and 
100 diesel freight units have been or are 
now being radio-equipped, carrier offi- 
cials said. When all are in service by 
next summer, Missouri Pacific Lines will 
have 312 diesel locomotives and 2¢é5 
cabooses radio-equipped. 


P. J. Neff, the road’s chief executive 
officer, said that the radio equipment 
in freight service would promote opera- 
ting efficiency. 

“By means of train radio the engine- 
men in diesel cabs will be able to com- 
municate and keep in touch with the 
enginemen of other trains,” he said. “The 
conductor. and engineer of freight trains 
will be able to talk to one another even 
though weather conditions, length of 
train or terrain make it impossible to see 
visual signals.” 


MOTOR ACT PROSECUTIONS 


Digests of statements issued by the 
Secretary of the Commission concerning 


prosecutions, in federal courts, for vio- 
lations of motor carrier provisions of the 

interstate commerce act or of Commission 

— and regulations thereunder, appear 
elow. 





New Jersey district, at Trenton. Mc- 
Lean Trucking Co., of Winston-Salem, 
N.C., on January 29, was fined $6,500 
following entry of its plea of guilty to an 
information charging operation as a 
common carrier of property for compen- 
sation without a certificate. The fine 
was required to be paid. 

California northern district, southern 
division, at San Francisco. Continental 
Pacific Lines, dba Continental Pacific 
Trailways, Los Angeles, Calif., on Jan- 
uary 24, was fined $750 following entry 
of its plea of nolo contendere to an in- 
formation charging it with issuing free 


passes for interstate transportation to- 


ineligible persons and with charging 
greater compensation for charter party 
trips than the charges specified in its 
applicable tariffs. The fine was required 
to be paid. 

New Jersey district, at Newark, S.S.D. 
Trucking Corp., of New York, N.Y., on 


February 2, was fined a total of $250 
following entry of its plea of guilty to an 
information charging operation as a com- 
mon carrier of property without a cer- 
tificate. Samuel Ginsberg, also of New 
York, was charged with aiding and abet- 
ting S.S.D. Trucking Corp., in such viola- 
tions. The fine was required to be paid 
by S.S.D. Trucking Corp. At the same 
time the court suspended imposition of 
sentence on Samuel Ginsberg, following 
entry of his plea of guilty to charges of 
aiding and abetting S.S.D. Trucking 
Corp. in the violations. The court placed 
Ginsberg on probation for a three-year 
period. 

California northern district, southern 
division, at San Francisco. On January 
31, Acme Transportation, Inc., San Pablo, 
Calif., was fined $1,100 following entry of 
its plea of nolo contendere to an informa- 
tion charging failure to require its drivers 
to keep and maintain drivers’ logs in the 
form and manner prescribed by the Com- 
mission. The fine was required to be 
paid. 

Indiana southern district, Indianapolis 
division, at Indianapolis. On February 
5, the Chicago Indiana Freight Lines, 
Inc., Chicago, Ill., was fined $375 follow- 
ing entry of its plea of nolo contendere 
to an information charging operations 
as a common carrier of property for com- 
pensation without a certificate. The fine 
was paid. 

Arizona district, at Phoenix. Fines 
totaling $1,750 were imposed, January 22, 
on Robert M. Campbell and the Arizona 
Brewing Co., Inc., both of Phoenix, fol- 
lowing their conviction by the court for 
violations. Campbell was fined $250. The 


Arizona Brewing Co., Inc., was fined $1,- 
500 in two cases, one of which was in the 
name of the government against Camp- 
bell and the brewing company, the other 
in the name of the government against 
the brewing company. The fines were 
required to be paid. Campbell was 
charged with engaging in the business 
of a contract carrier of property without 
Commission authority. Arizona Brewing 
Co., Inc., was charged with aiding and 
abetting the unauthorized operations of 
the carrier and with fraudulently seek- 
ing to evade and defeat regulations by 
means of a fictitious vehicle lease, mak- 
ing it appear that the unauthorized op- 
erations of Campbell were private 
carriage by Arizona Brewing Co. of its 
own property. 

Massachusetts district, at Boston. Fines 
totalling $1,500 were imposed, February 
6, on Francis Russell Truck Co., Incorpo- 
rated, and Atlas Distributing Corp., both 
of Worcester, Mass., following entry of 
their pleas of guilty to separate informa- 
tions charging each with violations. 
Francis Russell Truck Co., Incorporated, 
was fined $1,000 and Atlas Distributing 
Corp., $500, the fines having been paid. 
The truck company was charged with 
operating as a common carrier of prop- 
erty for compensation without a certifi- 
cate, and with offering, granting, and 
giving rate concessions to shippers. Atlas, 
a shipper, was charged with aiding and 
abetting the truck company in certain of 
the described unauthorized operations 
by the use of fictitious vehicle leases in 
order to make it appear that the un- 
authorized operations of the carrier were 
private carriage by the shipper of its own 
property. 
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Transport Inquiry Authority 
Of Senate Group Extended 


Under provisions of a resolution (S.Res. 
55) adopted by the Senate February 19, 
the Senate interstate and foreign com- 
merce committee and certain of its 
subcommittees have received additional 
time—until June 30, 1951—for comple- 
tion of transportation investigations un- 
dertaken by them in the Eighty-first 
Congress. 


Completion of the investigations by 
February 28, 1951, had been required by 
a resolution adopted by the Senate July 
27, 1950. The inquiries, originally au- 
thorized by S.Res. 50, Eighty-first Con- 
gress, have been conducted by three 
separate subcommittees. One of the sub- 
committees has dealt with airline in- 
dustry problems; another has investi- 
gated merchant marine problems, and 
still another has conducted an extensive 
study of national transportation policy 
questions affecting domestic land and 
water transportation. The subcommittee 
on merchant marine problems issued its 
report August 30, 1950. 


In the course of Senate consideration 
of S.Res. 55 on February 19, Senator 
Langer, of North Dakota, when advised 
that the investigations covered by the 
resolution included a study of compensa- 
tion paid to airlines for transportation 


of air mail, objected because, he said, 
“that job belongs to the (Senate) com- 
mittee on post office and civil service.” 
It was pointed out that the Senate in- 
terstate and foreign commerce commit- 
tee had under its jurisdiction legislation 
relating to civil aeronautics, and that 
payments for air mail transportation 
and other payments by the government 
to the airlines were “all mixed together.” 


Senator Brewster, of Maine, said that 
“civil aeronautics in this country have 
been developed largely under payments 
made under what is known as the sub- 
sidy and under acts developed by the 
(Senate) committee on interstate and 
foreign commerce.” 


“In other words,” said Senator Langer, 
“simply because an airplane may have 
carried some spoiled meat, that matter 
would be taken from the committee on 
agriculture and forestry, the committee 
handling agricultural matters, and would 
be given to the committee on interstate 
and foreign commerce.” 


Senator Brewster denied that that 
would be done, adding that, “inasmuch 
as 90 per cent of the payments we are 
discussing are for transportation by air- 
craft,” it was not unusual that the mat- 
ter would not be handled by the Senate 
post office committee. When it was ex- 
plained by Senator Hayden, of Arizona, 
chairman of the Senate committee. on 
rules and administration, who had called 
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up S.Res. 55 for consideration, that the 
investigation under S.Res. 50 had been 
practically completed and that S.Res. 55 
called for no additional expenditure of 
money, Senator Langer concluded that 
“there is no use objecting to it now.” 





Senate Group Approves Air 


War Risk Insurance Bill 


S. 435, a bill to authorize provision by 
the Secretary of Commerce of war risk 
insurance for U.S.-flag overseas airlines, 
has been ordered favorably reported, with 
amendments, by the Senate interstate 
and foreign commerce committee (T.W., 
Feb. 17, p. 63). 


Insurance contemplated by the bill 
would cover aircraft, air cargo, crew and 
persons transported, and their personal 
effects and baggage. Enactment of the 
bill was urged in testimony presented 
before the committee by Robert Rams- 
peck, executive vice-president of the 
Air Transport Association of America, 
and by Assistant Secretary Thomas W. 
S. Davis, of the Department of Com- 
merce. Mr. Davis said that the need 


for the proposed legislation could be 
stated “very simply” as follows: 

“Commercial war risk coverage for air- 
craft is subject to termination on 48 
hours’ notice. Property owners would 
then be compelled, in the absence of 
legislation such as is here proposed, to 
assume their own risks. This financial 
burden would at least curtail affected 
operations seriously and create an in- 
flationary schedule of charges, or at the 
worst it would preclude such operations. 
When air transportation is necessary 
and the absence of war risk coverage 
precludes or impedes such transporta- 
tion, the government, under authority 
granted by the proposed legislation, could 
provide assurances to enable the indus- 
try to provide the service .. .” 


Iron Ore in Canadian Ships 


Waiver of U.S. navigation laws to per- 
mit use of Canadian vessels for the 
transportation of iron ore between US. 
ports on the Great Lakes in 1951 would 
be authorized by S. 683, a bill ordered 
favorably reported, without amendment, 
by the Senate interstate and foreign 
commerce committee, February 20. 
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Earnings of Class | Railways for 1950 
Analyzed by I.C.C. Statistical Bureau 


Bureau Shows Disposition of Revenues. 


Reports Operating Ratio 


Of 89 Per Cent. Operating Expenses Alone Were 74.5 Per Cent of 
Revenues. Water Revenue, Highway Trucking Increases Shown. 


Although the operating revenues of 
Class I railways in 1950 exceeded those 
of 1941 by 77.2 per cent the 1950 net 
railway operating income after federal 
income taxes was only 4.2 per cent above 
that of 1941, according to the Monthly 
Comment on Transportation Statistics 
for February. 


The corresponding “net” before such 
taxes, however, was 40 per cent above 
the 1941 figure, according to the Com- 
ment. 

The Comment is issued by the Com- 
mission’s Bureau of Transport Econom- 
ics and Statistics as information not 
considered or adopted by the Commission. 

As previously reported, Class I railways 
had operating revenues of $9,473 million 
for 1950. These revenues, however, it 
was pointed out, included about $148.7 
million retroactive mail pay. The total 
revenues for 1950 were 10.4 per cent 
above those of 1949 and only 2.1 per cent 
under the all-time revenue peak of 1948, 
according to the bureau. 

A table in the Comment showed the 
percentage of the 1950 revenues con- 
verted into net railway operating income 
for 37 large railways. The Comment also 
compared carloadings to estimated cars 
required for specified periods. 

The bureau said: 


“Class I line-haul railways reported 
operating revenues of $9,473 million for 


the year 1950 which were 10.4 per cent 
above those of 1949 and only 2.1 per cent 
under the all time revenue peak of 1948. 
The 1950 revenues, however, included 
about $148.7 million of retroactive mail 
pay, $107.0 million of which was appli- 
cable to the period February 19, 1947— 
December 30, 1949 and $41.7 million to 
the calendar year 1950. Including all 
the retroactive mail pay the revenues 
reported for 1950 were the second high- 
est in railroad history and exceeded 
those of the year 1941 (predominantly 
prewar) by $4,127 million or 77.2 per cent. 
However, the combined operating ex- 
penses, taxes and equipment and joint 
facility rents in 1950 exceeded the 1941 
total by $4,085 million or 94.0 per cent. 
As between 1949 and 1950 the foregoing 
expenditures increased 6.8 per cent as 
compared with the increase of 10.4 per 
cent in revenues. 


“Railway operating expenses in 1950, 
the second highest of record were 2.4 
per cent above those of 1949 and 5.6 per 
cent below the all time peak in 1948. 
The 1950 figure, however, exceeded that 
of 1941 by 92.7 per cent. 

“Net railway operating income, what 
is left from operating revenues after de- 
ducting operating expenses, all taxes and 
equipment and joint facility rents, which 
totaled $1,040 million in 1950, was the 
largest reported for any year since 1944 


TRAFFIC WORLD 


and exceeded that of 1949 by 51.4 per 
cent. It is estimated that if the retro- 
active mail pay, referred to above, appli- 
cable to the period prior to 1950, is ex- 
cluded (after an estimated allowance for 
federal income taxes—42 per cent) the 
net railway operating income for 1950 
would be reduced by about $62 million, 
leaving a total of $978 million as the 
result. of 1950 operations. Net railway 
operating income before federal income 
taxes reported as $1,641 million for 1950 
(including all of the retroactive mail 
pay) also exceeded that of any year 
since 1944 and was 73.1 per cent above 
the 1949 total. Although the operating 
revenues were up 77.2 per cent, the 1950 
net railway operating income after fed- 
eral income taxes was only 4.2 per cent 
above that of 1941. The corresponding 
‘net’ before such taxes however was 40.0 
per cent above the 1941 figure. 


“The carriers’ net income after all 
charges increased from $438 million in 
1949 to above $786 million in 1950 or 
79.5 per cent. The 1950 net income was 
not only 12.6 per cent above the 1948 
figure but was higher than in any year 
back to 1943. If the retroactive mail pay 
applicable to the period prior to 1950, 
after an estimated allowance for federal 
income taxes is excluded from the 1950 
net income, the resulting figure would be 
about $724 million, an amount which 
also exceeds the net income reported 
for any year since 1943. In the 10-year 
period 1941-1950 net income reached a 
peak of $902 millions in 1942 and dropped 
to a low of $287 million in 1946.” 


Table I shows a comparison of selected 
items from the financial returns of Class 
I line-haul railways for the calendar 
years 1941-1950. 


The bureau said the various items in 
Table I were distributed in another com- 
pilation as percentages of operating 
revenues for the years 1941-1950. 

“In 1950,” continued the bureau, “the 
combination of operating expenses, taxes 
and equipment and joint facility rents 
absorbed 89.0 per cent of the carriers’ 
operating revenues as compared with 92.0 
per cent in 1949, which was the highest 
ratio for this combination in the 10-year 
period. The lowest ratio was only 80.1 
in 1942. Operating expenses alone ab- 
sorbed 74.5 per cent of the revenues in 
1950, as compared with the lowest ratio 
of 61.6 per cent in 1942 and highest of 
83.3 in 1946. 

“The percentage of revenues con- 
verted into net railway operating income 
after federal income taxes was 11.0 in 
1950 as compared with 8.0 in 1949, the 
lowest ratio for the 1941-1950 period. The 
range for the other years was from 8.1 
per cent in 1946 to 19.9 per cent in 1942. 
The highest ratio of net railway operat- 
ing income before federal income taxes 
to operating revenues was 30.0 per cent 
in 1942 and the lowest 7.9 per cent in 
1946. For 1950 the figure of 17.3 is the 
highest for any year since 1944. 

“Net income after all charges also may 
be compared with revenues although this 
‘net’ is affected by income received by the 
carriers from sources other than their 
own operations as well as by fixed 
charges and other deductions from in- 
come. However, including the effect of 
these items the percentage relation of net 
income to operating revenues in the 10- 
year period ranged from 3.8 in 1946 to 
12.1 in 1942 and was 83 in 1950, the 
highest since 1943.” 

Another compilation in the bureau’s 
Comment showed by territories the op- 
erating revenues and net railway operat- 
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ing income of Class I roads for the year 
1950 and the percentage of revenues con- 
verted into net railway operating income. 

It said this percentage ranged from 
8.3 in the Eastern District to 16.0 in 
the Pocahontas Region and was more 


I. Rail Financial Data, 1941-50 


Class I steam railways—Millions of dollars 


Expenses plus 
taxes and 
equipment and 
joint 
facility rents 


Net railway operating 
income Net 
Before Fed. After Fed. income 
income taxes income taxes 


Railway 
operating 
expenses 


Railway 
operating 
revenues 


than 12 per cent in the south and west. 

“The Eastern District carriers ac- 
counted for 38.4 per cent of the total 
revenues of all Class I roads but only 
had 29.2 per cent of the total net railway 
operation income,” continued the bureau. 
“In contrast, the percentage of the total 
net railway operating income was higher 
than that for revenues in each of the 
other territories.” 


The bureau showed similar data for 
37 large railways (those with revenues 
above $50 million in 1950) grouped by 
territories in the order of their revenues 
(see Table II). This table details the 
percentage of the 1950 revenues converted 
into net railway operating income, to- 
gether with each railroad’s percentage 
contribution to the territorial revenues 
and net railway operating income. 

“These 37 carriers reported 86 per cent 
of operating revenues of all Class I roads 
and 84 per cent of the net railway op- 
erating income in 1950,” the bureau con- 
tinued. “The revenue figures include all 
retroactive mail pay covering the period 
February 19, 1947—-December 31, 1950, in- 
cluded in the carriers’ 1950 accounts.” 

As indicated, said the bureau, the first 
three railroads in the Eastern Territory 
(Eastern District and Pocahontas 
Region), the Pennsylvania, the New York 
Central, and the Baltimore & Ohio, 
accounted for 50 per cent of the revenues 
in the territory but had only 33 per 
cent of the net railway operating income. 
The bureau continued: 

“The percentages of revenue converted 
into net railway operating income in this 
territory ranged from 4.9 for the New 
York Central to 17.3 for the Norfolk 
& Western but for 10 of the 15 eastern 
roads shown in the table the figures 
were above 10 per cent. In the case of 
each of these 10 roads the ratio of net 
railway operating income to the terri- 
torial total exceeded the corresponding 
revenue ratio. 

“In the Southern Region the percent- 
ages of revenue converted into net rail- 
way operating income ranged from 7.3 
for the Atlantic Coast Line to 13.6 for 
the Illinois Central. Except for the At- 
lantic Coast Line the differences between 
the percentages of territorial revenues 
and net railway operating income were 
slight. 

“The first three roads listed in the 
Western District accounted for 36.7 per 
cent of the district revenues and for 36.0 
per cent of the net railway operating in- 
come. In this district the percentage of 
revenue converted into net railway op- 
erating income ranged from 4.8 for the 
Chicago & North Western to 17.8 for the 
St. Louis Southwestern Lines. All but 
three of the 16 roads shown had per- 
centages above 10.0.” 

Another table showed that the net 
railway operating income for the year 
1950 was considerably above the level 
of 1949 in each of the major territories, 
the percentages of increase ranging from 
43.1 per cent in the Eastern District to 
63.2 in the Pocahontas Region. In com- 
parison with the 1948 returns the 1950 
net railway operating income was off 9.3 








$5,346 
7,466 
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9,672 
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Percent of change: 
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+77.2 


1950 vs. 1949: 
+10.4 


ll. Financial Data—37 Railways 


Eastern district and 
Pocahontas region 
Pennsylvania 
New York Central 
Baltimore & Ohio 
Chesapeake & Ohio 
Norfolk & Western ...... 


Boston & Maine ..... 
| EE 
Lehigh Valley 
G. T. Western 
Delaware & Hudson 

Total (15 roads) 


Southern region 
Illinois Central 


Southern 
L. & N. 


Atlantic Coast Line ......... a 
Gulf, Mobile & Ohio 
Total (6 roads) ............ 


Western district 
A. T. & S. F. and affiliated 
companies 


Southern Pacific 
Union Pacific 


ee ee eee 
Great Northern 
Missouri Pacific 


eG, & t. & P. 

Northern Pacific 

T. & N. O. 

INN coo ee a 
M-K-T Lines 


Denver & R. G. W. ............ 
St. L., S. W. Lines 


Total (16 roads) 
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operating 
revenues 


Thousands 


759,685 
402,542 
318,677 
167,996 
166,190 
150,765 
146,924 
118,952 
104,358 
86,581 
82,344 
71,236 
57,339 

* 54,835 
3,618,565 


275,968 
239,906 
203,017 
135,537 
133,658 
78,428 
1,066,514 


522,676 
470,230 
465,283 
255,422 
245,248 
227,516 
220,366 
188,901 
179,652 
167,228 
128,033 
114,417 

77,582 

70,731 

66,123 

62,526 


3,461,988 


$3,664 
4,601 
5,657 
6,282 
7,052 
6,357 
6,797 
7,472 
6,892 
7,059 


+92.7 


+ 2.4 


Net 
railway 
operating 

income 


Thousands 

$57,873 
37,475 
45,879 
45,879 
29,059 
19,473 
10,903 
25,190 
12,992 
11,396 
6,954 
9,048 
8,401 
8,352 
7,198 
324,335 


37,669 
31,933 
26,031 
17,361 
9,817 
9,311 
132,122 


81,213 
47,537 
44,129 
21,940 
37,807 
27,433 
31,659 

9,133 
19,934 
22,690 
12,977 
15,565 

9,097 

9,645 

9,945 
11,149 


411,853 


$1,172 
2,241 
2,695 
2,411 
1,158 
604 
1,078 
1,450 
948 
1,641 


-+40.0 


+73.1 


Percent 
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revenues 


$ 998 
1,485 
1,360 
1,106 

852 
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1,040 


+ 42 


451.4 
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“Magnifico!”’ says Chico—and he’s right! _the Super, next to the stars’’—gives un- 


This entirely new train incorporates 
the most advanced ideas in luxurious 
travel comfort. 

In the Turquoise Room—the first and 
only private dining room on rails—you 
can entertain a small group of your 
friends privately, en route at a cocktail 
or dinner party. 


The crystal Pleasure Dome—“top of 


surpassed views of Southwestern scenery. 

Fred Harvey chefs present new and 
exciting menus in the new diners. 

The new all-room and room suite 
cars ride with restful cradled-smooth- 
ness ...and there’s a “‘push’’ button 
radio or music in every room. 

Designed to pamper you every mile 
of the way—that’s the new Super Chief! 


P 


SANTA FE SYSTEM LINES 


Serving the West and Southwest 


R. T. Anderson, General Passenger Traffic Manager, Chicago 4, Illinois 
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per cent in the east and 8.2 per cent in 
the Pocahontas Region. In contrast the 
Southern Region and Western District 
showed increases of 21.4 and 10.8 per 
cent, respectively, said the bureau. 


“Net income after all charges in 1950 v. 
1949,” it said, “was up about 60 per cent 
in the Western District but in each of the 
other territories the increase was over 
100 per cent. The 1950 net income in 
the Eastern District was 0.5 per cent 
above that of 1948 but the Pocahontas 
Region shows a decline of 5.6 per cent. In 
the south and west, however, the 1950 
net income was substantially above that 
of 1948, the increases being 35.3 and 16.3 
per cent, respectively. 

“The 1950 figures for both net railway 
operating income and net income were 
affected by retroactive mail payments 
covering the period February 19, 1947— 
December 31, 1950, which were included 
in the carriers’ accounts for the year 
1950.” 


Other Rail Statistics 


A bureau compilation also showed, by 
region or district, the freight, passenger, 
mail, express and other revenues for 
Class I line-haul railways for the years 
1949 and 1950. 

“In each of the territories,” continued 
the bureau, “the 1950 freight revenue ex- 
ceeded that of 1949; the percentages of 
increase ranged from 10.2 in the West- 
ern District to 16.0 in the Pocahontas 
Region. The 1950 passenger revenues, 
however, were considerably below the 
1949 level; with the Western District 
showing the smallest decline, 4.7 per 
cent, and the Pocahontas Region the 
largest, 12.3 per cent. Mail revenue in 
1950 was much higher than in 1949 in 
each of the territories; the increases 
were largely the result of retroactive mail 
payments. Express revenues were up in 
the Eastern District and Pocahontas Re- 
gion but declined somewhat in the south 
and west. All other revenues showed 
increases except in the Pocahontas Re- 
gion.” 


Average Load and Car Supply 


A bureau table estimated the effect 
of changes in the average load a car 
on the carloadings of carload freight for 
the second quarter 1947-1950, it was 
based on data released by the bureau in 
statement No. 512, the data in that re- 
lease having been expanded from the 
1 per cent waybill sample basis to 100 
per cent in order to show the overall 
effect of the changes in the load. 

It said the number of constructive 
cars (cars at 1947 load) shown were 
aggregates of estimates made separately 
for each of 261 commodity classes. The 
estimates for 1948, it said, were made 
by dividing the 1948 tonnage for each of 
these 261 classes by the 1947 average 
load a car for the same class. 

Similar computations were made for 
the other years and the results were 
totaled for each major commodity group 
and expanded to 100 per cent. Forwarder 
traffic was combined with the manufac- 
tures and miscellaneous group, it said, 
and continued: 

“General order ’O.D.T. No. 18A requir- 
ing ‘heavy loading’ of carload freight 
which was in effect during 1947 and 1948 
was discontinued in February 1949. Al- 
though the average loadings by com- 
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Ill. Private and For-Hire Trucking 


1936 


Item Private 


Single unit trucks: 
Percent loaded 59. 
Average weight of load (tons) 1.71 
Ton-miles (millions) 


Truck combinations: 
Percent loaded 5 
Average weight of load 7 
Ton-miles (millions) 4 
All trucks and combinations: 
Percent loaded 60.3 
Average weight of load (tons) 2.20 
Ton-miles (millions) 16,094 
Percent ton-miles of total 
for year - 
Total vehicle-miles 


4— decrease. 


Source: Based on T. B. Dimmick, ‘Traffic Trends on Rural Roads in 1949,’ Public Roads, Vol. 
26, No. 5, December 1950. 


modity groups in the second quarter of 
1948 differed only slightly from those in 
1947, a significant decrease occurred in 
1949. As a result there was a consider- 
able increase in the number of cars used 
in products of agriculture, animals and 
products, and manufactures and miscel- 
laneous, as compared with the number 
required at 1947 average loads. This 
trend was further accentuated in the 
same groups in 1950 with an indication 
of a slightly smaller decrease in the 
average load for products of forests. 
On the other hand, there has been a con- 
stantly increasing load per car in the 
products of mines group throughout the 
period. This presumably reflects the ef- 
fect of the acquisition of higher capacity 
cars and the practice of capacity loading 
for many of the commodities in this 
group. 

“Excluding the products of mines 
group, these computations indicate that 
the tonnage terminating in the second 
quarter of 1950 required approximately 
133,000 more carloads than if the cars 
had been loaded to the same average 
weight as they were in 1947. An assump- 
tion of approximately six trips per car 
for the quarter (turn around time of 15 
days) indicates that loading to the level 
prevailing in 1947 would be equivalent 
to an increase of about 22,000 cars to the 
freight car supply.” 


Rail Freight Efficiency 


Selected freight train service operat- 
ing averages of Class I steam railways 
based on data for the first 10 months of 
1950, 1949, 1944, 1939, and 1929, were 
shown in a bureau compilation. It said 
that in the 1950 period freight traffic 
density as measured in “net ton-miles 
per mile of road per day” was 8.8 per cent 
above that of 1949. The 1950 “average 
density,” however, was 21.5 per cent below 
the level of the same period in the peak 
war year 1944 though greatly exceeding 
that of either 1929 and 1939, “especially 
the latter,” said the bureau. 


It said all of the efficiency indicators 
reflected a marked improvement in op- 
erating performance in 1950 over that of 
the same periods in 1929 and 1939, which 
it designated as “years of relatively high 
traffic levels in their respective decades.” 

The condition of freight service equip- 
ment for the first 10 months in the 1950 
period was less favorable than in any of 
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ae shown except 1939, the bureau 
said. 


A summary of the quarterly returns of 
120 carriers by water of classes A and 
B, subject to the Commission’s jurisdic- 
tion, covered the first 9 months of 1950 
and 1949, said the bureau, adding that 
the data reported were confined to the 
domestic traffic of those carriers. It 
also said: 


“For the 1950 period the freight reve- 
nue for the carriers as a whole totaled 
$185.1 million as compared with $152.6 
million in 1949 or an increase of 20.6 
per cent. The volume of revenue freight 
tonnage increased 10.2 per cent. By geo- 
graphical groups the Great Lakes was 
the only one to show a decrease in 
freight revenue (5.2 per cent). Increases 
in such revenues for the other carrier 
groups ranged from 20.6 per cent for 
Intercoastal to 32.1 per cent for the At- 
lantic and gulf coasts. Revenue tonnage 
carried increased 24.6 per cent on the 
Mississippi River and tributaries, 15.0 
per cent for the intercoastal carriers, 
and 10.9 on the Atlantic and gulf coasts, 
but for the Pacific coast and the Great 
Lakes decreases of 4.4 and 0.3 per cent, 
respectively, were recorded. 


“Passenger revenues of the reporting 
carriers as a whole totaled $10.5 million 
in the first nine months of 1950 as com- 
pared with $12.8 million in 1949, or a 
decrease of 17.9 per cent. The number 
of passengers carried declined by 4.7 
per cent.” 





Highway Trucking Increase 


The bureau said a recent survey by the 
Bureau of Public Roads disclosed a great 
increase in private, and still greater in- 
crease in for-hire highway trucking on 
main rural roads between 1936 and 1949. 
It said that only the percentages of ve- 
hicles loaded had decreased; all other 
elements, vehicle-miles, average weights 
of carried loads, and ton-miles had 
shown marked increases, as indicated in 
a table (see table III). The bureau 
added: 

“In the 13-year period, private ton- 
miles more than doubled, while the for- 
hire figure nearly quadrupled. Also 
noteworthy is the trend to increased use 
of combinations. In 1936, 30.5 per cent 
of the private and 74.2 per cent of the 
for-hire ton-miles were produced by 
operations in combinations, while the 
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respective percentages in 1949 were 51.0 
and 90.3. 

“The foregoing analysis is limited to 
vehicles on main rural roads but, subject 
to this qualification, includes all rural- 
to-rural as well as intercity operations, 
both private and for-hire. Stated in an- 
other way, all operations are included 
except those within incorporated areas 
and on secondary rural roads.” 

“According to the Bureau of Public 
Roads,” said the bureau, “thirty-six out 
of every 1000 empty and loaded trucks 
and truck combinations in the year 1949 
weighed over 50,000 pounds (gross weight 
of vehicle and load) which is 12 times 
the number recorded in the prewar pe- 
riod 1936-1937. In the case of trucks 
weighing over 30,000 pounds the number 
more than tripled and in the 40,000- 
50,000 pound class the 1949 count was 
almost six times that of the prewar pe- 
reed. .. 

“In 1949, out of every 1000 trucks- 
tractors and semitrailers, 127 weighed 
over 50,000 pounds; 170 were in:the 40,- 
000-50,000 pound bracket and 520 weighed 
over 30,000 pounds . Similar data 
for the prewar period are not readily 
available.” 


Rail Employe Pay Topped 
$403 Million in Nov. ‘50 


Compensation paid to employes of 
Class I steam railways, exclusive of 
switching and terminal companies, 
amounted to $403,490,734 in November, 
1950, as against $343,278,993 in Novem- 
ber, 1949, an increase of 17.54 per cent, 
according to a compilation of wage sta- 
tistics of those roads, statement M-300, 
prepared by the Commission’s Bureau of 
Transport Economics ard Statistics. 

The total number of employes re- 
ported by line-haul Class I steam rail- 
ways, as of the middle of November, 
1950, was 1,289,310, an increase of 175,- 
059, or 15.71 per cent, over the number 
reported for November, 1949. The total 
number of hours paid for was 16.57 per 
cent more in November, 1950, than in 
November, 1949. A comparison of the 
number of employes who received pay in 
the month with the total hours paid for 
showed 178 hours an employe in Novem- 
ber, 1950, and 172 hours in November, 
1949. Employes paid on an hourly basis 
in November, 1950, received pay for 
14,516,628 hours of overtime, which was 
6.93 per cent of the straight time paid 
for. The corresponding percentage for 
November, 1949, was 3.96. 


Compensation for “time paid for but 
not worked” for November, 1950, was 
reported as follows: Executives, officials, 
and staff assistants, $121,089; profes- 
sional, clerical and general, daily basis, 
$328,437, hourly basis, $1,501,119; main- 
tenance of way and structures, daily 
basis, $48,537, hourly basis, $999,858; 
maintenance of equipment and stores, 
daily basis, $173,080, hourly basis, $2,682,- 
799; transportation (other than train, 
engine, and yard), daily basis, $78,917, 
hourly basis, $1,136,831; and transporta- 
tion (yardmasters, switch tenders, and 
hostlers), daily basis, $95,273, hourly 
basis, $107,646. 

In the train and engine service, com- 
pensation for November, 1950, was re- 
ported as follows: Straight time actually 
worked, $72,455,081; straight time paid 
for, $88,735,645; overtime paid for, $10,- 
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188,619; constructive allowances, $7,085,- 
307; total, $106,009,571. Miles actually 
run totaled 420,922,179 and miles paid 
for but not run totaled 52,278,510. 





January Rail Revenue 26.9 
Per Cent Above January ‘50 


Based on advance reports from 81 Class 
I railroads, whose revenues represent 
81.8 per cent of total operating revenues, 
the Association of American Railroads 
has estimated that railroad operating 
revenues of $681,884,768 in January, 1951, 
increased 26.9 per cent compared with 
the same month in 1950. The estimate 
covers operating revenues only, and does 
not take operating expenses or other 
costs into account. 


Estimated freight revenue of $571,481,- 
420 in January, 1951, was greater than 
in January, 1950, by 30.3 per cent. Esti- 
mated passenger revenue of $63,327,069 
increased 10 per cent. Data by districts 
follow: 


Eastern District. 33 Class I railroads, 
whose revenues represent 91.5 per cent 
of total operating revenues in the East- 
ern District, estimated that their operat- 
ing revenues of $342,253,705 in January, 
1951, increased above January, 1950, by 
25.8 per cent. Estimated freight revenue 
of $281,394,631 increased 29.7 per cent, 
and estimated passenger revenue of 
$37,953,044 increased 6.7 per cent. 

Southern Region. 15 Class I railroads, 
whose revenues represent 66.9 per cent 
of total operating revenues in the South- 
ern Region, estimated that their operat- 
ing revenues of $80,918,956 in January, 
1951, showed an increase of 21.5 per cent 
above January, 1950. Estimated freight 
revenue of $69,030,077 increased 25 per 
cent, but estimated passenger revenue 
of $6,051,335 decreased 0.5 per cent. 

Western District. 33 Class I railroads, 
whose revenues represent 76.3 per cent 
of total operating revenues in the West- 
ern District, estimated that their operat- 
ing revenues of $258,712,107 in January, 
1951, were greater than in January, 
1950, by 30.4 per cent. Estimated freight 
revenue of $221,056,712 increased 32.7 per 
cent, and estimated passenger revenue 
of $19,322,690 increased 21.2 per cent. 





Forwarder ‘49 Statistics 


The Commission has issued statement 
No. 516, selected financial and operating 
statistics from annual reports of freight 
forwarders for the year ended December 
31, 1949. 

The statement was compiled by the 
Commission’s Bureau of Transport Eco- 
nomics and Statistics. 


Freight Commodity Statistics 


The Commission has issued a state- 
ment, No. Q-500, prepared by its Bureau 
of Transport Economics and Statistics, 
of freight commodity statistics of Class 
I steam railways in the United States 
for the third quarter of 1950, showing 
freight traffic originated, freight traffic 
terminated, total freight traffic carried, 
and freight revenue, by classes of com- 
modities and regions. 

The compilation shows, as to both car- 
load and less-carload traffic, a total of 
382,635,833 tons of revenue freight origi- 
nated, 335,853,714 tons terminated, total 
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Chicago headquarters for traffic-trans- 
portation management publishing and 
education are now ina new, enlarged 
office in the State-Madison Building. 


Right in the heart of “the Loop”, the area occupied 
by the Traffic Service Corporation comprises 9,500 
square feet. Our new quarters are in harmony with 
the complete remodeling of this famous Chicago 


landmark, the old Boston Store. The new Traffic 
Service offices are modern, spacious—functionally 
designed with many new innovations in 
decorating and lighting for more efficient operation. 


With Chicago as the center of transportation in 
the United States, as well as the entire world, this 
new location will materially help to promote 
better service through Traffic World, Traffic 
Bulletin, Transportation Supply News, 

and the College of Advanced Traffic. 


THE 


TRAFFIC SERVICE 
CORPORATION 


General Offices: 
WASHINGTON 5, D. C.—815 Washington Bidg., Sterling 7325 


CHICAGO 2—22 West Madison St., Phone: Financial 6-0012 
NEW YORK 17—122 East 42nd Street, ORegon 9-3188 
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Since 1907 


For 44 years, the Traffic Service Cor- 
poration has been devoted exclusive- 
ly to traffic-transportation manage- 
ment publishing and education. 
There is no other publishing-educa- 
tion institution like it. That’s why it 
isknownas “America’s headquarters 
for traffic-transportation manage- 
ment publishing and education”. 





CENTRAL 


Ys 


F. C. HOGUE, Veasthentdank, Traffic 


DENVER & RIO GRANDE WESTERN RAILROAD 
Rie Grande Building - Denver, Colorado 


MAKE SURE 
YOU READ 
THE AD ON 


THE PEORIA 
BRADLEY BRAVES 


Page 13, this issue 


MORE 


UNITED ‘AIR FREIGHT 


4-engine, 9-ton-capacity Cargo- 
liners help reduce inventories, cut 
warehouse costs, widen distribution, 
and improve service. Attractive rates. 


UNITED AIR LINES 
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freight traffic (including dyplications) 
of 712,795,169 tons, and freight revenues 
amounting to $2,196,696,480. Carload 
traffic accounted for 9,000,252 carloads, 
or 379,771,222 tons, of revenue freight 
originated; 8,277,748 carloads, or 333,- 
076,180 tons, of revenue freight termi- 
nated; total freight traffic (including 
duplications) of 17,899,244 carloads, or 
707,200,519 tons, and freight revenues 
amounting to $2,103,733,587. As to for- 
warder traffic, the compilation shows a 
total of 82,409 carloads, or 1,170,204 tons, 
of revenue freight originated; 82,411 car- 
loads, or 1,135,951 tons, of revenue freight 
terminated; total freight traffic (includ- 
ing duplications) of 184,758 carloads, or 
2,586,762 tons, and freight revenues 
amounting to $37,723,905. 


Truck Registrations in 1950 
Establish All-Time High 


New truck registrations for 1950 
totaled 1,142,307, to establish the highest 
mark in the industry’s history, surpass- 
ing the previous “best year” of 1948 by 
more than 100,000 units, according to 
R. L. Polk & Co., Detroit. 


In four consecutive months in 1950, 
from July to October, monthly produc- 
tion soared beyond the 100,000-mark. A 
total of 89,186 new trucks was registered 
in December, as compared with 84,167 
units in November. 

By weight classification, the 5,000- 
pounds-or-less classification accounted 
for nearly half the new trucks registered 
in 1950. The 5,000-to-10,000-pound classi- 
fication had slightly more than 20 per 
cent of the market, with the 14,000-to- 
16,000-pound classification third with 
about 18 per cent. All classifications 
over the 16,000-pound mark showed 
heavier registrations than in 1949, said 
Polk. 


Freight Car Supply Report 


U. S. railroads reported an average 
daily shortage of 26,619 freight cars and 
an average daily surplus of 3,798 freight 
cars for the week ended February 10, 
according to the car service division of 
the Association of American Railroads. 

The shortage was made up as follows: 
Plain box, 16,073; auto box, 119; gondola, 
3,944; hopper, 5,129 (9 covered); flat, 
703; refrigerator, 629; and miscellaneous, 
22. Carrier reports showed no shortage 
of stock cars. 

The total surplus consisted of 50 plain 
box cars, 76 auto box, 835 gondola, 380 
hopper (including 20 covered), 1,316 
stock, 41 flat, 816 refrigerator, and 284 
miscellaneous. 


Chicago Package Car Service 


Railroad package car service from 
Chicago in December declined from the 
high rate of on-time deliveries of pre- 
ceding months, averaging 63.1 per cent 
on the 9,009 cars on which reports were 
received, A. H. Schwietert, traffic director 
of the Chicago Association of Commerce 
and Industry, reported. 

Of the cars forwarded, 3,297, or 23.1 
per cent were one day late, he reported; 
679 cars, or 4.7 per cent, were two days 
late; 409 cars, or 2.8 per cent, were three 
days late; 412 cars, or 2.8 per cent were 
four days late, and 449 or 3.1 per cent, 
five or more days late. 
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The on-time average in December, 
1949 was 75.4 per cent. 

For the entire year of 1950, 71.8 per 
cent of the railroad package cars from 
Chicago received on-time placement, 
compared with an average of 170.1 per 
cent in 1949. 


Canadian Carloadings Drop 
In Week Ended February 10, 
Short Box Car Supply Noted 


Revenue freight loadings reported by 
Canadian railways totaled 70,407 cars for 
the week ended February 10, a decrease 
of 712 cars or one per cent under the 
same week last year when 71,119 cars 
were reported, according to the public 
finance and transportation division of the 
Dominion Bureau of Statistics at Ot- 
tawa. 

For the first six weeks of the cur- 
rent year, it was pointed out, Canadian 
loadings amounted to 437,942 cars, a gain 
of 13.1 per cent over the similar period 
of 1950, and compared favorably with 
433,065 cars in 1949. 

Western loadings for the week ended 
February 10 totaled 23,250 cars against 
23,140 cars one year earlier with good 
gains shown in grain and forestry items, 
while the eastern division had 47,157 cars 
or 822 cars under the same week of 1950, 
said the bureau’s division, adding: 

“Some shortages have been felt in 
the supply of box cars with complaints 
from the newsprint industry and western 
grain growers. Deliveries of wheat and 
coarse grain from farms have been very 
heavy recently but export clearances are 
slow. A short embargo (lifted February 
14) on livestock and perishables was 
necessary due to floods in British Colum- 
bia, and affected the western sections of 
the provinces in the week under review. 

“The national totals registering ad- 
vances include grain up from 3,646 to 
4,252 cars, grain products, vegetables, 
dairy products and base bullion. The 
forestry group continued active with logs 
up from 703 to 762 cars, pulpwood 841 
cars heavier at 6,085, and lumber increas- 
ing from 3,042 to 3,610 cars. Woodpulp 
and paper shipments were unchanged at 
4,813 cars. Gasoline and petroleum rose 
from 3,925 to 4,418 cars. Iron and steel 
products were 325 carloads to 2,023 cars 
for the week. Other manufactures and 
miscellaneous totalled 5,119 cars com- 
pared with 4,714 in the 6th week of 1950. 
Declines were shown in hay and straw, 
fruits, live stock off from 1,551 to 1,106 
cars, meats, coal at 6,733 cars compared 
to 7,607 cars one year earlier and in 
coke, ores, building products, crude oil 
and sugar. Autos and trucks eased from 
1,540 to 1,221 cars as production was 
affected slightly by strikes on the United 
States lines which limited supplies. 
L.C.L. merchandise decreased 1,022 cars 
to 15,383 cars. 

“Receipts from foreign connections 
totalled 31,287 cars compared with 29,872 
cars in the week of February 11 last 
year.” 


Rail Passenger Statistics 


Passenger revenue, exclusive of com- 
mutation, of Class I steam railways for 
October, 1950, amounted to $31,383,652 
in coaches and $27,713,794 in parlor and 
sleeping cars, as compared with $32,545,- 
581 in coaches and $21,630,267 in parlor 
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LIFE for the Biggest City on Earth... 


from hoppers to barges. Feeding these dumpers 


To some people coal is coal. But to the Lacka- 
wanna, coal is life for the biggest city on earth 

. power, light, warmth for the millions who live 
and work in New York. 


A big part of New York’s coal comes in on the 
Lackawanna... and facilities for speeding it on its 
way are second to none at the Lackawanna Hobo- 


ken Terminal. 


For example, two coal dumpers like the one 
shown above can transfer 30 cars of coal per hour 


are miles of storage tracks, a gravity yard where 
hoppers are rolled in under their own momentum, 
and 4 heating houses capable of thawing 54 cars 
of coal simultaneously during winter months. 

Whether it’s coal or packaged freight, perish- 
ables or heavy machinery, modern Lackawanna 
efficiency adds up to preferred handling for your 
shipments. That’s why so many of the world’s 
great shippers specify Lackawanna—to or through 
New York. 


“ LACKAWANNA 
xia ee 


Lackawanna Railroad @eazas 


SHIPPERS WHO ARE IN THE KNOW, CHOOSE THE ROUTE OF PHOEBE SNOW 


E\ 
li 
outsta 
mercig 
is prov 
up by 
missio: 

The 
gins v 
ments 
of Sar 
Oaklai 
for dr 
Serve t 
in 1874 
of fede 
Vide d 
have t 
of coun 
in tha 
local } 
munici 





WORLD 








February 24, 1951 


i 
| 








67 


EXPORT SHIPPING 


AN INTERPRETIVE SECTION APPEARING 4th ISSUE MONTHLY 


Master Plan of Municipal Board of 
Port Commissioners Contemplates 
$150,000,000 in Improvements 

in North Harbor Area; Oil Pier and 
Cargo Wharf in Outer Harbor, 


and Many New Facilities 


™ in Inner Harbor. 


The great electric sign of the Port of Oakland dominates the horizon at night for all 
those crossing the bay bridge from San Francisco to Oakland. 


Port of Oakland Plans Expansion 


To Serve Future Foreign Trade 


EVELOPMENT of the Port of Oak- 

land, intended to make it one of the 
outstanding and most important com- 
mercial ports on the American seacoast, 
is provided for in a “master plan” drawn 
up by the Oakland Board of Port Com- 
missioners. 

The history of the Port of Oakland be- 
gins with 1855 when the first improve- 
ments were made in the estuary, an arm 
of San Francisco Bay, which separates 
Oakland from Alameda. Federal funds 
for dredging a deep-water channel to 
serve the city of Oakland were first made 
in 1874. Through the years, the amount 
of federal money used in helping to pro- 
vide deep-water channels for the city 
have totalled more than $8 million, and, 
of course, many more millions were spent 
in that work by private industries and 
local public agencies. The first large 
Municipal appropriation, over $2%2 mil- 


By ROBERT J. BAYER 


lion, was made in 1910, the purposes of 
the bond issue including channel 
dredging. 

The real story of the modern Port of 
Oakland, however, began in 1925, when, 
after consultation with federal and Cali- 
fornia state authorities, the people of 
Oakland voted for the improvement and 
expansion of the city’s deep harbor fa- 
cilities. A board of consulting engineers 
was retained to make a study of the 
entire harbor area. The results of the 
studies of that board included a recom- 
mendation for the formation of an Oak- 
land Board of Port Commissioners and 
for a bond issue of nearly $10 million, to 
carry out specified improvements and to 
set up the administration and direction 
of the city’s harbor facilities. The com- 
mission was organized in February, 1927. 
Since then, the port has grown to a point 
where its commerce, including that of 


‘ 


the Alameda side of the Inner Harbor, 
totalled about 4 million tons in 1949. Its 
peak, in the intense war years of 1944, in- 
cluding military tonnage, was nearly 
7% million tons. 


Commercial Shipping Advantages 


Many million dollars were spent by the 
military on war installations, including 
$100 million for the construction of the 
Oakland naval supply center on land 
in the Middle Harbor provided by the 
city, and $75 million on the great naval 
air station at Alameda. Military leaders, 
including the then Assistant Secretary 
of the Navy, Charles Edison, Brigadier 
General John C. H. Lee, commander of 
the San Francisco port of embarkation, 
and others, commented publicly on the 
ideal natural facilities and transporta- 
tion and structural advantages of the 
Oakland area for port purposes. 





The Oakland Board of Port Commis- 
sioners takes the view that these military 
advantages should serve equally well to 
provide a convenient and efficient port 
for commercial shipping of all types. 
One of the important factors, they con- 
tend, is that Oakland by itself possesses 
undeveloped harbor areas capable of 
handling greatly expanded import and 
export traffic. The development of some 
of those areas is the purpose of the 
master plan. 


Description of the Harbor 

In practice, Oakland harbor comprises 
the waterfronts of the cities of Oakland 
and Alameda. The city of Oakland por- 
tion of Oakland harbor comprises some 
nineteen miles of waterfront, two-thirds 
of which is owned by the municipality 
and administered by the Board of Port 
Commissioners. This is divided into the 
North Harbor, the Outer Harbor, the 
Middle Harbor, the Inner Harbor, and 
San Leandro Bay. In addition, the city 
of Alameda has seven miles of water- 
front suitable for development located 
along the Inner Harbor. As yet, the 
North Harbor has not been developed. 
The Oakland army base and the Port of 
Oakland’s Outer Harbor terminal are 
in the Outer Harbor, and the Oakland 
naval supply center occupies the Middle 
Harbor. 

The Inner Harbor is an estuary nine 
miles in length (approximately five miles 
of which is 800 to 1000 feet wide) along 
which the Port of Oakland and private 
interests have many facilities, including 
the shipyards of the Moore Drydock Co., 
the Army’s Intransit Depot, shipping 


facilities of Alameda, the Bethlehem 
and Todd shipyards, the Howard ter- 


minal, the Grove Street and Ninth Ave- 
nue terminals of the Port of Oakland, 
the Port’s inland waterways terminal, 
Encinal terminals, the grain elevator of 
the Ralston-Purina Co. the Coast 
Guard’s large government island base, 
and others. The Inner Harbor is bordered 
on the north by Oakland and on the 
south by the island city of Alameda. 
It provides a waterway along and in 
which vessels can move about with free- 
dom. At the upper or eastern end is 


This view of Oakland’s Outer Harbor shows how 
it faces directly the Orient through the Golden 
Gate, and the ample rail facilities available to it. 


an artificial tidal basin, known as San 
Leandro Bay, on the shore of which is 
located the Oakland municipal airport, 
which will form the nucleus of the 
future harbor installations of this area. 


Oakland municipal airport property 
has a total area of 2,400 acres which 
will be fully developed under the board’s 
master plan. Of these, 1,700 acres will 
be utilized for airport operations and 700 


The city of Oakland lies to the left in this view 
of the Inner Harbor, situated on an estuary of 
San Francisco Bay. Alameda lies to the right. 
The Grove Street Pier is in the center of the 
picture, to the right of the large gas tanks. 


TRAFFIC WORLD 


acres are set aside as the Airport Indus- 
trial Area. 


Adjacent to the airport is the San 
Leandro Bay harbor area where the port 
has some 643 acres of industrial property, 
which will be developed under the port’s 
master plan for San Leandro Bay. There 
are additional areas on San Leandro Bay 
which will be added as development 
needs require. 


These additional areas are now served 
by water, rail, and highway outlets, mak- 
ing them ideal sites for aircraft manu- 
facturers and allied aviation industries 
and for harbor industrial purposes. 


The construction of the airport was 
started early in 1927 and it was formally 
dedicated September 17, 1927, after hav- 
ing served as the starting point for the 
pioneer Maitland-Hegenberger, Dole, and 
Kingsford-Smith transPacific flights. It 
fronts on San Francisco Bay and its de- 
velopment contemplates both land and 
water facilities. Because of its ideal 
central location in relation to the San 
Francisco Bay area generally, and its 
opportunities for expansion, the airport 
is regarded by the board as the ideal 
base for transoceanic air freight and 
passenger traffic. 

In the war years the Army and Navy 
added materially to the physical facilities 
of Oakland harbor. In the Outer Harbor 
area alone were added 5,820 lineal feet 
of piers and wharves, sufficient for the 
berthing of ten large ships; 2,500,000 
square feet of warehouses and transit 
shed space, and 37 miles of railroad 
tracks for car storage yards and service 
tracks to the piers and wharves. The 
Oakland naval supply depot, which covers 
an area of more than 500 acres, includes 
fourteen berths for large vessels; 6,500,- 
000 square feet of storage space for ware- 
houses and transit sheds, and about 36 
miles of railroad trackage for yards and 
service needs. The Army’s_ intransit 
depot, on the Inner Harbor, has berths 
for three large vessels; 700,000 square 
feet of warehouse and transit shed 
storage, and more than five miles of 
railroad trackage to serve the base. 

As a result Oakland harbor, which 
included Oakland and Alameda, now 


Febru 





February 24, 1951 


Nee ee ee cielinniainemnemannamaheteiananemca neni seiaiieneceeesetneaiaitiaiaiieeeasaiaeaniitaliaeeannanieaaaaEa 


FOR EFFICIENCY AND ECONOMY ' , 
SHIP THROUGH THE GULF PORTS 
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PORT ARTHUR 
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NEW ORLEANS 


to and from the East and West Coasts... 
ASIA « AFRICA + AUSTRALIA 
EUROPE «© SOUTH AMERICA 


Indus- 
i ep Shippers all over the Midwest find it most profit- 
e San able toroute their export-import shipments through 
1e port the Gulf ports—New Orleans, Port Arthur, Baton 
aperne, Rouge, Beaumont and Lake Charles. You save time, 
_— prevent bottlenecks and get substantial cost sav- 
ro Bay ings on rail rates, loading and unloading charges. ° 
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s. 
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or the 
le, and K. C. S. Lines’ freight moves fast and on-time between 
its. It Kansas City and the Gulf ports. It’s a combination of 
ng = route, roadbed, equipment and top-notch operating per- 
“eo sonnel that does the job! The K. C. S. route to the Gulf 
e San is direct. Diesel locomotives power fast K. C. S. freights. 
nd its And the men who get your freight to its destinations 
— on-time have had years of rail experience! 
sion SHIP TO AND FROM THE GULF PORTS AND THE SOUTH- 
Navy SOUTHWEST VIA K. C.S. DIESELIZED FREIGHT! 
darbor K.C.S. 77 rolls south from Kansas City 
d em every night at 9:45—to get your shipments 
500,000 to their destinations in a hurry! 
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vilroad For FREIGHT with a DATE, it's K.C.S. Lines! 


J. W. SCOTT 
"Vice-President—Traffic, Kansas City, Mo. 


ANSAS 
se 


GourTHeRn 


(nea _ Look for later advertisements giving 
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There’s Darn Little 
Physical Difference 


You all know there’s darn little 
physical difference between major 
ports of the Pacific Coast. 


But... the Port of Seattle is better 
because we give you better service— 
personal service that is fast, pro- 
ductive and economical. We know 
that’s the way to get your business 
... and hold it. 


Also—important rate changes 
have taken place which mean lower 
shipping costs to you. 


The Expanding Port of Seattle 
solicits your business on the added 
bonus of real and personal service 
that no other port can match. 


Plas these positive advantages: 


© A new Foreign Trade Zone which offers 
new ways and new profits in your business 
with the rest of the world. 


@ New $11 million Seattle-Tacoma Interna- 
tional Airport, world’s finest air terminus. 
Just a few hours to Alaska, Hawaii, The 
Orient or any point on the globe. 


@ Served by nearly 100 world-route steam- 
ship lines and 4 transcontinental railroads. 

@ Four transcontinental and world airlines, 30 
domestic airlines, and coast-to-coast truckers. 
@ Five million gallon tank farm, modern water- 
side cold storage and grain terminal. 

@ Immediate gateway to all of Alaska. 

© Deep-water piers and complete berthing, 
cargo-handling, and bunkering facilities. 

© Days and miles shorter to the Orient, Middle 
East and “Down Under” via Seattle's Great 
Circle Routes. 

@ Located in center of expanding industrial, 
agricultural and hydro-electric power empire. 
@ Sailing schedules maintained. 

@ Year-round working weather and mild 
climate conditions. 


Me pnd 
PORT OF 


SEATTLE 


BOX 1878 «+ SEATTLE 11, WASH. « DEPT. F-2 


Without obligation, please send me: 
0 A Look at the Expanding Port of Seattle 
O Seattle Zone—Traders’ Haven! 
0 Tariffs 7) Sailing Schedules 


The Oakland Board of Port Commissioners. Left to right: Dudley W. Frost, of Dudley W. Frost and 
Associates, Parking, Traffic, and Trade Consultants; H. W. Estep, merchant; James F. Galliano, 
lawyer; Claire V. Goodwin, stock broker, and Stanley A. Burgraff, secretary, Oakland Moose Club. 
Mr. Goodwin is president of the board, and Messrs. Frost and Burgraff are vice-presidents. Members 


of the board are appointed for six-year terms by the mayor of Oakland. 


has about thirteen miles of berthing 
space, sufficient for the berthing of sixty 
large deep draft vessels; with 260 acres 
of covered storage and transit shed space 
at shipping terminals, and about 88 miles 
of railroad trackage at shipping termi- 
nals for car storage and operations. 
There are numerous small docks and 
wharves for the accommodation of barges 
and light draft vessels and extensive 
shipbuilding and ship repair facilities. 

The master plan proposed improve- 
ments fall, generally, under three heads: 

1. In the North Harbor area, north of 
and adjacent to the San Francisco-Oak- 
land bridge, fronting on the bay, the 
Port of Oakland possesses 1,540 acres on 
which it is planned to develop a termi- 
nal which will care for the commerce 
and foreign trade of the future by ulti- 
mately providing berthing space for 
ninety large vessels. The first step in 
this development, which will be under- 
taken as needs demand, will consist of 
dredging, construction of a unit of piers, 
and related facilities. It is estimated 
that, when the facility is completed, they 
will represent an investment of approxi- 
mately $150 million. 

2. The Outer Harbor, south of the Bay 
Bridge approach, and also fronting on 
San Francisco Bay, will be enlarged. A 
new oil pier will be built at the end of 
Seventh Street, replacing the existing oil 
pier, which will be removed, and a gen- 
eral cargo wharf will be constructed con- 
necting the Fourteenth Street and 
Seventh Street units. The present 
Seventh Street unit of the Outer Harbor 
will be enlarged by the widening of the 
existing transit shed from 120 to 180 
feet, and an additional transit shed 180 
by 720 feet will be constructed. 

3. Inner Harbor developments will be 
as follows: A combined pier and wharf, 
with a berthing length of 1,570 feet, ex- 
tending from Washington to Clay 
Streets, and providing berthing for three 
large vessels and a transit shed of 219,- 
200 square feet will be constructed for 
the expansion of the Grove Street 
Terminal. 

A wharf, with a berthing length of 
1,210 feet and a wharf area of 100,000 
square feet, will be built at the foot of 
Fallon Street to serve a cargo storage 
area of more than 720,000 square feet 
in the rear of the wharf. 

Construction of a waterfront em- 
barcadero with’a width of eighty feet 
and extending from Clay Street to 


They serve without pay. 


Nineteenth Avenue, southerly of and 
parallel to the Southern Pacific tracks 
has been begun. The embarcadero will 
provide access to the harbor and a con- 
nection with the new Eastshore Freeway, 
which .will connect the bay area with 
the San Joaquin valley. The section of 
the freeway paralleling the harbor is 
already complete. 


Four projects are planned for the ex- 
pansion of the Ninth Avenue terminal. 
They include a 600 by 224-foot easterly 
extension of the pier; a 370 by 100-foot 
extension along Clinton Basin; construc- 
tion of a large warehouse 150 by 350 
feet in the rear of the pier, and the 
building of a 1,500-foot extension to the 
180-foot wide transit shed which has a 
length of 500 feet. To make these im- 
provements possible the board has re- 
cently acquired a five-acre tract of land 
fronting on Clinton basin, is now used 
for the handling of lumber shipments. 


Provision has also been made for a 264 
by 2,296-foot quay-type wharf between 
Eleventh and Seventeenth Avenues, com- 
plete with transit shed, trackage, and 
related facilities adjacent to the Ninth 
Avenue terminal and extending easterly 
from the terminal along Brooklyn basin. 


The board has also acquired 675 acres 
of land at the head of San Leandro 
Bay, extending from Sixty-sixth Avenue 
to Hegenberger Road, which is the east- 
erly end of the Port of Oakland, and has 
drawn plans for a large shipping termi- 
nal with berthing for 28 large vessels 
and adequate transit sheds, warehouses, 
and industrial areas complete with sup- 
porting trackage, highways, and related 
terminal facilities. This terminal, when 
completed, will serve the large industrial 
areas of East Oakland and San Leandro, 
which are being developed, and also care 
for the shipping needs of the San Joa- 
quin and Sacramento valleys. To pro- 
vide an adequate approach for large 
deep draft vessels the master plan con- 
templates the dredging of a new ship 
channel directly from San Francisco Bay 
into San Leandro Bay, and the use of 
the present tidal canal for lighter draft 
vessels. 

In drawing up the master plan the 
Board of Port Commissioners says it 
has proceeded in the belief that Oak- 
land has “everything in its favor to pro- 
vide a necessary, valuable, and unex- 
celled service to the large industrial area 
and hinterland which it serves.” 
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ECONOMICAL 
Export Packing 


By FRANK W. GREEN 


Packaging Consultant 


This is another of an extended 
series of short but factual features 
showing how export packaging 
may be properly done with econ- 
omy. Mr. Green, conductor of this 
column, is one of the leading in- 
dependent authorities on export 
packaging in the United States. 
His helpful case studies will appear 
monthly in connection with the 
Export Shipping Section of 
TRAFFIC WORLD 


HE interior packaging shown in the 

first photograph this month may 
appear, at first glance, to be a simple 
matter of strapping some machine sec- 
tions to cross supports. This case history 
and package development which must go 
before a simplified package are often a 
little painful as the steps are often com- 
plex when compared with the final solu- 
tion. 


In this instance it had once been 
the practice to disassemble the parts 
before packing in several small nailed 
wood boxes. This involved a great deal 
of disassembly, reassembly and adjust- 
ment time. It involved a great deal of 
hand packing with some blocking and 


cushioning either of which might cause 
damage or bending of the parts during 
Shipment. ‘The direct contact between 
the steel parts and the packaging mate- 
tials often resulted in corrosion of criti- 
cal surfaces. 


When consideration was first given to 
the idea of shipping these units as- 
seémbled attempts were made to pack in 
teguiar wooden boxes with solid block- 
Ing. A floating cushioned pack was also 
Considered. Either way was expensive 
and left opportunities for damage to the 
Parts. 

When the idea of two point suspen- 
sion bridging was first tried blocking was 
again used and bolting was attempted. 

The simple strapping operation was 


INVESTIGATE ... 
DIRECT INTERCOASTAL SERVICE 


Moun? Greylock of the American-Hawaiian Steamship Company 
entering the Port of Oakland’s Outer Harbor 


SHIP YOUR CARGO MOVING VIA 


AMERICAN-HAWAIIAN 
STEAMSHIP COMPANY 


THROUGH THE 


PORT OF 
OAKLAND 


MUNICIPAL TERMINALS LOCATED 
ON THE MAINLAND SIDE OF SAN FRANCISCO BAY 
WHERE RAIL AND WATER MEET 


Address all Inquiries to 


BOARD OF PORT COMMISSIONERS 


GENERAL OFFICES — GROVE STREET PIER — OAKLAND 7, CALIF. 
TELEPHONE: HIGHGATE 4-3188 
President, CLAIRE V. GOODWIN; Vice Presidents, 
STANLEY A. BURGRAFF and DUDLEY W. FROST; 
Commissioners, JAMES F. GALLIANO and H. W. ESTEP; 
Port Manager, A. H. ABEL. 





CHARLES; 


where shipping costs 


Cost-conscious traffic men are turning to the Port of Charles- 
ton for the maximum in port services at maximum savings. 
Operated by a non-profit state agency pledged to serve your 
shipping needs with efficiency and economy, Charleston has 
frequent regular world-wide sailings, favorable inland rates, 
modern shipping terminals, extensive shipside storage, and 
fast, direct cargo movement without lighterage. It will pay 
you to try Charleston. 

Write for new Tariff of Port Charges OFFICES 
CHARLESTON 


SOUTH CAROLINA ST ATE 1 Vendue Range—3-7261 


NEW YORK 


PORTS AUTHORITY 52 eee ny 4-2575 


327 S. LaSalle St.—WE 9-5815 
WASHINGTON D. C. 
926 DuPont Circle—HU 8105 
ROCK HILL, S. C. 

216 E. Black St.—4369 
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from New Orleans and Mobile 


Monon’s list — 
of satisfied AY 
shippers 


; . Now serving 59 Caribbean ports 
is growing 


.-. With sailings from North Atlantic, 
Gulf Ports and Canada; and 
calls at 17 Caribbean ports 
on northbound trips. 


ALCOA STEAMSHIP COMPANY, INC. 
17 Battery Place, New York 4, N. Y. 


One Canal Street, New Orleans 12, La. 
Mathieson Bidg., Baltimore 2, Md. 
111 W. Washington St., Chicago 2, Ill. 
621 Citizens Bank Bldg., Norfolk 10, Va. 


THE HOOSIER LINE Offices in,22 principal cities 





finally found to be very economical on 
materials and required a minimum of 
labor. The assemblies were simply set 
on the bridging and strapped in place. 
The next bridge was then set in place 
on the cross cleats and nailed so that 
the operation could be repeated. The 
vertical supports served as struts for 
the container and the outside boards 
could be nailed directly to it. The 2 x 3 
skids and headers supported the load 
and provided for easy, safe export han- 
dling. The end panels were style two 
with 1 x 3 cleats. The photo shows a 
break-down with the sides and ends re- 
moved. Actually the vertical struts could 
be part of the sides and could be pre- 
fabricated in the box shop. 

The main point to be brought out 
this month is the simple use of strap- 
ping for interior packaging. This method 
can provide security against internal 
movement which is a serious cause of 
damage to containers in export trade. 
This method can do it economically. 
Thousands of plants never consider the 
use of strapping for this purpose but 
regard it as only suitable for bundling 
or outside reinforcement. In this in- 
stance blocking would require several 
band saw cuts for each point of support. 
As in this case interior packaging can 
frequently be discontinued and simple 
strapping used to secure the load. With 
heavier units the straps may be tension 
sealed instead of nailed. Anchor plates 
also come in handy. 


The second photo this month shows 
the main cylinder (about 1700 pounds) 
of a cotton card machine strapped to 
a skid prior to enclosing for shipment. 
This cylinder was secured by two 
1% x .035 flat straps. The cylinder, set 
between blocks on the ends and at the 
edges is held in place by the straps 
anchored to the container base and ten- 
sion sealed on the side of the roll. The 
heavy paper was used under the straps 
so that the sharp edges would not mar 
the surface of the cylinder. 

Many different designs have been 
developed to solidly block these cylinders 
in place but all such blocking required 
a great deal of extra work such as band 
saw cuts, special nailing and so on. The 
strapping operation is obviously simple 
and sure. The economies in materials, 
labor and tare weight (as compared with 
adequate heavy blocking) are apparent. 


Book of Railroad Humor 
Published by Cotton Belt 


A selection of the best cartoons 0D 
the subject of railroading, drawn by 
some of the nation’s leading cartoonists, 
has been published in booklet form by 
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the St. Louis 
Belt) Railway. 


The cartoons depict a wide range of 
humorous situations involving railroad 
personnel, railroad passengers, railroad- 
minded youngsters, and tramps. The 
booklet contains no advertising, and has 
been issued just for the good-natured 
laughter it will provoke, according to the 
Cotton Belt. 

Free copies of “Railroad Humor” may 
be obtained by writing Paul M. Bunting, 
director of public relations, Cotton Belt 
Railway, Cotton Belt Building, Fourth 
and Pine Streets, St. Louis 2, Mo. 


Southwestern (Cotton 





Orders for New Equipment 
Placed by Several Roads 


To meet the increasing demands for 
transportation’ stemming from the na- 
tion’s rearmament program, additional 
facilities, including 67 more diesel loco- 
motives, to cost $13,000,000, have been 
authorized for the Louisville & Nash- 
ville Railroad, according to John E. Til- 
ford, president. The diesel order in- 
cludes 47 1,500-h.p. freight, ten 1,500- 
h.p. passenger and ten 1,200-h.p. switch- 
ing locomotives, accounting for $10,000,- 
000 of the total appropriation. Purchase 
of additional freight cars will cost 
$700,000, and maintenance facilities, 
passing and yard tracks, and reconstruc- 
tion and strengthening of bridges ac- 
count for the remainder of the authori- 
zation. Virtually all the new equipment 
will be delivered in 1951. 


S. P. to Buy 7,000 Cars 


Southern Pacific Lines will purchase 
7,000 additional freight cars, bringing 
the total number of cars ordered or pur- 
chased since the end of the war to 35,900, 
A. T. Mercier, president, announced. 

The new cars, consisting of 5,500 box 

cars, 1,000 gondolas, and 500 hopper cars, 
will be built in the company’s shops, and 
under contract by car building firms, 
Mr. Mercier said. 
: Reporting that 8,050 cars were ordered 
in 1950, he said the Southern Pacific had 
increased the carrying capacity of its 
freight car fleet by one-third between 
1941 and the end of 1950. He said this 
compared with a national average in- 
crease of 6 per cent. 

“With the additional cars, the com- 
pany’s percentage of increase in carry- 
ing capacity will be raised to about 50 per 
cent,” he said. 

“In addition to its own freight car 
acquisition and orders, Southern Pa- 
cific’s postwar commitments for new 
rolling equipment have included half the 
cost of 10,100 refrigerator cars for Pa- 
cific Fruit Express Co., of which Southern 
Pacific is half-owner. 

“Prior to authorization of the new 
cars, the company’s postwar expenditures 
and commitments for new rolling equip- 
ment totaled $318,700,000,” he said. 


C. & N. W. Orders 72 Locomotives 


Orders for a total of 72 diesel electric 
locomotives, to cost approximately $10,- 
000,000, have been placed by the Chicago 
& North Western Railway System with 
three manufacturers, R. L. Williams, 
president, has announced. 

Sixty-two of the 72 diesels are for 
the North Western, the remaining 10 
for the Chicago, St. Paul, Minneapolis 
& Omaha Railway, a part of the 
North Western System. They include 
four 2,250 h.p. passenger units, thirty- 


six 1,500 h.p. road switchers, and four 
800 h.p. switchers from Electro-Motive 
Division of General Motors; four 1,600 
hp. freight locomotive units, five 
1,600 h.p. road switchers, seven 1,000 h.p. 
switchers and six 660 h.p. switchers from 
American Locomotive Co.; twp 1,600 h.p. 
road switchers and four 1,200 h.p. switch- 
ers from Baldwin-Lima-Hamilton Corp. 
The railway system recently received de- 
livery of six 1,600 h.p. diesel road switch- 
ing locomotives previously ordered from 
Fairbanks-Morse & Co., five of which 
were for the North Western and one for 
the C.St.P.M. & O. 


C. & O. Car Orders 


The Chesapeake & Ohio Railway has 
announced it has placed orders for 4,900 
freight cars to be delivered in 1952. The 
road said it already had on order 
6,000 freight cars to be delivered this year 
and two 410-foot car ferries scheduled 
for delivery in the fall of 1951 and the 
spring of 1952. The 4,900 freight cars, 
contracts for which have been awarded 
to various car manufacturing companies, 
consist of 2,700 seventy-ton hopper cars 
(200 covered); 1,000 fifty-ton 40 foot, 


PERSONAL 


Appointment of Frank J. Jerome to 
the new position of executive vice-presi- 
dent of the New York Central Rail- 
road has been an- 
nounced by Gustav 
Metzman, president. 
Mr. Jerome, who 
has been vice-presi- 
dent, operations 
and maintenance, 
since September 1, 
1947, will continue 
to have headquar- 
ters at New York 
City. A native of 
Painesville, O., Mr. 
Jerome entered 
railroad service 
with the Central in 
1914 as a transitman at Elyria, O., fol- 
lowing his graduation from Williams 
College in 1911 and from the Massachu- 
setts Institute of Technology in 1914. 
He served at Chicago from 1917 until 
1938 as assistant engineer, trainmaster, 
and division engineer. In April, 1938, he 
became engineer maintenance-of-way at 
Detroit, and in October, 1939, was pro- 
moted to assistant chief engineer at Chi- 
cago, becoming chief engineer there in 
April, 1943. He was transferred to New 
York as assistant to the executive vice- 
president in November, 1945, and served 
in that position until he was appointed 
vice-president, operations and mainte- 
nance. 





F. J. Jerome 


* * . 


Earl W. Shreve has been designated 
as acting general manager of the Indiana 
Motor Rate and Tariff Bureau, Inc., in 
place of G. A. Henderson who has been 
given a leave of absence due to illness, 
according to an announcement by H. 
C. Sanford, president. 


Friends and associates of Louis (Bob) 
Magin, formerly local manager of West- 
ern Express and for some years past 
traffic manager of James Cunningham 


TRAFFIC WORLD 


6 inch box cars; 750 fifty-ton 50 foot, 6 
inch box cars; 200 seventy-ton, low-side, 
drop-end gondola cars; and 250 seventy- 
ton 53 foot, 6 inch flat cars. 


C. & E. I. Car Orders 


The purchase of 1,000-coal hopper cars, 
the second such order given in 1951, has 
been announced by Clair M. Roddewig, 
president of the Chicago & Eastern IIli- 
nois Railroad. Delivery on both orders 
will be made in the first quarter of 1952. 
The 2,000-car order was made in antici- 
pation of greatly increased coal produc- 
tion in the Indiana and ITllinois coal 
mining areas served by the C. & E. LI, 
said Mr. Roddewig. 


L. V. Orders Gondolas 

The Lehigh Valley Railroad has ordered 
350 new mill type, drop-end steel gon- 
dolas, costing $2,200,000. The new equip- 
ment, which will supplement 500 similar 
cars purchased last year, will be built at 
the Johnstown, Pa. plant of Bethlehem 
Steel, the company said. The gondolas 
will be 52 feet, 6 inches long, and will 
have a capacity of 70 tons. Delivery is 
scheduled for early 1952. 





Sons Co., have created a special fund, 
known as the “Magin Fund,” to help de- 
fray hospital and medical costs in the 
treatment of Mr. Magin who has been 
afflicted with the disease known as 
multiple sclerosis. Mr. Magin was hos- 
pitalized February 10. Contributions are 
to be sent to N. G. Kleisley, C. & M. 
Forwarding Co., 283 Oak Street, Roch- 
ester 6, N.Y. 


A. L. Whiton, of Chicago, became the 
new president of the Wirebound Box 
Manufacturers Association at its annual 
meeting in New 
Orleans, La., Feb- 
ruary 9. He was 
elected to succeed 
Norris W. Embry, 
also of Chicago, who 
was named vice- 
president. Two new 
directors also were 
elected. They were 
Kenneth H. Leash, 
of Portland, Ore., 
and W. J. Pierpont, 
of Savannah, Ga. 





Widely known in A. L. Whiton 
the shipping con- 
tainer industry, Mr. Whiton served 


throughout World War II as a civilian 
consultant, some of the time overseas. 
He began his government service in 1941 
as a field consultant for the Forest Prod- 
ucts Laboratory assigned to the Ord- 
nance Department. He became chief 
field consultant in 1942. In 1944, Mr. 
Whiton transferred to the Ordnance De- 
partment itself as chief of the packaging 
branch, Office of the Chief of Ordnance, 
where he served until September, 1945. 
* * * 


John P. Brady has been appointed 


_ division freight agent of the New York 


Central System at New York City suc- 
ceeding Stanley A. R. Lancto, who was 
recently made New England freight agent 
at Boston, Mass. Formerly assistant 
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New, Enlarged Traffic Service Corporation 
Chicago Quarters Extensively Publicized 


eA paid advertisement announcing the 
new enlarged Chicago office of the Traffic 
Service Corporation, publisher of Traffic 
World, appeared in fifteen different maga- 
zines and newspapers with a total com- 
bined circulation of two million two hun- 
dred thousand. In addition many of these 
and others carried news stories. 


Actually, two different advertisements 
ran; one designated as “national” copy 
(see page 73 of this issue) and the other 
as “local” copy. 


The headline in each case announced 
“New and Larger Quarters on the ‘World’s 
Busiest Corner’, in the State-Madison Build- 
ing.” In the local advertisement, this 
headline was prefaced by “College of Ad- 
vanced Traffic, Transportation Supply News, 
and Traffic World.” 


The local advertisement slanted to pro- 
mote the new location in primarily Chicago 
newspapers in such a way as to be of great- 
est benefit to the College of Advanced 
Traffic, the corporation’s educational divi- 
sion which draws its students from the 
Chicago area. The message of the local 
advertisement reads as follows: 


“The College of Advanced Traffic has 
moved into new and larger quarters on 
the fourth floor of the modernized State- 
Madison Building. 

“The College is the Educational Division 
of the Traffic Service Corporation which 
publishes Traffic World and Transporta- 
tion Supply News. These publications are 
also in the new location. 

“Right in the heart of ‘the Loop’, the 
area occupied by the combined operations 
of the Traffic Service Corporation, are 
modern and spacious—in keeping with the 
remodeling of this famous Chicago land- 
mark, the old Boston store. 

“We invite you to visit the Chicago 


office of ‘America’s headquarters for traffic- 
transportation management publishing and 
education.’ Write for latest College cata- 
logue, copies of our publications, or in- 
formation on our other related services.” 
A significant block of copy in both ads 
headed “Since 1907” calls attention to the 
fact that the Traffic Service Corporation 
is in its forty-fourth year and the only 
institution of its kind specializing in traffic- 


Local Copy 


* COLLEGE OF ADVANCED TRAFFIC 
© TRANSPORTATION SUPPLY NEWS 
© TRAFFIC WORLD sow in 
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This advertisement ran in four Chicago news- 
papers and magazines of three Chicago clubs. 


transportation management publishing and 
education. 

The publicity items appearing on this 
announcement detail pretty much what the 
advertising says plus statements by Traffic 
Service Corporation officials. The state- 
ment of the corporate president, E. F. 
Hamm, Jr., is as follows: 


“The Traffic Service Corporation, pub- 
lisher of Traffic World, with its educational 
division, College of Advanced Traffic, is 
highly pleased with the opportunity to 
serve even better the transportation indus- 
try through the facilities of its new offices in 
the State-Madison Building. 

“Situated in the heart of Chicago in a 
newly-modernized building, these quarters 
have been especially designed for the 
convenience of the people we serve and the 
efficient operation of both our publishing 
services and our educational activities.” 


The statement by our president was re- 
leased in connection with the local adver- 
tisement. A statement released with the 
national copy quoting Emil G. Stanley, vice- 
president and secretary of the corporation 
who makes his office in the new Chicago 
quarters, reads as follows: 


“Our Chicago operations are the most 
unique and best of their kind serving the 
transportation industry, to be found any- 
where in the country. Because Chicago is 
not just the physical center of transportation 
in the United States, but the transportation 
center of the entire world, our objective 
on these new quarters is to provide right 
in the heart of Chicago’s Loop an office set 
up that would be not only adequate but 
also modern and up to date.” 

The Torkel Gundel Advertising Agency 
in Chicago, specializing in business papet 
publishing company accounts, placed the 
advertising. 
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to the foreign freight traffic manager at 
New York City, Mr. Brady entered serv- 
ice of the Central in 1922. 

- a * 


S. George Corbett has been appointed 
general traffic manager of the Whitney 
Chain Co., with headquarters in Hart- 
ford, Conn. 

* * * 

Appointment of Leo S. Johnson as 
executive general agent of the Norfolk 
Southern Railway Co., with headquarters 
in Chicago, has been announced by J. 
E. Andrews, freight traffic manager. Mr. 
Johnson was formerly general agent of 
the road at Philadelphia, Pa. He joined 
the railroad in 1947 after having served 
with the Ralston Purina Co., Minneapolis, 
Minn., from 1926 to 1942, and later as an 
officer with the transportation division 
of the Army Air Forces, Washington, 
D.C. 












* « * 


Hugh L. Marston has been appointed 
assistant coal freight agent of the South- 
ern Railway System with headquarters 
in Atlanta, Ga. He formerly served as 
officers’ assistant in the company’s gen- 
eral freight office in Atlanta. 

* a * 












Don B. Wilson has joined the staff of 
Pan American Grace Airways, New York, 
N.Y., on special assignment in the sales 
department. Mr. Wilson began his air- 
line career with United Air Lines in 
1933 and most recently served in the 
company’s Chicago headquarters as 
superintendent of agency and interline 
sales. 
















* * * 


Merle W. White, general claim agent 
of the Minneapolis & St. Louis Railway 
since 1948, with headquarters in Min- 
neapolis, has been given supervision over 
the freight claim department of the road 
in addition to his previous duties as head 
of the personal injuries and allied claims 
division, according to an announcement 
by C. W. Wright, vice-president and gen- 
eral counsel. W. C. Olander, formerly 
chief clerk in the freight claim depart- 
ment, has been appointed freight claim 
agent, succeeding Irving H. Buckle, who 
died February 1. Mr. Olander has been 
a member of the road’s freight claim de- 
partment staff since 1915. 


a * * 

The promotion of John V. Flaig from 
general passenger agent for the Frisco 
Railway at Birmingham, Ala., to the 
newly-created post of general agent at 
Washington,. D.C., has been announced 
by E. G. Baker, general traffic manager 


of the Frisco at St. Louis. 
* a * 

























Joseph T. Lykes, Tampa, Fla., presi- 
dent of Lykes Bros. Steamship Co., Inc., 
since 1943, was elected chairman of the 
board at the recent annual meeting 
in Tampa. Solon B. Turman, of New 
Orleans, formerly executive vice-presi- 
dent, was elected president of the com- 
pany and will continue to make his 
headquarters in New Orleans. J. T. Lykes, 
Jr, New Orleans, a director of the 
company since 1948, was elected a vice- 
president. Other vice-presidents, all re- 
elected, are J. M. Lykes, Jr., Houston; 
H. C. Culbreath, Tampa; Robert F. Rader, 
New Orleans, and A. C. Kerr, London, 
England. Two new ‘divisional vice-presi- 
dents were elected. T. P. Bartle, Wash- 
ington, a veteran member of the Lykes 
organization and its affiliates, was named 
vice-president, Central Atlantic division, 
and Frank A. Nemec, New Orleans, sec- 
tetary-treasurer, vice-president, finance 
division. Other divisional vice-presidents 
Who were reelected are A. C. Cocke, 

























New Orleans, traffic division; David 
Hunter, New Orleans, maintenance and 
repair division; E. A. Jimison, New Or- 
leans, marine division; Ralph Morse, New 
Orleans, operating division; J. G. Tomp- 
kins, Galveston, West Gulf division, 
and J. A. Torregrossa, Galveston, Carib- 
bean division. J. J. Creevy, New Orleans, 
was elected comptroller of the company. 
Assistant treasurers reelected were J. G. 
Banvard, Houston; T. L. Abernathy, New 
Orleans; J. H. Holloway, Tampa; and 
C. P. Vaughan, New York. R. C. Colton, 
New York, vice-president of Lykes Bros. 
Co., Inc., general agents in New York for 
Lykes Bros. Steamship Co., Inc., was 
elected an assistant secretary of the 
company. Other assistant secretaries, all 
reelected, are A. W. Lott, Houston; R. P. 
Grigg, New Orleans, and Douglas L. 
Clarke, Tampa. 
ok * * 

Thomas J. Whelan has been appoint- 
ed eastern sales manager of the Super 
Service Motor Freight Co., Inc., Nash- 
ville, Tenn. Mr. Whelan will have head- 
quarters at the company’s terminal in 
Philadelphia, and will be in charge of 
sales for the area embracing New York, 
New Jersey, Pennsylvania, Delaware, 
Maryland and the District of Columbia. 
Prior to joining Super Service, he was 
district sales manager of W. T. Cowan, 
Inc. He is a director of the Traffic and 
Transportation Club of Philadelphia, the 
Norristown Traffic Club, and a member 
of the Philadelphia Traffic Club. 

Te * * 


The Southern Railway System has an- 
nounced the appointment of R. A. Mathe- 
son, of its passenger traffic department 
at New York, as general passenger 
agent at Washington, D. C., effective 
March 1. T. F. Davidson, now district 
passenger agent at Miami, Fla., will be- 
come general passenger agent at New 
York, succeeding Mr. Matheson. George 
M. Nolen, assistant to vice-president of 
the Southern at Columbia, S. C., will 
retire March 1, after more than 40 years 
of service, E. R. Oliver, vice-president— 
traffic of the railway, has announced. 

* om * 

The Western Pacific Railroad Co. has 
announced appointment, effective March 
1, of Ernst Gommer as assistant to pas- 
senger traffic manager, San Francisco, 
Calif., and J. P. Conger as general agent 
at its newly established Washington, D. 
C., traffic agency. The company said 
new traffic agencies had also been estab- 
lished at Milwaukee, Wis., and Eugene, 
Ore. 

* * * 

Appointment of K. K. Blyth as division 
freight agent and V. V. Smith as general 
agent of the Chesapeake & Ohio Railway 
Co., both at Chatham, Ontario, Canada, 
has been announced by B. N. Maier, 
freight traffic manager at Detroit. Mr. 
Blyth was formerly traveling freight 
agent at Toronto. He has been succeeded 
in that position by H. W. Robinson, here- 
tofore a clerk in the road’s Toronto 
freight office. 

* ok * 

Robert V. Connelly has joined the 
staff of Acme Air Cargo, Inc., an affiliate 
of Acme Fast Freight, Inc., as division 
sales manager, with headquarters at New 
York, N.Y. 


Communications for this department 
should be mailed to Editorial Depart- 


ment, Traffic World, 815 Washington 
Building, Washington 5, D. C. 
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NEWS OF 
TRAFFIC CLUBS 


TRAFFIC WORLD 


Items for this column should be addressed to Editorial Department, Traffic World; 815 Washington 
Building, Washington 5, D. C. Delay due to mailing to Chicago office often eliminates news 


value. 
week. 
informed as to the club’s activities. 


Items should reach the Washington office early in the week to assure publication that 
It should be made the duty of someone in the club to keep us adequately and promptly 
Copies of a club’s publication or the notices it sends to 


members are usually not sufficient, because often they are received too late to be of value. 
Brief biographical sketches and photographs of newly elected Traffic Club presidents are solicited. 


Clayton E. Marcille, of Monowatt, Inc., 
was elected president of the Traffic Club 
of the Providence (R.I.) Chamber of 
Commerce at its thirty-third annual 
dinner meeting held February 5 in the 
Narragansett Hotel. Other officers 
elected for the new term were: William 
R. Harrall, of T. W. Waterman Co., first 
vice-president; William R. Arnold, of 
Fram Corporation, second vice-presi- 
dent; Sidney Marks, of M & M Trans- 
portation Co., third vice-president, and 
Arthur H. Ferguson, of the Providence 
Chamber of Commerce, secretary-treas- 
urer. 

a * os 

The Junior Traffic Club of Minneapolis 
elected the following as its officers for 
the coming year at its annual election 
meeting held February 13 in the Nicollet 
Hotel, Minneapolis, Minn.: President, A. 
E. Bierden, Hallet & Carey Co.; vice- 
president, J. P. Riley, International Mill- 
ing Co.; secretary, L. S. Fletcher, New 
York Central Railroad; treasurer, J. J. 
O’Leary, Western Weighing & Inspec- 
tion Bureau; directors, D. F. Bonde of 
Midland Co-op Wholesale, Norman 
Distad of the Nickel Plate Road, and 
R. L. Smith of Cargill, Inc. 

* + * 

The Traffic Forum of Youngstown, O., 
composed of industrial traffic and trans- 
portation men, has set March 19 as the 
date for its annual dinner to be held at 
the Pick-Ohio Hotel, Youngstown. C. R. 
Zarfoss, vice-president—traffic, Western 
Maryland Railroad, Baltimore, Md., will 
be guest speaker. 

«x a xg 

The Women’s Traffic Club of San 
Francisco, at a business meeting held 
February 15 at the Women’s City Club, 
San Francisco, Calif., elected the follow- 
ing as its officers for the 1951-52 term: 
President, Helen W. Routh, of California 
Packing Corporation; vice-president, 
Phyllys Nelson, of Bethlehem Pacific 
Coast Steel Co.; secretary, Florence 
Cunningham, of Overland Freight 
Transfer Co.; and treasurer, Jewell 
Sloat, of Western Publications. New 
directors on the executive board are 
Emily Thibodeau, of Bekins Van & 
Storage Co.; Frances Rutherford, of 
California Dispatch Line, and Grace B. 
McAuliffe, of B. R. Garcia Traffic Serv- 
ice. ; 

* %* * 

At the regular monthly meeting of the 
Richmond (Va.) Traffic Club held in 
honor of the railroads February 19 at 
the John Marshall Hotel, Major General 
Carl R. Gray, Jr., administrator, Veter- 
ans Administration, Washington, D.C., 
spoke on “Veteran Railroad Men.” 

* x * 


“The Airlines and the Part They Play 
in Our National Defense” was the sub- 
ject of an address by John Halliburton, 
assistant operations manager of East- 


ern Air Lines, Miami, Fla., at a luncheon 
meeting of the Traffic Club of St. Louis, 
designated as “Airline Day”, February 
19 at the DeSota Hotel, St. Louis, Mo. 


* * me 


William T. Moreland, of West Coast 
Fast Freight, has been elected president 
of the Society of Freight Traffic Manage- 
ment, Portland, Ore., succeeding James 
D. Dickey, of Inland Motor Freight, who 
was named to the executive committee. 
Other officers chosen at the society’s re- 
cent annual election were: Vice-presi- 
dent, Walter M. Conrad, of the Chicago 
& North Western; secretary, Mabel Cav- 
anaugh, of Fred Meyer Traffic Division; 
treasurer, William H. Karlinger, of Beebe 
Co.; and registrar, Lee M. Neff, of Lewis 
& Clark College. In addition to Mr. 
Dickey, members of the executive com- 
mittee include Nate L. Sams, of Pierce 
Auto Freight; Warren H. James, of In- 
land Motor Freight; Walter J. Dennis, of 
Marshall Wells Co., and Paul G, Boehlke, 
of Silver Wheel Motor Freight. The so- 
ciety, described by Walter J. Dennis, pub- 
licity chairman, as “Portland’s only 
transportation organization dedicated 
entirely to education in the field of traf- 
fic and transportation,” is currently 
sponsoring courses in traffic manage- 
ment, motor freight transportation and 
transportation economics, made available 
by Lewis & Clark College and conducted 
by Lee M. Neff. 

2 ne * 

The Women’s Traffic Club of Denver 
held its regular meeting February 12 at 
the Democratic Club, Denver, Colo. En- 
tertainment was furnished by a quartette 
of boys from North Denver High School. 
The club has set March 12 for its next 
meeting. Officers are Bess Pearson, pres- 
ident; Vera Jean Weaver, vice-president; 
Gene Geringer, treasurer; and _ Isabel 
Torrey, secretary. 

K oa ak . 

The Women’s Traffic Club of Los An- 
geles held its annual “Food Girls Night” 
the evening of February 14 at the Alex- 
andria Hotel, Los Angeles, Calif., with 
more than 100 members and_ guests 
present. After the regular business ses- 
sion the meeting was turned over to Miss 
Ida’ Woodruff, of Cook-Boynton Co., 
chairman of the food girls committee, 
who had arranged a valentine party. 
Generous donations of food products 
from members of the committee and their 
firms were distributed as prizes for bingo 
and other games. 

a ok ok 

W. L. Hamm, manager-traffic develop- 
ment, Alcoa Steamship Co., Inc., New 
Orleans, La., was elected president of the 
newly-created New Orleans (La.) Chap- 
ter, Delta Nu Alpha Transportation Fra- 
ternity, at a meeting held February 13 
in the auditorium of the International 
House. Featured speaker at the meeting 
was James Fitzmorris, assistant general 
passenger agent at New Orleans for the 
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Why pace the floor—when you 
can pick up the phone and call in 
an experienced Southern Railway 
traffic representative? He'll help 
“straighten you out’’—quick—if 
your problem involves shipments 
to, from or within the South. 
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Kansas City Southern Railroad. Other 
officers of the chapter are: First vice- 
president, Raoul J. Jourdan, Crescent 
City Boxing, Inc.; second vice-president, 
Carl L. Thomann, Flintkote Co.; secre- 
tary-treasurer and historian, Lester Fer- 
guson, U.S. Air Ferce. Directors include 
Miguel Gomez, Southland Lumber & 
Trading Co.; Ralph J. Legendre, United 
Fruit Co., and Edward M. Hannan, 
Southern Hardwood Traffic Association. 
* * * 


The Traffic Club of Minneapolis gave a 
testimonial luncheon February 19 at the 
Hotel Nicollet, Minneapolis, Minn., in 
honor of H. L. McLaughlin, general 
northwestern freight agent of the Mil- 
waukee Road, who is retiring February 
28. Members of the Minneapolis club 
and the Transportation Club of St. Paul 
met jointly with the National Defense 
Transportation Association at a luncheon 
February 20 at the Midway Club. 


* * * 


At the regular meeting of the In- 
dustrial Traffic Manager Association, 
Baltimore, Md., held January 24, held 
in the board room of the Baltimore As- 
sociation of Commerce, R. E. Lamport, 
of the General American Car Co., told 
of the merits of the new D-F (damage 
free) loader cars for handling mer- 
chandise shipments being manufactured 
by the Evans Co. of Detroit in coopera- 
tion with General American Car Co., 
and showed picture slides dealing with 
construction of the cars and examples 
of loading. Mr. Lamport was introduced 
by A. J. Rolleri, freight representative 
of the Pennsylvania Railroad. A com- 
mittee was appointed to study and make 
a report on a ton-mile tax bill introduced 
in the Maryland legislature, identified 
as S. 19. 

* ~ * 

The Buffalo (N.Y.) Traffic Club is 
offering an eight-week evening course in 
freight rates, free to both members and 
non-members, at the Buffalo Public 
Library. The course, which began Febru- 
ary 13 to be concluded May 1, is a 
practical study of elementary rates, both 
class and commodity. Bob Peabody, of 
Spencer Kellogg & Sons, Inc., is the in- 
structor. 

* 1 ok 

Members of the Women’s Traffic Club 
of Fort Worth, Tex., will meet jointly 
with the men’s Traffic Club of Fort Worth 
on March 5. Nona Lou Green, television 
fashion critic, will be in charge of a 
fashion show which will highlight the 
joint meeting. The women’s club will 
also entertain members of the men's 
club and their wives with a party the 
evening of March 26 at the First Meth- 
odist Church. 


* ok o 


The Niagara Frontier Industrial Traf- 
fic League, Buffalo, N.Y., honored its 
past presidents at its regular monthly 
meeting February 12, presenting to each 
a Shaeffer lifetime desk pen mounted on 
a white marble base with an engraved 
gold plate bearing the man’s name and 
the year in which he served the league 
as president. First president of the 
league, organized in 1919, was W. Earl 
Howes, now deceased. Fourteen of the 
league’s 23 living past presidents at- 
tended the meeting. Three were absent 
due to illness and six were out of town. 
The twenty-three men honored with the 
presentation of gifts were: W. D. Sander- 
son, manager, Wine Marketing Advisory 
Board, San Francisco, Calif.; H. H. Mar- 
sales, general traffic manager, Wickwire 
Steel Division, Buffalo, N.Y.; L. J. Bork, 
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district traffic manager, Wickwire Steel 
Division, Buffalo; H. J. Bryant, president, 
Bryco, Inc., Buffalo; W. G. Clayton, Jr., 
New System Traffic Service, Buffalo; 
F. C. Hickey, traffic manager, Interstate 
Motor Freight System, Buffalo; J. J. 
Hailey, traffic manager, Niagara Alkali 
Co., Niagara Falls, N.Y.; W. B. Faulkner, 
traffic manager, Donner Hanna Coke Co., 
Buffalo; W. E. Dixson, E. I. DuPont de 
Nemours Co., Buffalo; E. A. Momberger, 
manager, traffic department, Buffalo 
Chamber of Commerce, Buffalo; Robert 
Hamilton, retired traffic manager, Best 
Foods, Inc., Buffalo; J. W. Dobmeier, 
traffic manager, Buffalo Forge Co., Buf- 
falo;; W. E. Beaver, traffic manager, 
Maritime Milling Co, Buffalo; W. J. Sulli- 
van, traffic manager, Barrett: Division, 
Allied Chemical Co., New York, N.Y.; 
C. J. Ratzel, Worthington Pump & Ma- 
chine Co., Buffalo; O. D. Wheaton, traf- 
fic manager, Wildroot Co., Buffalo; W. J. 
Holehouse, manager, Care Transporta- 
tion, Buffalo; K. S. Wright, general traf- 
fic manager, Carborundum Co., Niagara 
Falls; H. L. Schneider, traffic manager, 
J. H. Williams Co.; W. L. Bullock, as- 
sistant superintendent, Wm. Hengerer 
Co., Buffalo; H. F. Gareis, manager, 
Knowlton Warehouse Co., Buffalo; C. L. 
Bruno, general traffic manager, Spencer 
Kellogg Sons, Inc.; and E. A. Dill, traffic 
manager, Industrial Molasses Co., Buf- 
falo. 
a * * 

The Stock Yards District Traffic Club, 
of Chicago, held a special meeting on 
the evening of February 15 in connection 
with the approaching “Perfect Shipping” 
campaign, W. J. Heerman, secretary of 
the club and agent of the Wabash Rail- 
road, announced. Following reports by 
club president R. Webber, general traffic 
manager of Spiegel, Inc., and S. E. 
Kantowicz, chairman of the club claim 
prevention committee, and assistant 
traffic manager of Spiegel, Inc., D. L. 
Wood, chief special agent for the Illinois 
Central Railroad, spoke on the special 
agent’s part in claim prevention. G. T. 
Morehead, captain of police of the Balti- 
more & Ohio Railroad, showed a damage 
prevention film entitled “Think Twice,” 
and Richard Lamport, assistant vice 
president of General American Trans- 
portation Co., described the company’s 
new damage free car. Forrest Bennett, 
freight claim agent for the Monon Rail- 
road, was program chairman. 

on * * 

J. Joseph Brune, assistant manager of 
the Waterman Steamship Corporation, 
will speak on the subject, “Water Trans- 
portation”, at a general meeting of the 
Chesapeake Chapter, Delta Nu Alpha 
Transportation Fraternity, scheduled for 
March 1 in Baltimore, Md. 

* * * 


The Railroad Foreign Freight Traffic 
Association of New York has made plans 
for a luncheon February 27 at Schwartz's 
Restaurant, dedicated to the Port of Bal- 
timore. A motion picture of the port will 
be shown by the Baltimore Association 
of Commerce and members will be served 
famed Baltimore oysters-on-the-half- 
shell through the courtesy of the asso- 
ciation. 

* * ck 

The newly formed Railway Business 
Women’s Association of Metropolitan 
New York has planned a dinner meeting 
for February 27 at the Winthrop Hotel, 
New York City. Miss Henrietta M. 
Schumm, commercial agent for the Rail- 
way Express Agency, who is a member 
of the chapter, will speak on the sub- 
ject, “Success Within Yourself,” explain- 
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ing how women may progress in the field 
of traffic. A question and answer period 
will follow her address. Added highlights 
of the meeting will be the presentation 
of a gavel and scrap book to the chap- 
ter’s new president, Miss Gloria Santo- 
mauro, of the New York Central Rail- 
road. Other officers are: Miss Patricia 
Wilson, Long Island Railroad, vice-presi- 
dent; Miss Katherine Baird, New York 
Central Railroad, treasurer; Miss Marie 
Tarangelo, Central Railroad of New Jer- 
sey, recording secretary; and Miss 
Gertrude Hoerig, New York Central Rail- 
road, corresponding secretary. The chap- 
ter meets the fourth Tuesday of each 
month, except for July and August. 
a * - 


A motion picture entitled “What Do 
You Know About New Jersey?” and a 
brief talk by Robert Mounce, of the Erie 
Railroad, on “Railroads and Their 
Freight Traffic Departments,” will be 
the main features of the regular monthly 
meeting of the Newark (N.J.) Chapter, 
Delta Nu Alpha Transportation Frater- 
nity, to be held February 26 at the Robert 
Treat Hotel, Newark. 

* * ~ 

The Transportation Club of Decatur 
will hold a “Perfect Shipping Night” din- 
ner meeting March 13, at 6:30 p.m., in 
the Orlando Hotel. F. A. Kilker, freight 
caim agent, Chicago, Burlington & 
Quincy Railroad Co., will be the speaker. 

* oo * 

The Clearing-Cicero Traffic Confer- 
ence, Chicago, will observe its four- 
teenth annual “Railroad Night” at a 
dinner meeting March 8, at 6:30 p.m., 
in the Clearing Industrial Club rooms, 
Chicago. Frank V. Martinek, assistant 
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vice-president, Standard Oil Co., Chi- 
cago, who is also chairman, plant pro- 
tection committee, Chicago Civil Defense 
Corp., will speak on “Plant Protection in 
the Atomic Age.” ‘The program will also 
include a short motion picture entitled, 
“Pattern for Survival.” 
* x * 
The Traffic Club of New York will hold 
a business meeting February 27, at 8 p.m., 
in the club dining room of the Hotel 
Biltmore, New York City, following which 
there will be a program of entertainment. 
* * aK 


The Woman’s Traffic Club of Milwaukee 
has set March 19 for its annual election 
meeting at Pabst Blue Ribbon Hall, Mil- 
waukee, Wis. 

* * * 

The Traffic Club of Montreal, Inc., has 
announced it will hold its twenty-first 
annual dinner March 8, at 7 p.m., at the 
Mount Royal Hotel, Montreal, Quebec, 
Canada. The club has also announced 
plans for its first annual “Ladies Night,” 
which will be a dinner-dance, to be held 
at the Mount Royal Hotel April 13. 


* * * 


The Wachusett Traffic Club will hold a 
dinner meeting March 6 at the Fay Club, 
Fitchburg, Mass. John J. Danahy, of 
Boston, Mass., will speak on the sub- 
ject, “Social Security or Insecurity.” 

Ss * * 


Samuel W. Mason, traffic manager of 
the Tiona Petroleum Co., was elected 
president of the Traffic Club of Philadel- 
phia at its recent luncheon meeting in 
the Benjamin Franklin Hotel, Philadel- 
phia, Pa. Mr. Mason succeeds Fred H. 
Hicks, assistant general freight agent of 


81 


the Jersey Central Lines, and will take 
office March 12. He has been with the 
Tiona company since its organization in 
1923 and has been traffic manager for 
the last 20 years. Other officers elected 
are: Howard B. Armstrong, traffic man- 
ager, Scott Brothers, first vice-president; 
J. F. Kuehnhold, general traffic manager, 
Sears, Roebuck and Co., second vice- 
president; James M. Davison, traffic 
manager, American Pulley Co., historian; 
and Franklin G. Ibach, general traffic 
manager, E. J. Lavino and Co., J. G. 
Robison, traffic manager, Pennsylvania 
Salt Manufacturing Co., William Jardine, 
general agent, Southern Railway, and 
R. E. Sullivan, Sullivan Lines, directors. 
* * * 


The Traffic Club of the Lehigh Valley 
will hold its seventeenth annual dinner 
March 19, at 7:30 p.m., at the Hotel 
Easton, Easton, Pa. 


ICC DOCKET 
Le nN RONNIE IN 


A star appears before all docket numbers that 
have been added under a hearing date in a period 
included in previous issue of Traffic World. 


RAIL 
CHANGES IN DOCKET 


Current cancellations and postpone- 
ments announced too late to show the 
change in this docket are noted below. 


Hearing in I. & S. 5890, assigned March 1, 
at Washington, D.C., cancelled and reassigned 
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has been able to steadily improve its nation-wide facilities, increase its business and 
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Proof. eee that discriminating buyers of transportation 


prefer the freight forwarder service that “dollar for dollar” provides the most in 


satisfactory performance. 
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March 27, at Washington, D.C., before Ex- 
aminer Dishman. 


February 26—Denver, Colo.—State Comm.— 


Examiner McGrath. 

Section 5a Application 17—Rocky Moun- 
— Tariff Bureau, Inc.—Agree- 
ment. 


February 26—Washington, D. C.—Examiner 
Weaver: 
I. & S. 5785—Cotton Linters, Tex. to Tex. 
& La. Gulf Ports. 


February 26—Washington, D. C.—Oral Argu- 
ment: 
I. & S. 5677—Furniture, L.C.L. From, To 
and Between East. 
I. & S. 5694 and I. & S. 5832—Furniture, 
L.C.L. From or To Ill. Territory. 


February 26—Washington, D. C.—Commis- 
sioner Mitchell and Examiner Mullen: 

9200—Railway Mail Pay. 

February 27—Chicago, Ill.—Hotel Morrison— 
Commissioner Patterson and Examiner 
Hoy: 

29543—-Appliances, Methods and Systems 
Intended to Promote Safety of Railroad 
Operation. 

February 27—Chicago, Ill.—U. S. Customs 
Hse.—Examiner Griffin: 

1. & S. 5869—Aluminum, Point Comfort, 
Tex. to E. Davenport. Ia. 

February 27—Philadelphia, Pa.—Hotel Nor- 
mandie—Examiner McCloud: 

I. & S. 5887—Collection and Delivery 
Limits at Harrisburg. Pa. 

February 27—Philadelphia, Pa—U. S. Ct. 
Rms.—Examiner McCloud: 

I. & S. 5887 and ist Sup.—Collection and 
Delivery Limits at Harrisburg, Pa. 
February 27—Washington, D. C.—Examiner 

Carter: 

30712—Aircraft Industries Ass’n of America, 
Inc. v. A. C. & Y. et al. 

February 28—Chicago, Ill.—Hotel Morrison 
—Commissioner Patterson and Examiner 
Hoy: 

Ex Parte 171—Rules, Standards and In- 
structions for installation, maintenance 
and repair of automatic block signal 
systems, interlocking, traffic control sys- 
tems, automatic train stop, train con- 
trol and cab signal systems and other 
similar appliances, methods and _ sys- 
tems. 

March 1—Atlanta, Ga.—State Comm.—Ex- 
aminer Vandiver: 

F.S.A. 25650—Coal—Ky. 
Charleston, S. C. 

March 1—Chicago, Ill.—Hotel Morrison—Ex- 
aminer Griffin: 

% F.S.A. 24284—Corn Syrup Within Official 
Territory. 

March 1—Washington, D. C.—Examiner Dish- 


man: 
* I. & S. 5890—Magnesite, Pacific Coast to 


East. 

March 1—Washington, D. C.— Examiner 
Albus: 

% Finance 17217—Central of Georgia Ry. Co. 
Acquisition. 

March 2—Columbus, Ohio—State Comm.— 
Examiner Griffin: 

* I. & S. 5844 and Ohio I. & S. 213—Dry- 
Rendered Truckage From and to Central 
Territory. 

March 5—St. Louis, Mo.—Mark Twain Hotel 
—Examiner Card: 

% Finance 17233—Camnbell Sixty-Six Ex- 
press, Inc., Issuance of Securities and 
Assumption of Obligations. 

March 5—Washington, D. 
Snider: 

* 30700. Sub. 1—Sheffield Steel Corp. v. A. 
& R. et al. 

March 5—Washington, D. C.—Examiner Hall: 
I. & S. 5773—Wheat from and to Tex. 
Differential Territory. 
March 5— Washington, D. 
Howard and Fulton: 

*% Finance 15649—Co-Operative Transit Co.— 

Securities. 

March 6—St. Louis. Mo.—Mark Twain Hotel 

—Examiner Mohundro: 

30431—-Broderick & Bascom Rope Co. et al. 
v. A. & S. et al. 

30484—-Missouri Portland Cement Co. v. 
Cc. B. & Q. et al. 

ee Chemical Co. v. A. & S. 
et al. 

30536—McDonnell Aircraft Corp. v: Ill. 
Cent. R.R. et al. 

30559—Allhoff Bros., Inc. v. 

March 6—Washington, D. 
Boat: 

29946, and Sup. 1—Reconstruction Finance 
Corp. v. A. C. & Y. et al. 

March 7—Nashville, Tenn.—Andrew Jackson 

Hotel—Examiner Wilkins: 
30720—Tennessee Intrastate 
Charges. 

March 7—Washington, 
Dishman: 

I. & S. 5889%—Reciprocal Switching at 
Petersburg, Va. (A. C. L. R.R.). 
March 7—Washington, D. C.—Oral Argument: 


and Tenn. to 


C.—Examiner 


Cc. — Examiners 


A. & S. et al. 
C.—Examiner 


Rates and 


D. C. — Examiner 
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% Finance 17142—Capital Transit Company 
Proposed Stock. 


The Following Assignments 
Have Not Heretofore Appeared 


March 8—Washington, D. C.—Examiner Sni- 


der: 
30700—Institute of Scrap Iron & Steel, Inc. 
v. A. & R. et al. 
March 8—Washington, D. C.—Oral Argument: 
30215—Lummus Cotton Gin Co. et al v. 
S. A. L. et al. 
30215, Sub. 1—Murray Co. of Tex., Inc. v. 


S. Ry. et al. 
—— — 2—Continental Gin Co. v. A. G. 
. et al. 
March 8—Washington, D. C.—Oral Argument: 
I. & S. 5813—Metal Scrap Between Points 
in United States. 
March 9—Omaha, Nebr.—Hotel 
—Examiner Mohundro: 
30714—Farm Fertilizers, Inc. v. A. T. & S. 
F. et al. 
30714, Sub. 1—Swift & Co. v. Same 
30714, Sub. 2—Armour & Co. v. Same. 
30714, —_ 3—Darling & Co. v. A. & §&. 
et al. 
March 9—Washington, D. C.—Oral 
ment: 
Finance 16772—Trenton Princeton Trac- 
tion Co. Abandonment. 


Fontenelle 


Argu- 


Finance 16968—Application of Central of 
Georgia Ry. Co. and Empire Land Co., 
for authority to acquire control of stock 
, cece of Savannah & Atlanta Ry. 


oO. 
March 12—Los Angeles, Calif—Fed. Bldg— 
Examiner Vandiver: 
I. & S. 5885—Prepared Flour, Los Angeles 
to Ariz. 
March 12—New Orleans, La.—Hotel New 
Orleans—Examiner Wilkins: 
30752—American Cyanamid Co. v. A. T. 
& S. F., Inland Waterways Corp., Op- 
erating Federal Barge Lines, et al. 
March 12—New Orleans, La.—Hotel New 
Orleans—Examiner Wilkins: 
I. & S. 5873 and F.S.A. 25541—Sulphur 
es La. & Tex. to Mich., N. Y., Ohio 
March 12—Omaha, Nebr.—Hotel Fontenelle 
—Examiner Mohundro: 

I. & S. 5865—Honey, Wendell, Ida. to 
W.T.L. & Ill. Points. 
March 12—Washington, D. 

Russell: 
I. & S. 5874—Consolidated Shipments— 
Chicago to West Coast. 
I. & S. 5878—Consolidated Shipments Be- 
tween Chicago & East. 
March 12—Washington, D. 


C.—Examiner 


C.—Examiner 


Gray: 

30572—Lane Company, Inc. v. N. C. & St. 
L. et al. 

March 13—Chicago, I1l.—Hotel Morrison—Ex- 
aminer Mohundro: 

I. & S. 5893—Class Rates—Merchants Car- 
loading Co., Inc. 

March 13—New Orleans, La.—Hotel New Or- 
leans—Examiner Wilkins: 

I. & S. 5880 and F.S.A. 25594—Sulphur, 
La. & Tex. to Danville, Ill. 

30731—American Barge Line Co. et al. Vv. 
C. & E. I. et al. 

13—Washington, D. 
Konigsberg: 

I. & S. 5765—Lumber, Eastern Canada to 

New York Harbor Points. 
March 13—Washington, D. C.—Examiner 
Dishman: 

I. & S. 5877 and F.S.A. 25555—Canned 
Goods from Inwood, W. Va. to South. 
March 14—Chicago, Ill.—Hotel Morrison— 

Examiner Mohundro: 

I. & §S. 5882 and F.S.A. 25622—Cylinders 
one Tanks, Baton Rouge, La. to Evans- 
ville. 

March 14—New Orleans—Jung Hotel—Com- 
missioner Rogers: 

Section 5a Application 16—National Motor 
Freight Traffic Agreement. 

March 14— Philadelphia, Pa.— Normandie 
_Hotel—Examiner Lyle: 

Finance 17170—Philadelphia and Camden 
Ferry Co. Abandonment. 

Finance 17171—West Jersey and Seashore 
R.R. Co., Lessor and Pennsylvania- 
ee Seashore Lines, Lessee Abandon- 
ment. 


C.—Examiner 


WATER, 
FREIGHT FORWARDER, 
PIPELINE 


March 12—Washington, D. 
Corbin: 
W-1001—F. P. Grier Co., Inc., common cal- 
rier application. 


C.—Examinet 
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MOTOR 
CHANGES IN DOCKET 


Current cancellations and postpone- 
ments announced too late to show the 
change in this docket are noted below. 


Hearing in MC-112029, Sub. 2, assigned 
February 27, at Los Angeles, Calif., cancelled. 
Hearing in MC-76032,° Sub. 44, assigned 
March 2, at Denver, Colo., cancelled and re- 
assigned March 8, at State Comm., Denver, 
Colo., before Jt. Bd. 126. 

Hearing in MC-26519,.Sub. 32, assigned 
March 14, at Madison, Wis., cancelled. 


February 26—Birmingham, Ala.—U. S. Ct. 
Rms.—Examiner Yardley: 

MC-104819, Sub. 58—Colonial Fast Freight 
Lines, Birmingham, Ala., common car- 
rier application. 

February 26—Casper, Wyo.—County Ct. Hse. 
—Examiner Mahoney: 

MC-25518, Sub. 10—John Bunning Trans- 
fer Co., Rock Springs, Wyo., common 
carrier application. 

February 26—Chicago, Ill.U. S. Customs 
Hse.—Examiner Murphy: 

MC-1704, Sub. 9—Lambrecht Trucking Co., 
Sterling, Ill., contract carrier applica- 
tion. 

February 26—Cleveland, Ohio—Old P. O. 
Bldg.—Examiner Gaffney: 

MC-31220, Sub. 16—Daniels Motor Freight, 
Inc., Warren, Ohio, common carrier ap- 
plication. 

February 26—Indianapolis, Ind.—Fed. Bldg. 
—Jt. Bd. 21: 

MC-2989, Sub. 16—Days Transfer, Inc., 
Elkhart, Ind., common carrier applica- 
tion. 

February 26—Indianapolis, Ind.—Fed. Bldg. 
—Examiner Whitehouse: 

MC-112545—Maurice J. Davis, Owensville, 

Ind., contract carrier application. 
February 26—Los Angeles, Calif.—Fed. Bldg. 
—Jt. Bd. 304: 

MC-10153, Sub. 18—Hadley Auto Trans- 
port Co., Long Beach, Calif., contract 
carrier application. 

February 26—Los Angeles, Calif—Fed. Bldg. 
—Jt. Bd. 47: 

MC-109772, Sub. 5—Robertson Truck-A- 
Ways, Inc., Los Angeles, Calif., common 
carrier application. 

February 26—Lubbock, Tex.—Hilton Hotel— 
Examiner Bateman: 

MC-8907, Sub. 1—Gardner Oilfield Trans- 
portation, Odessa, Tex., common carrier 
application. 

February 26—Milwaukee, Wis.—Hotel, Schroe- 
der—Jt. Bd. 95: 

MC-111072, Subs. 6 and 7—Lusha Truck- 
ing Co., West DePere, Wis., common Car- 
rier application. 

February 26—New York, N. Y.—641 Washing- 
ton St.—Examiner Peterson: 

MC-93713, Sub. 6—M. Lieberman & Sons, 
Brooklyn, N. Y., common carrier applica- 


tion. 
February 26—Omaha, Nebr.—Hotel Fonte- 
nelle—Examiner Driscoll: 
MC-112069 — Lipsman-Faulkerson & Co., 
Omaha, Nebr., common carrier applica- 


tion. 
February 26—Philadelphia, Pa.—Hotel Nor- 
mandie—Examiner McCloud: 

I. & S. M-3632—Canned goods—Camden, 
N.J. to Fla. 

February 26—Raleigh, N. C.—Sir Walter Hotel 
—Examiner Vandiver: 

MC-C-1195—Pick-Up & Delivery Allowance 
—E. L. Long Motor Lines. 

February 26—Salt Lake City, Utah—Fed. 
Bldg.—Examiner Wood: 

MC-F-4600 — J. W. Ringsby — Control; 
Ringsby Truck Lines, Inc.—Purchase— 
Jack B. Blondo. 

February 26—San Antonio, Tex.—Hotel Plaza 
—Jt. Bd. 77: 

MC-107727, Sub. 5—Alamo Express, Inc., 
San Antonio, Tex., common carrier ap- 
Plication, 

February 26—Washington, D. C.—Examiner 
Lawton: 

MC-C-1141—Middle Atlantic States Motor 
Carrier Conference, Inc. v. Roy Stone 
Transfer Corp. et al. 

wc-C-1141, Sub. 1—Same v. Boyers Trans- 
er et al. 

MC-C-1141, Sub. 2—Same v. Shenandoah 
Transportation Co. 

Ill.—U. S. Customs 


February 27—Chicago, 
Hse.—Jt. Bd. 21: 

MC-9942, Sub. 7—Hall Freight Lines, Inc., 
Danville, Ill. common carrier applica- 


ion. 

February 27—Chicago, Ill.—U. S. Customs 
Hse.—Examiner Murphy: 

MC-35628, Sub. 135 — Interstate Motor 
Freight System, Grand Rapids, Mich., 
common carrier application. 

February 27—Harrisburg, Pa.—State Comm.— 
Examiner Williams: 


MC-28439, Sub. 28—Daily Motor Express 
Inc., Carlisle, Pa., common carrier appli- 
cation. 

February 27—Harrisburg, Pa.—State Comm— 
Jt. Bd. 199: 

MC-69695, Sub. 2—Ray L. Brandt, York, Pa., 
common carrier application. 

February 27—Indianapolis, Ind.—Fed. Bldg.— 
Jt. Bd. 21: 

MC-2979, Sub. 11—Hargis Truck Lines, Inc., 
Evansville, Ind., common carrier ap- 
plication. 

February 27—Los Angeles, Calif.—Fed. Bldg. 
Jt. Bd. 175: 


MC-112029, Sub. 2—Empire Transportation 
Co., Bakersfield, Calif., common carrier 
application. 

February 27—Los Angeles, Calif.—Fed. Bldg. 
—Examiner Welch: 

MC-33869, Sub. 5—Watson Bros. Trans- 
portation Co., Inc., Omaha, Nebr., com- 
mon carrier application. 

February 27—Milwaukee, Wis.—Fed. Bldg.— 
Examiner Morris: 

MC-112519—Peninsula Transfer, Sturgeon 
Bay, Wis., comomn carrier application. 

February 27—NasShville, Tenn. — Andrew 
Jackson Hotel—Examiner Proudley: 

%* MC-110010, Sub. 3—E. T. Gregory and Co., 
Nashville, Tenn., contract carrier ap- 
Plication. 

February 27—Philadelphia, Pa.—Hotel Nor- 
mandie—Examiner McCloud: 

MC-C-1198—Needham’s Motor Service, Inc. 
v. Frank Russo. 

February 27—Washington, D. 
Letts: 

MC-2185, Sub. 11—Parkville Trucking Co.. 
= Md., contract carrier applica- 

on. 

February 27—Washington, D. C.—Jt. Bd. 74: 
MC-80302, Sub. 3—Kay Motor Line, Balti- 
more, Md., contract carrier application. 
February 27—WaShington, D. C.—Examiner 
Lawton: 
. -— 


Cases. 
February 28—Atlanta, Ga.—State Com.—Ex- 
aminer Vandiver: 

MC-C-1168—Murray Company of Tex. Inc. 
v. Morrow, Inc. 

MC-C-1194—-Barnes Food Express, et al. v. 
Clay Hyder Trucking Line. 

February 28—Casper, Wyo.—County Ct. Hse. 
—Examiner Mahoney: 

MC-9787, Sub. 14—J. J. Stanton Transpor- 
tation Co., Craig, Colo., common carrier 
application. 

February 28—Chicago, 
Hse.—Jt. Bd. 13: 

MC-111126, Sub. 1—Advance Lumber Car- 
tage Co., Chicago, Ill., common carrier 
application. 

February 28—Chicago, Ill—vU. S. Customs 
Hse.—Jt. Bd. 54: 

MC-112454—Wulf & Vorbeck, Gooselake, 

Ia., common carrier application. 
February 28—Denver, Colo.—New Custom 
Hse.—Examiner Wood: 

MC-F-4704—Fay V. Watson, et al.—Con- 
trol; Watson Bros. Van Lines and Heavy 
Hauling Co—Purchase _ (Portion)— 
Pople Bros. Construction Co. 

February 28—Harrisburg, Pa.—State Comm.— 
Examiner Williams: 

MC-109382, Sub. 11—Jonas P. Donmoyer, 
Ono, Pa., common carrier application. 
February 28—Indianapolis, Ind.—Fed. Bldg.— 

Jt. Bd. 72: 

MC-107109, Sub. 5—Indidnapolis and South- 
eastern Trailways, Indianapolis, Ind., 
common carrier application. 

February 28—Los Angeles, Calif.—Fed. Bldg. 
—Jt. Bd. 166: 

MC-106423, Sub. 6—Mercury Transport Co., 

Compton, Calif., common carrier applica- 


tion. 
February 28—Lubbock, Tex.—Hilton Hotel— 
Jt. Bd. 77: 

MC-56964, Sub. 2—Clarence O. Lee., Snyder, 

Tex., common carrier application. 
February 28—Nashville, Tenn.—Andrew Jack- 
son Hotel—Jt. Bd. 107: 

MC-78632, Sub. 72—Hoover Motor Express 
Co., Inc., Nashville, Tenn., common car- 
rier application. 

February 28—New York, N. Y.—U. S. Ct. Rm. 
—Examiner Sutherland: 

MC-2508, Sub. 2—Paul Lumber Trucking 
Co., Inc., Brooklyn, N. Y., common car- 
rier application. 

February 28—New York, N. Y.—641 Washing- 
ton St.—Examiner Peterson: 

MC-87997, Sub. 2—Textile Motor Express, 
Inc., Paterson, N. J., common carrier 
application. 

February 28—New York, N. Y.—U. S. Ct. Rm. 
—Examiner Sutherland: 

MC-109501, Sub. 2—Edward Michael Gard- 
ner, Lyndhurst, N. J., contract carrier 
application. 

February 28—-New York, N. Y.—641 Washing- 
ton St.—Examiner Sutherland: 

MC-5208, Sub. 2—Paul Lumber Trucking 
Co., Inc., Brooklyn, N. Y. 

MC-109501, :Sub. 2—Edward Michael Gard- 
ner, Lyndhurst, N. J. 


C.—Examiner 
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February 28—St. Paul, Minn.—Fed. Ct. Bldg. 
—Examiner Morris: 

MC-17481, Sub. 8—Moore Motor Freight 
Lines, Inc., St. Paul, Minn., common 
carrier application. 

ss 28—Washington, D. C.—Examiner 
etts: 

MC-105225, Sub. 4—Service, Inc., Washing- 
ton, D. C., common carrier application. 

MC-112301—Lomax Fortney, McLean, Va., 
common carrier application. 

February 28—Washington, D. C.—Examiner 
Lehnert: 

MC-F-4676 — Benjamin Eskow — Control; 
Yale Transport Corp.—cControl and 
Merger—Diamond Transportation, Inc. 

March 1—Atlanta, Ga.—State Comm.—Ex- 
aminer Vandiver: 

I. & S. M-3570—Fabrics and Cords—Roa- 
noke, Va. to Memphis, Tenn. 

March 1—Birmingham, Ala.—U. S. Ct. Rms. 
—Jt. Bd. 98: 

MC-89177, Sub. 13—Maxwell Truck Line, 
Montgomery, Ala., common carrier ap- 
Plication. 

March 1—Buffalo, N. Y.—Hotel Buffalo—Ex- 
aminer Williams: 

MC-10900, Sub. 13—McCullough Transfer 
Co., Youngstown, Ohio, common carrier 
application. 

MC-105735, Sub. 1—Smith Truck Lines, 

. Y., common carrier applica- 


—Examiner Murphy: 

MC-107515, Sub. 80—Refrigerated Trans- 
port Co., Inc., Atlanta, Ga., common 
carrier application. 

March 1—Cleveland, Ohio—Old P. O. Bldg.— 
Jt. Bd. 117: 

MC-106373, Sub. 13—Service Transport Co. 

Cleveland, Ohio, common carrier applica- 


on 
March 1—Cleveland, Ohio—Old P. O. Bldg.— 
Examiner McKiel: 

MC-109513, Sub. 3—Beverage Transporta- 
tion Co., Cleveland, Ohio, contract car- 
rier application. 

March 1—Hartford, Conn.—U. S. Ct. Rms.— 
Examiner Sutherland: 

MC-5631, Sub. 3—Domenick Longo, Glas- 

tonbury, Conn., common carrier applica- 


tion. 

MC-29739, Sub. 1—Service Transportation 
Co., Inc., Torrington, Conn., common 
carrier application. 

March 1—Los Angeles, Calif—Fed. Bldg.— 
Jt. Bd. 166: 

MC-8681, Sub. 29—Western Auto Trans- 

port, Inc., Denver, Colo., common car- 


rier application. 
Calif.—Fed. Bldg.— 


March 1—Los Angeles, 
Jt. Bd. 78: 

MC-69526, Sub. 33—Arrowhead Freight 
Lines, Ltd., Los Angeles, Calif., common 
carrier application. 

= rn Tex.—Hilton Hotel—Jt. 
ae 

MC-56901, Sub. 6—Hearne Motor Freight 
Lines, Inc., Seagraves, Tex., common car- 
rier application. ’ 

oo — Tex.—Hilton Hotel—ZJt. 

MC-111145, Sub. 3—Reliable Service Co., 
— Colo., common carrier applica- 

on. 
March 1—Nashville, Tenn.—Andrew Jackson 
Hotel—Examiner Proudley: 

MC-61265, Sub. 30—Southeastern Motor 
Truck Lines, Inc., Nashville, Tenn., com- 
mon carrier application. 

March 1—New York, N. Y.—641 Washington 
St.—Examiner Peterson: 
MC-112426—G. F. Alexander Motor Ex- 
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press, Long Island, N. Y., contract car- 
rier application. 

MC-112438—W. E. Motor Lines, Inc., 
; gaa N. Y., common carrier applica- 

on. 
March 1—North Platte, Nebr.—Fed. Bldg— 
Examiner Wood: 

MC-F-4637—Walter W. Petersen et al— 
Control; Petersen & Petersen, Inc.— 
Purchase (Portion)—C. E. Courtright. 

March 1—St. Louis, Mo.—Mark Twain Hotel 
—Examiner Whitehouse: 

MC-30378, Sub. 37—Associated Transports, 
Inc., St. Louis, Mo., common carrier ap- 
plication. 

MC-87928, Sub. 24—Automobile Transport, 
Inc. of Del., Dearborn, Mich., common 
carrier application. 

March 1—St. Paul, Minn.—Fed. Ct. Bldg.— 
Examiner Morris: 

MC-111086, Sub. 1—Amalgamated Motor 
Trucks, Ltd., Edmonton, Alberta, Can- 
ada, contract carrier application. 

March 1—Washington, D. C.—Jt. Bd. 40: 

MC-95743, Sub. 11—Charles U. Mehring, 
a, Md., common carrier applica- 
tion. 

March 1—Washington, D. C.—Jt. Bd. 199: 

MC-112190, Sub. 1—Norman Robinson, 
Forest Hill, Md., common carrier appli- 
cation. 

March 2—Buffalo, N. Y.—Hotel Buffalo—Ex- 
aminer Williams: 

MC-109616, Sub. 1—Consolidated Truck 
Lines, Ltd., Toronto, Ontario, Canada, 
common carrier application. 

MC-112534—A. E. Covert Corp., Penn Yan, 
N. Y., contract carrier application. 

March 2—Chicago, Ill.—U. S. Customs Hse. 
—Examiner Murphy: 

MC-108838, Sub. 154—Barnes Food Express, 
Charlotte, N. C., common carrier ap- 
plication. 

March 2—Cleveland, Ohio—Old P. O. Bldg.— 
Jt. Bd. 117: 

MC-42329, Sub. 89—Hayes Freight Lines, 
Inc., Mattoon, Ill., common carrier ap- 
plication. 

March 2—Denver, Colo.—822 Midland Savings 
Bldg.—Jt. Bd. 126: 

MC-76032, Sub. 44—Navajo Freight Lines, 
Ine., Los Angeles, Calif., common car- 
rier application. 

MC-103435, Sub. 38—Buckingham ‘Trans- 
portation Co., Rapid City, S.D., com- 
mon carrier application. 

March 2—Hartford, Conn.—vU. S. Ct. Rms.— 
Examiner Sutherland: 

MC-106450, Sub. 5—Atlas Moving and 
Storage Co., West Haven, Conn., com- 
mon carrier application. 

MC-107395, Sub. 16—Mutual Carrier Co., 
Inc., Stamford, Conn., contract carrier 


application. 
March 2—Los Angeles, Calif.—Fed. Bldg.— 
Jt. Bd. 78: 

MC-103914, Sub. 2—Robinson Truck Co. & 
Robinson Turf Express, Los Angeles, 
Calif.. common carrier application. 

MC-112098—Los Angeles Turf Express, Los 
Angeles, Calif., common carrier applica- 
tion. 

March 2 -sanem, Tex.—Hilton Hotel—Jt. 
Bd. 33: 

MC-56901, Sub. 7—Hearne Motor Freight 
Lines, Inc., Seagraves, Tex., common 
carrier application. 

March 2—Memphis, Tenn.—U. S. District Ct. 
Rms.—Examiner Proudley: 

MC-110486, Sub. 2—Walter Pitts, Sikeston, 
Mo., common carrier application. 
March 2—New Orleans, La.—Jung Hotel— 

Examiner Vandiver: 
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February 24, 1951 


I. & S. M-3572—Salt—Grand Slaine, Tex. 

to Ark., La. and Okla. 
March 2—New York, N. Y.—641 Washington 

St.—Examiner Peterson: 

MC-112424—Airline Express, Queens County, 
N. Y., common carrier application. 

MC-112480—Charles Gross, Brooklyn, N. Y., 
common carrier application. 


March 2—St. Paul, Minn.—Fed. Ct. Bldg.— 
Jt. Bd. 26: 

% MC-112690 (formerly MC-112306, Sub. 1)— 
C. and R. Transfer Co., Sioux Falls, S. D., 
contract carrier application. 


The Following Assignments 
Have Not Heretofore Appeared 


March 2—St. Louis, Mo.—Mark Twain Hotel 
—Examiner Whitehouse: 

MC-30378, Sub. 36—Associated Transports, 
Inc., St. Louis, Mo., common carrier 
application. 

MC-87928, Sub. 23—Automobile Transport, 
Inc. of Delaware, Dearborn, Mich., com- 
mon carrier application. 


March 2—St. Paul, Minn.—Fed. Ct. Bldg.— 
Examiner Morris: 

MC-111812, Sub. 5—Midwest Coast Trans- 
port, Inc., Sioux Falls, S. D., common 
carrier application. 

March 2—Washington, D. C.—Examiner 


Letts: 

MC-112529—George’s Moving & Storage Co., 
Washington, D. C., common carrier ap- 
Plication. 

March 3—Buffalo, N. Y.—Hotel Buffalo—Jt. 
Bd. 325: 

MC-112662—Paul C. Smith, Farmersville 
Station, N. Y., common carrier applica- 
tion. 

March 5—Allentown, Pa.—P. O. Bldg.—Ex- 
aminer Lippman or Jt. Bds. 228 and 255: 

MC-1781, Sub. 6—A. R. Litzenberger, 
Wesconesville, Pa., common carrier ap- 

lication. 

MC-25501, Sub. 1—Edward J. Geueke, 
Scranton, Pa., common carrier applica- 


tion. 

MC-92147, Sub. 9—J. F. Bear, Schnesks- 
ville, Pa., common carrier application. 
MC-103298, Sub. 4—Allen H. Andrews, 
Walnutport, Pa., common carrier ap- 

lication. 
MC-111318, Sub. 1—Louis Traub, Harleigh, 
Pa., common carrier application. 
MC-108198, Sub. 1—Arthur Snyder, East 
Mauch Chunk, Pa., common carrier ap- 
plication. 
MC-112449—Mervine Trucking Co., Potts- 
ville, Pa., common carrier application. 
MC-112458—Charles B. Alpaugh, Lebanon, 
N. J., common carrier application. 

MC-112460 — Perry Bowman and _ Sons, 
Lehighton, Pa., common carrier applica- 
tion. 

MC-112461—Claude S. Cyphers, Strouds- 
burg, Pa., common carrier application. 
MC-95473, Sub. 1—Harold A. Daub, Reiner- 
ton, Pa., common carrier application. 
MC-110541, Sub. 2—Mark E. Yonder, 
Schuylkill Haven, Pa., common carrier 

application. 

MC-112467—Richard S. Ziegenfus, Palmer- 
ton, Pa., common carrier application. 
MC-112468—George Cerny, Lehighton, Pa., 

common carrier application. 
MC-112471—John A. Rudelitch, Lehighton, 
Pa., common carrier application. 
MC-112472—Franklin E. Rudelitch, Lehigh- 
ton, Pa., common carrier application. 
MC-112483—-Howard L. Hoffman, Walnut- 
port, Pa., common carrier application. 
MC-112484—Calvin C. Reiss, Lehighton, Pa., 
common carrier application. 
MC-112485—Calvin I. Green, Lehighton, 
Pa., common carrier application. 
MC-112493—Kenneth Solt, Gilberts, Pa., 
common carrier application. 
MC-112510—Ernest L. Scott, Cressona, Pa., 
common carrier application. 
MC-112499—Paul W. Berger, Kresegeville, 
Pa., common carrier application. 
MC-112501—Roy Dorshimer, Effort, Pa., 
common carrier application. 
MC-112502—William E. Dorshimer, Kunkle- 
town, Pa., common carrier application. 
MC-112513—Edwood R. Fehnel, Easton, Pa., 
common carrier application. 
MC-112517—Nathan Altemose, Albrights- 
ville, Pa., common carrier application. 
MC-112528—Charles A. Bubeck, Schuylkill 
Haven, Pa., common carrier application. 
MC-112539—Stephen F. Perchak, Hazelton, 
Pa., common carrier application. 
MC-112541—Leroy B. Krause, New Trupoli, 
Pa., common carrier application. 
MC-79851, Sub. 1—Eldin Braught, Monti- 
cello, N. Y., common carrier application. 
MC-103721, Sub. 2—Orville Sickels, Pal- 
en, Pa., common carrier applica- 
tion, 
MC-112578—Kara Trucking Co., Tamaqua, 
Pa., common carrier application. 
MC-112579—Cauley & Miller Trucking, 
Milnesville, Pa., common carrier applica- 
tion. 


MC-112599—James J. Roth, Walnutport, 
Pa., common carrier application. 

MC-112600—Robert Rosenkrans, Tamaqua, 
Pa., common carrier application. 

MC-112601—Amandua Heffelfiner, Slatin- 
ton, Pa., common carrier application. 

MC-112602—Howard F. Frantz, Coplay, Pa., 
common carrier application. 

MC-112612—John Bedway, Pottsville, Pa., 
common carrier application. 


March 5—Birmingham, Ala.—U. S. Ct. Rms. 
—Examiner Yardley: 
MC-112388—J. E. Fleming, Cullman, Ga., 
common carrieg application. 


March 5—Chicago, Ill.—U. S. Custom Hse.— 
Examiner Wood: 

MC-F-4724—O. K. Ferry et al.—Control; 
Republic Van and Storage Co., Inc.— 
Purchase (Portion)—Everest DeSmet. 

March 5—Cleveland, Ohio—Old P. O. Bldg.— 
Examiner McKiel: 

MC-9685, Sub. 46—Emery Transportation 
Co., Chicago, Ill., contract carrier appli- 
cation. 

March 5—Dallas, Tex.—Baker Hotel—Exam- 
iner Vandiver: 

I. & S. M-3454—Iron or Steel Between 
Houston, Tex. and La. 

March 5—Dallas, Tex.—Baker Hotel—Ex- 
aminer Vandiver: 

I. & S. M-3659—Carbon Black—Southwest. 

March 5—Denver, Colo.—822 Midland Sav- 
ings Bldg.—Jt. Bd. 89: 

MC-112595—Southwestern Film Service, 

Taos, N. M., contract carrier application. 
March 5—Des Moines, Ia.—U. S. Fed. Ct. 
Bldg.—Jt. Bd. 202: 

MC-76266, Sub. 68 — Merchants Motor 
Freight, Inc., St. Paul, Minn., common 
carrier application. 

March 5—Des Moines, Ia.—U. S. Fed. Ct. 
Bldg.—Jt. Bd. 54: 

MC-78947, Sub. 1—Elliott Bros., Dysart, Ia., 
common carrier application. 

March 5—El Paso, Tex.—Hotel Paso Del 
Norte—Jt. Bd. 77: 

MC-112125—Mexico Tours, El Paso, Tex., 
common carrier application. 

March 5—Memphis, Tenn.—U. S. District Ct. 
Rms.—Jt. Bd. 229: 

MC-1968, Sub. 48—D. C. Hall Motor Trans- 
portation, Fort Worth, Tex., common 
carrier application. 

March 5—Memphis, Tenn.—vU. S. District Ct. 
Rms.—Jt. Bd. 107: 

MC-15318, Sub. 29—Kimbel Lines, Inc., 
Cape Girardeau, Mo., common carrier 
application. 

MC-59680, Sub. 83—Strickland Transporta- 
tion Co., Inc., Dallas, Tex., common car- 
rier application. 

MC-107912, Sub. 7—Murphey Truck Lines, 
Inc., Memphis, Tenn., common carrier 
application. 

March 5—Memphis, Tenn.—U. S. District Ct. 
Rms.—Jt. Bd. 107: 

MC-59680, Sub. 83—Strickland Transporta- 
tion Co., Inc., Dallas, Tex., common car- 
rier application. 

March 5—Newark, N. J.—State Comm.—Ex- 
aminer Peterson: 

MC-112359—Horvath Bros., Kearny, N. J., 
contract carrier application. 

March 5—New Orleans, La.—Jung Hotel— 
Examiner Kilroy: 

MC-30012, Sub. 50—T. S. C. Motor Freight 
Lines, Houston, Tex., common carrier 
application. 

March 5—Omaha, Nebr.—Hotel Fontenelle— 
Examiner Edwin: 

MC-70451, Sub. 108—Watson Bros. Trans- 
portation Co., Inc., Omaha, Nebr., com- 
mon carrier application. 

March 5—Omaha, Nebr.—Hotel Fontenelle— 
Examiner Driscoll: 

MC-111972 — Select Refrigerator Service, 
Omaha, Nebr. 

March 5—Omaha, Nebr.—Hotel Fontenelle— 
Examiner Driscoll: 

MC-111972 — Select Refrigerator Service, 
en, Nebr., common carrier applica- 
on. 

March 5—St. Louis, Mo.—Mark Twain Hotel 

—Jt. Bd. 135: 

MC-112005, Sub. 3—K. & R. Transports, 
Inc., Hartford, Ill., contract carrier ap- 
Plication. 

MC-112243, Sub. 1—Leach Truck Line, 
Jefferson City, Mo., common carrier ap- 
Plication. 

March 5—St. Louis, Mo.—Mark Twain Hotel 
—Examiner Card: 

MC-F-4795 — F. G. Campbell — Control; 
Campbell Sixty-Six Express, Inc.—Con- 
trol and Merger—Highway Express, Inc. 

March 5—St. Paul, Minn.—Fed. Ct. Bldg.— 
Jt. Bd. 26: 

MC-9952, Sub. 6—Hess Motor Express, Inc., 
Pipestone, Minn., common carrier ap- 
pligation. 

March 5—Salisbury, Md.—Cty. Ct. Hse.— 
Examiner Rhynedance: 

MC-100853, Sub. 2—W. Howard Pinkett, 
— Md., common carrier applica- 
on. 

March 5—San Francisco, Calif.—Fed. Office 
Bldg.—Jt. Bd. 47: 


SEE PAGE 81 
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MUSICIAN TUNES UP 
IN ADVANCE— 


VAN LINES 
agents PRE-PLAN 


every move 


See your classified direc- 
tory for the nearest United 
agent, ot wire Moving Head- 
quarters, United Van Lines, 
Inc., St. Louis 17, Mo. 


SHIP VIA 


MB 


LCE&ET 
emp 


—for dependable freight 
handling and on-time deliv- 
eries, to and from the great 
gateways of the Midwest— 
Chicago, Evansville, St. 
Louis, and Thebes. Ship- 
pers know—freight moves 
on theC & EI. 


CHICAGO & EASTERN 
ILLINOIS RAILROAD 





DikRECT 
TRANSFER 


os 


FOREIGN FREIGHT 
THROUGH THE PORT 


Sm: OF NORFOLK 
Nisolh-Westorre 


RAILWAY 


COVERS ar 
THE SOUTH 
OVERNIGHT 


Commodity 
Per 100 Ibs. between Rate 


Chicago-Atlanta .....$5.75 
Cincinnati-New Orleans 6.13 
Dallas-Jacksonville... 7.51 


For complete com- 
modity rates and 
schedules, write 
airFREIGHT Depart- 
ment, Delta Air Lines, 
« Atlanta, Ga. 


Consignee: ifs 


OVERSEAS ii 


Let us help you with “a 
your overseas shipping matters. 
Write 
H. H. GIBSON 


Foreign Freight Traffic Manager 
Mobile 8, Alabama 


Guit, Mobile & Ohio 
wAliterQoule 
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MC-92806, Sub. 18—Miles & Sons Trucking 
Service, Merced, Calif., common carrier 
application. 

March 5—San Francisco, Calif—Fed. Office 

Bldg.—Jt. Bd. 75: 

MC-112333—Dewitt Trucking Service, At- 
water, Calif., contract carrier application. 

March 5—Springfield, Mass.—FPed. Bldg.— 
Examiner Sutherland: 

MC-30301, Sub. 5—M. A. Hubbard and Son, 
Gardner, Mass., common carrier applica- 
tion. 

MC-49260, Sub. 1—Warren Bros. Express, 
Ludlow, Mass., common carrier applica- 
tion. 4 

March 5—Syracuse, N. Y.—U. S. Ct. Rms.— 
Examiner Williams: 

MC-72444, Sub. 4—Akron-Chicago Trans- 
portation Co. Inc., Akron, Ohio, common 
carrier application. 

March 5—Wheeling, W. Va.—New Fed. Bldg. 
—Jt. Bd. 117: 

MC-12550—Mrs: Maime Lucido, Shadyside, 
Ohio, broker application. 

March 5—Wheeling, W. Va.—New Fed. Bldg. 
—dJt. Bd. 61: 

MC-101053, Sub. 7—Herman Buchanan, 
Weirton, W. Va., common carrier ap- 
plication. 

March 6—Albany, N. Y.—County Ct. Hse.— 
Examiner Williams: 

MC-109677, Sub. 5—Fort Edward Express 
Co., Inc., Ft. Edward, N. Y., common 
carrier application. 

MC-112546—Hayes Trucking, Inc., Albany, 
N. Y., contract carrier application. 
March 6—Birmingham, Ala.—U. S. Ct. Rms. 

—Examiner Yardley: 

MC-105548, Sub. 3—R. W. Tomlinson & 
Son, Sylacauga, Ala., common carrier 
application. 

March 6—Cleveland, Ohio—Old P. O. Bldg.— 
Examiner McKiel: 

MC-108446, Sub. 13—Fischbach Trucking 
Co., Akron, Ohio, contract carrier ap- 
Plication. 

March 6—Des Moines, Ia.—U. S. Fed. Ct. 
Bldg.—Examiner Murphy: 

MC-111405, Sub. 1—Lonnie A. Pike, Des 
— Ia., contract carrier applica- 
on. 

March 6—Lubbock, Tex.—Hilton Hotel—Jt. 


Bd. 33: 

MC-107839, Sub. 9— Denver-Albuquerque 
Motor Transport, Inc., Denver, Colo., 
common carrier application. 

March 6—Memphis, Tenn.—U. S. District Ct. 
Rms.—Jt. Bd. 38: 
MC-107943, Sub. 2—Delta Motor Coaches, 
—s* Ark., common carrier applica- 
on. 
March 6—Newark, N. J.—State Comm.— 
Examiner Peterson: 

MC-111574, Sub. 1—Emmett Trucking Co., 

Newark, N. J., common carrier applica- 
March 6—St. Louis, Mo.—Mark Twain Hotel 
—Jt. Bd. 135: 

MC-52912, Sub. 6—Motorways, Inc., Kansas 

City, Mo., common carrier application. 
March 6—St. Louis, Mo.—Mark Twain Hotel 
—Jt. Bd. 254: 

MC-75320, Sub. 23—Campbell “66” Express, 
Inc., Springfield, Mo., common carrier 
application. 

March 6—St. Paul, Minn.—Fed. Ct. Bldg.— 
Examiner Morris: 

MC-111720, Sub. 1—Williams Truck Service, 
Sioux Falls, S. D., contract carrier ap- 
plication. 

March 6—Salisbury, Md.—Cty. Ct. Hse.— 
Examiner Rhynedance: 

MC-75185, Sub. 158—Service Trucking Co., 
Inc., Federalsburg, Md., common carrier 
application. 

March 6—San Francisco, Calif.—Fed. Office 
Bldg.—Jt. Bd. 151: 

MC-112319—Aaron J. Smith, Inc., Oroville, 
Calif., common carrier application. 
March 6—Springfield, Mass.—Fed. Bldg.— 

Examiner Sutherland: 

MC-31600, Sub. 291—P. B. Mutrie Motor 
Transportation, Inc., Boston, Mass., com- 
mon carrier application. 

March 6—Washington, D. C.—Examiner 
Lawton: 

MC-C-1226—Middle Atlantic Conference v. 
Hamblet’s Express, Inc. 

March 6—Wheeling, W. Va.—New Fed. Bldg. 
—Examiner Jackson: 

MC-84739, Sub. 3—Art Severson, Albion, 
Wis., common carrier application. 
March 7—Binghamton, N. Y.—U. S. Ct. Rms. 

—Examiner Williams: 

MC-112608—Continental Highway Express, 
Montreal, Quebec, Canada, common car- 
rier application. 

March 7—Cleveland, Ohio—Old P. O. Bildg.— 
Examiner McKiel: 

MC-108446, Sub. 12—Fischbach Trucking 
Co., Akron, Ohio, contract carrier appli- 
cation. 

March 7?7—Columbus, Ohio—New Fed. Bldg. 
—Jt. Bd. 117: 

MC-3548%, Sub. 15—Viking Freight Co., St. 

Louis, Mo., common carrier application. 
March 7—Denver, , Colo.—State Comm.—Jt. 
Bd. 126: 
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CLASSIFIED 
ADVERTISING 


When answering ads please address as fol- 
lows: Box Traffic World, 815 Wash- 
ington Building, Washington 5, D. C. Rates: 
reader ads, $1.00 a line (approximately 5 
words), minimum three lines. Display ads, 
$15.00 a column inch. 

















Classified Advertisements 
Payable in Advance 


—_ Help Wanted 


RATE—division men for Chicago; good pay; 
state experience. Box 168. 
QUALIFIED RATE CLERK wanted for Traffic, 


Firm in Pittsburgh. Permanent. Top salary. 
Opportunity for advancement. Box 166. 



























Situations Wanted 


FOREIGN TRADE traffic man, widely expe- 
rienced, linguist, organizer. Now with car- 
rier. Experience with foreign freight for- 
warder NYC, South American SS agency, 
pre-war German domestic traffic. Age 44. 
Sound education. Seeks permanent, execu- 
tive position. Box 178. 










CAPABLE TRAFFIC 
PERSONNEL 


Mr. Employer: Why not take advantage of 
the nationwide free placement service main- 
tained by the COLLEGE OF ADVANCED TRAFFIC 
for our graduates? 


Listed in our files are qualified men and 
women for any type of position, including 
General Traffic Managers with many years of 
experience and training, as well as young, 
ambitious, recent graduates who can 
developed as understudies for positions of 
responsibility. 

Also included are specialists in many dif- 
ferent phases of  Traffic-Practitioners—Tariff 
Compilers—Solicitors—and Claim Agents—as well 
as men with varying degrees of experience in 
Rates — Routes — Transit — Demurrage — Storage 
—Claims—Classifications. In fact, any and all 
duties in a Traffic Department. 


Just drop a line outlining your needs to 
Placement Manager 


COLLEGE OF ADVANCED TRAFFIC 


404 State-Madison Bldg., 22 West Madison St., 
Chicago 2, Ill. 






















Educational Books or Courses 


REGULATION OF, TRANSPORTATION 
$6.00. This is the book’ used by the author 
J. H. Tedrow, LL.B. in the University of 
Kansas City, #vith record of 90% admitted 
to practice. Compact, simple, comprehen- 
sive. Covers Acts, history, practice, evidence, 
Quizzes and pleading forms. Over 250 lead- 
ing cases discussed. A complete practi- 
tioners’ course for class or individual study. 
Endorsed by well-known traffic men and 
lawyers. Study for 10 days and if not satis- 
factory your $6.00 refunded. Wm. C. Brown 
Company, Publishers, Dubuque, Iowa. 


LC. PRACTITIONER. The only practical 
authentic I.C. law course available by mail. 
Restricted to Attorneys, Practitioners or 
those qualified to prepare for practice. In- 
cludes Freight Forwarder Act. COLLEGE OF 
ADVANCED TRAFFIC, 404 State-Madison 
Bldg., 22 West Madison St., Chicago 2, Ill. 
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For Sale 


FOR SALE one 72 ton Plymouth Propane 
Electric Locomotive with extra eight cylinder 
















block. First Class Condition. Box 177. 
MC-67121, Sub 4—Harp. Transportation 
Line., Meeker, Colo., common carrier 
application. 





MC-112482—Wilson Truck Line, Idaho 
Speangs, Colo., contract carrier applica- 
on. 
March 7—Des Moines, la.—U. S. Fed. Ct. 
Bldg.—Examiner Murphy: 
MC-111763—Corn Belt Transportation Co., 
Inc., Sioux City, Ia., contract carrier 
application. 
March 7—Klamath Falls, Ore.—Fed. Bldg.— 
Jt. Bd. 151: 













MC-112369, Sub. 1—Hobart Truck Service, 
Lakeview, Ore., common carrier applica- 


tion. 
March 7—Little Rock, Ark.—State Comm.— 
Jt. Bd. 247: 


MC-109324, Sub. 6—Harp Truck Line, Har- 

rison, Ark., common carrier application. 

March 7—Montgomery, Ala.—State Comm.— 
Jt. Bd. 101: 

MC-2908, Sub. 10—Capital Motor Lines, 
Montgomery, Ala., common carrier ap- 
plication. 

March 7—Montgomery, Ala.—State Comm.— 
Jt. Bd. 205: 
MC-105759, Sub. 7—Coastal Stages, 


Florala, Ala., common carrier applica- 
tion. 
March 7—Montgomery, Ala.—State Comm.— 


Jt. Bd. 98: 

MC-105759, Sub. 8—Coastal Stages, Inc., 
Florala, Ala., common carrier applica- 
tion. 

March 7—Montpelier, Vt.—U. S. Ct. Rm.— 
Examiner Sutherland: 

MC-111407—Hurley Motor Transfer, North- 

field, Vt., common carrier application. 
March 7—New York, N. Y.—641 Washington 
St.—Examiner Peterson: 

MC-47052 and MC-FC-52562 — Schwartz 
Trucking Corp., New York, N. Y., com- 
mon carrier application. 

MC-110790, Sub. 1—Malloy Bros.,, New York, 
N. Y., common carrier application. 
March 7—Phoenix, Ariz.—State Comm.—Jt. 

Bd. 129: 

MC-C-1187—Pacific Greyhound Lines Vv. 
Sun Valley Bus Lines, Inc. 

March 7—St. Paul, Minn.—Fed. Ct. Bldg.— 
Jt. Bd. 181: 

MC-80430, Sub. 48—Gateway Transporta- 
tion Co., La Crosse, Wis., common car- 
rier ee. 

March 7—St. Paul, Minn.—Fed. Ct. Bldg.— 
Jt. Bd. 219: 

MC-101078, Sub. 4—Red Truck Line, Min- 
ee. Minn., common carrier applica- 
on. 

7—Salisbury, Md.—Cty. Ct. Hse— 
Examiner Rhynedance: 

MC-75185, Sub. 168—Service Trucking Co., 
Inc., Federalsburg, Md., common carrier 
application. 

March 7—San Francisco, Calif.—Fed. Office 
Bldg.—Jt. Bd. 75: 

MC-263, Sub. 48—Garrett Freightlines, 
Inc., Pocatello, Idaho, common carrier 
application. 

March %7—Washington, D. 
Hollander: 

MC-109992, Sub. 2—Cornell Motor Freight, 
Silver Spring, Md., common carrier ap- 
Plication. 

March 7—Washington, D. C.—Examiner Boss: 

MC-200, Sub. 84—Riss & Co., Inc. Extension 
—Explosives, North Kansas City, Mo. 

March 8—Baltimore, Md.—U. S. Customs 
Hse.—Jt. Bd. 74: 

MC-C-1225—Enoch Prichard Price—Revoca- 
tion of Certificate. 

March 8—Binghamton, N. Y.—U. S. Ct. Rms. 
—Examiner Williams: 

MC-112498—Leland Tuttle, Delhi, 
contract carrier application. 

March 8—Columbus, Ohio—New Fed. Bldg.— 
Jt. Bd. 57: 

MC-112525—L. E. O’Brien, Lima, Ohio, con- 
tract carrier application. 

March 8—Columbus, Ohio—New Fed. Bldg. 
—Examiner Jackson: 

MC-112553—C. E. Van Horn, Middletown, 
Ohio, contract carrier application: 
= ae Colo.—State Comm.—ZJt. 

~ 50: 

MC-9895, Sub. 77—R. B. Wilson, Denver, 

Colo., common carrier application. 


—, 8—Detroit, Mich.—Fed. Bldg.—Jt. Bd. 


MC-112489—Shady Willow Express, Inc., 
— Mich., common carrier applica- 
on. : 


> 8—Detroit, Mich.—Fed. Bldg.—Jt. Bd. 


C.—Examiner 


m. Ve 


MC-37620, Sub. 7—Freightway Corp., To- 
ledo, Ohio, contract carrier application. 


March 8—Klamath Falls, Ore.—Fed. Bldg.— 


Jt. Bd. 11: 

MC-112408, Sub. 1—J. W. Taylor, Ashland, 
Ore., common carrier application. 

March 8—Little Rock, Ark.—State Comm.— 

Examiner Proudley: 

MC-103498, Sub. 3—Smith & Melton, De 
Queen, Ark., common carrier application. 

MC-111692, Sub. 1—Otto Payne, Hot 
Springs, Ark., common carrier applica- 
tion. 


March 8—Los Angeles, Calif.—Fed. Bldg.—Jt. 
Bd. 75: 


MC-C-1161—Advance Truck Co. et al. v. 
M and M Transfer Co. et al. 


March 8—Montgomery, Ala.—State Comm.— 
Jt. Bd. 100: 

MC-61788, Sub. 13—D. & D. Transporta- 

tion Co., Dothan, Ala., common carrier 
application. 


Inc., 
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Commission of Public Docks 


PORTLAND, OREGON 


208 S. LaSalle St., Chicago, Illinois 
D. J. McGarity, Gen. Mgr. 


HOPPERS? 


WE'VE GOT EM! We’ve added nearly 
15,000 cars—9 different kinds— 
in the last 10 years. All to give 
you better, faster freight service 
between the Midwest and the 
North Pacific Coast. 


NORTHERN 
PACIFIC 
RAILWAY 





New York Central’s great new fleet 
of road and switching Diesels makes 
travel smoother than ever for your 
shipments on the famous 

Water Level Route be- 

tween East and West. 


NEW YORK CENTRAL 





EDITORIAL 


Who Says the Mails 


| po NEARLY FORTY-FOUR YEARS TraFFic WorLD 
has accorded sympathetic attention to industry’s prob- 
lems of transportation. We have, somehow, convinced our- 
selves that, in those years, our close contact with shippers 
and with shippers’ problems has resulted in acquiring an 
understanding appreciation of the importance to industry 
of reliable, prompt movement of its products. 

Despite this, however, some small hindrance.to full 
understanding may have remained, because we have been 
merely observers—because, generally speaking, we did not 
share in these problems, nor in the difficulties that arose 
when something’ happened to interfere with the smooth 
functioning of the transportation machine. 

That slight barrier has now been removed. Henceforth, 
when, in one place or another, transportation service fails, 
we can sympathize, not merely as observers and reporters, 
but as fellow sufferers. We have had our own experience 
under those sad circumstances. 

About three weeks ago—on February 1, to be exact, the 
Post Office Department placed an embargo on all mail, 
except first-class matter weighing less than eight ounces. 
As a result, copies of the February 3 TRAFFIC Wor LD, 
addressed, wrapped and sorted, lay in Washington until 
several days after the embargo was lifted, on February 9. 
The congestion was such that even copies of the issue of 
February 10 were delayed. In some localities, subscribers 
had the peculiar experience of receiving copies of the Feb- 
ruary 10 issue a day or two before those dated February 3. 


VERYONE knows that the reason for the embargo was 
the epidemic of “sickness” among railroad switchmen. 
We've had our say about that childish subterfuge and intend 
here to add nothing to it. It occurs to us, however, that 
this may be a good opportunity to tell our readers what 
we do, week after week, to get copies of TRAFFIC WORLD 
into their hands with the latest news, at the earliest pos- 
sible moment. 

In the first place, our publication goes to press within 
an hour or so after the last of the timely news has been 
prepared for publication in it. Copies move directly from 
the bindery to tables where properly addressed wrappers 
are applied. The copies are then sorted into sacks desig- 
nated by special newspaper railroad routes selected to insure 
speediest dispatch via the most direct railway mail routes. 
The tag on each bag indicates the route calculated to per- 
mit the best train connections. Copies going to cities large 
enough to be divided into postal delivery zones are carried 
in mail bags bearing the postal zone numbers. 

We have always been acutely conscious of the fact that 
much of the value of TRAFFIC WORLD lies in the timeli- 
ness of its mews content. That, too, was demonstrated with 


TRAFFIC Worip 


Must Go Through? 


new emphasis in the troubles of a few weeks ago. Despite 
the fact that word of the postal embargo was broadcast 
widely, hardly more than a day’s delivery delay had accumu- 
lated before our offices at Washington, Chicago and New 
York were literally inundated with anxious inquiries. They 
came by mail, by telephone and by telegram. No exact 
count was kept, but the total ran well into the hundreds 
in each locality. 


N itself, this was a compliment to the timeliness of the 
I contents of TRAFFIC WoRLD as well as to the normal 
reliability of the mail service. But it made us feel bad, 
nevertheless. We felt something like the shipper feels 
when his customers besiege him with inquiries as to when 
the ordered goods are to arrive; or like the traffic depart- 
ment feels when production says that, unless those cars of 
raw materials are on hand in the morning, the plant will 
have to shut down. And we felt, too, the helplessness the 
shipper and receiver feels under those circumstances. There 
wasn't anything we could do about it, except to counsel 
patience. 

Yes, we believe we now have a little better understand- 
ing of some shipping problems. And we hope that, should 
something like this happen again, our readers will under- 
stand our problem, too. 

We don’t like to write as though a repetition were pos- 
sible. Until this particular mail embargo was placed, we 
didn’t think such a thing was possible. We had faith in 
that quotation from Herodotus about neither rain nor snow 
nor the rest of it staying ‘these swift couriers from their 
appointed rounds.” We believed, as our fathers did, that 
“the mails must go through.” 

Apparently that is another one of the sound American 
tradition that has gone by the board in these days of 
abandoned ideals. The age-old quotation might well be 
amended by adding: “But a group of ‘sick’ switchmen can.” 

It is in this manner, by slow attrition, that the cherished 
ideals of our country disappear. In the closing days of the 
nineteenth century a courageous President called out the 
army to prevent interference with the movement of mail 
at the hands of striking Pullman workers. By the time the 
New Deal got into gear, however, there were already signs 
that the old tradition was to go. Delivery of mail was 
stopped in individual cases where plants were “held” by 
sit-down strikers. There were strenuous protests then, 
however. 

Apparently we have already become accustomed to this 
sort of thing. We heard no protest of any kind about the 
stoppage of all but a small part of the stream of mail 
brought about by governmental concession to malingering 
switchmen. 
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cars of , Of the many advantages enjoyed by your employees when 
ant will ™ you move them by Greyvan, they will appreciate most the 
ness the extra care with which their household goods are handled by 
There skilled Greyvan personnel—from start to finish. 
counsel Packing and crating are done by experts, with ample 
os. quantities of packing material to safely cushion all breakables. 
erstand- é ee : . Other items are thoroughly padded, scientifically loaded, and 
, should ye — = firmly anchored to tiehooks in the walls of the dustproot, 
| under- | 4a : weatherproof van. 
Greyvan truckmen use every precaution to give your 
Cre pos- furnishings a safe, smooth ride. Some of these men have 
ced, we driven as long as twelve years without a single chargeable 
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THOUSANDS OF SKILLED 


Economical inland waterway transportation 
places major emphasis on the advantage of 
riverside plant locations for profitable market- 
ing in Middle America. Whether you buy or 
sell in the area bordering the Mississippi River 
System routing via barge gives you a head 


start on cost-reduction of delivered products. 





UNION BARGE LINE | 
DRAVO BUILDING 
Member of % 
-"° American Warer™®” 


60,000,000 CONSUMER, 






waterway routing from riverside plants 


sharpens your marketing edge... 








The combination of a riverside plant 


location in the Mid-Continent and economical 






and reliable waterway transportation, is a 






sharp marketing edge in the competition to 






serve Middle America. Why not discuss this 






combination approach to profitable distribu- 






tion with a Union Barge Line representative? 








PITTSBURGH 22, PA. 








